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VALUATION FOR RATE-MAKING 

Wide as are the powers of the Interstate Commerce 
Commission and much as it must resort to its judg- 
ment, under the new transportation act, we are sur- 
prised at the attitude of some of those persons who 
have appeared before it with respect to the fixing of 
the valuation of the property of the carriers for rate- 
making purposes. They would have the Commission 
take as that valuation—pending the completion of its 
own valuation—the property investment account of the 
carriers, and would have the Commission believe that 
that is what Congress intended it should do. 

We do not know what Congress thought the Com- 
mission would do, but we do know what it said and 
what those who were watching the development of leg- 
islation believed was intended. It not only did not in- 
struct the Commission to accept the property invest- 
ment account for temporary valuation purposes—which 
it could have done if it had meant that—but it specific- 
ally instructed the Commission, in finding valuation for 
rate-making purposes, to “give to the property invest- 
ment account of the carriers only that consideration 
which under such law (the law of the land) it is en- 
titled to in establishing values for rate-making pur- 
poses.” So far from being an instruction to give con- 
sideration exclusively to this one thing, that is, on the 
contrary, a definite instruction not to give undue con- 
sideration to it. 

Congress knew that the Commission did not have 
its valuation work completed and that it would be a 
task for it to announce in the near future a valuation 





| of the property of the carriers, as it must do before 


next September in order to fix rates that will produce 
the revenue prescribed by the law. It, therefore, gave 
the Commission some latitude in the methods or basis it 
Shall use, stipulating, however, that it must not give 
undue weight to this particular factor. It seems to us 
that nothing could be plainer and that to insist that the 


property investment account be taken as the valuation 
for purposes of present rate-making is, as Commissioner 
Aitchison suggests, taking the language of the law in 
a Pickwickian sense. 

We have no desire that the Commission shall be 
penurious with the carriers. On the contrary, we be- 
lieve it would be better to err on the side of generos- 
ity, if absolute accuracy cannot be obtained. But be- 
ing liberal does not mean to violate the law. The Com- 
mission, as we have said, has wide power and discre- 
tion, but it has no license to violate or ignore the law. 
If five and a half or six per cent on the value of the 
carrier property devoted to transportation purposes is 
not enough, that is the fault of the law and not of the 
Commission, which can only make the best possible es- 
timate of that value under the law, as it understands 
the law. 

It may well happen that the Commission will find 
the value of the railroads to be about what their prop- 
erty investment account shows it to be. If so, those 
who are pressing for that solution will be satisfied. But 
it ought to be made clear, if that proves to be the case, 
that the valuation as found by the Commission and the 
property investment account of the carriers coincide 
merely because the facts show that they do so and not 
because the representatives of the carriers have tried to 
persuade the Commission that its duty is to take the 
one for the other. The carriers and security owners 
are within the proprieties only when they offer evidence 
to show that the two are, in fact, the same. 

It seems to us that the course of the Commission in 
this matter is clear. It should take the property invest- 
ment account of the carriers as a starting point, since, 
in the absence of its own completed valuation, that is 
the only set of complete working figures at its disposal. 
Then it should check the property investment account 
against its own valuation figures, so far as they are 
completed, and by every other means in its power. Hav- 
ing thus arrived at the best conclusion possible as to 
capital actually invested in railway property employed 
in transportation, it should apply whatever principles of 
inflation or deflation are proper under the methods of 
valuation prescribed by law, or dictated by its own 
judgment where the law of the land lays down no 
principle. The result will be its temporary valuation 
for rate-making purposes. 

It is no small task that is to be performed, and 
there is opportunity for the widest exercise of judg- 
ment. But that judgment must be exercised within 
and the result must conform to the principles laid down 
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by the law and not what somebody thinks the law 
should be. It would be as wrong and illegal for the 
Commission, in order to give the carriers what they 
think they should have, to use a valuation larger than 
could be computed in compliance with the law, as it 
would be for it, because it thought the railroads would 
otherwise be getting too much, to use a valuation small- 
er than would result from following the law. 

For our own part we have small fear but that the 
Commission’s efforts will result in a showing that will 
be satisfactory. It realizes the purpose of the new law 
and the constructive policy toward the carriers em- 
bodied in it. It has no disposition to be parsimonious. 
But it must obey the law and we have no patience with 
those who counsel otherwise, especially with those of 
them who obtained practically what they asked in the 
way of legislation and now seek to make it appear that 
the new law means something other than what it says. 


POOR POSTAL SERVICE 

As a rule we are in favor of anything that will 
operate to bring down the high cost of living, and op- 
posed to anything that will operate to increase it. One 
of the things that has operated to increase it is the 
steady increase in wages to those in position to de- 
mand it. But we think an exception must be made in 
the case of postal employes. We believe they are un- 
derpaid in comparison with others in similar employ- 
ment. At least we are told and believe that the inability, 
under the present wage scale, to get a sufficient number 
of workers of the right kind in the postal service is 
largely responsible for the woefully inefficient mail serv- 
ice at the present time. We believe everyone who re- 
ceives or sends out mail will join with us in willingness 
to stand a proper share of whatever increased expense is 
necessary in order to remedy this situation. Our service 
is hampered to the point of exasperation. Our mail is 
full of complaints and inquiries from subscribers who do 
not get their magazines on time or anywhere near on 
time. Frequently they do not understand the delay. 
We hope it will be thoroughly understood that it is not 
our fault but is in all cases that of the postoffice. The 
entire edition of The Traffic World is mailed in the 
Chicago postoffice by early Saturday afternoon. We 
have never failed in this. Greatly as we regret the an- 
noyance to our subscribers there is nothing we can do 
to prevent it. 


SEASONAL COAL RATES 

We are heartily in sympathy with the purpose of 
the bill introduced by Senator Frelinghuysen for lower 
freight rates on coal and coke in the spring and sum- 
mer months than in the fall and winter months. The 
effect of such a measure in reducing car shortage by 
inducing the purchase and shipment of coal in the sea- 
son when it is least needed and when transportation 
can best be accomplished, however, may easily be ex- 
aggerated. It is difficult to induce the private con- 
sumer to buy and receive his coal in the summer, even 
when he receives a financial inducement to do so. The 
inclination to wait until the last minute is a trait of 
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human nature to be taken into consideration. But un- 
doubtedly seasonal rates would help, not only to bring 
about increased coal movement in summer and conse- 
quent decreased movement in the winter, but to bring 
down the high cost of living for such persons as are 
forehanded enough to do their buying early. 

The danger in such proposed legislation, however, 
is that it may operate to make the differential in sea- 
sonal coal rates so rigid as to work hardship in some 
cases. Not always, we are told, will seasonal coal rates 
bring about the end sought. It should, therefore, be 
left to the discretion of the Interstate Commerce Com- 
mission to make such rates when the desired end could 
be accomplished or to refrain from permitting them to 


go into effect when it could not. The Frelinghuysen 
bill seems to safeguard this point properly. If it does 


not, it should be amended. That the proposed law 
should be properly drawn as to this point is important 
because only under such a law can the Commission 
have any authority in the matter and its action must 
be governed by the terms of that law and not by any 
now existing law. 

At the meeting of the National Industrial Traffic 
League in St. Louis last week a resolution proposing 
endorsement of seasonal coal rates was objected to by 
some on the theory that such rates would not always 
operate in the way desired. They proposed that the 
resolution be changed so as to endorse seasonal rates 
“when they would bring about the maximum movement 
of coal in the summer season.” This proposed amend- 
ment was scouted on the theory that when such rates 
would not bring about the thing desired it could not 
be conceived that the Commission would make them or 
permit them to go into effect, so the resolution un- 
amended was adopted. But it is important that this 
amendment or exception be made in the law, for, as 
we have said, the Commission will have no authority 


except under that law and if it is instructed to make 
certain seasonal rates it cannot do otherwise than as 


instructed, even if, in its judgment, such rates would 
be foolish or unjust in some cases. 

As Commissioner Clark points out, while the Com- 
mission, under the present law, might feel justified in 
approving schedules initiated by the carriers instituting 
seasonal rates, it could not make such percentages of 
differences in rates permanent. The carriers might at 
any time file new schedules. The Commission prob- 
ably does not possess the power to require the estab- 
lishment of seasonal rates on coal. It has never at 
tempted to exercise this power, and it does not com 
template doing so in the future in the absence of fur 
ther legislation. “The Commission assumes that i 
prescribing rates and practices it is not empowered 10 
initiate new systems of rate making designed principal 
ly to remedy general economic situations. It feels that 
this should be the subject of specific legislative deter 
mination and authorization, rather than of mere at 
ministrative action. Even if the carriers, the shippet 
and the Commission could and did institute such see 
sonal rate schedules, their action in this matter would 
be the subject of interminable litigation. It would be 

(Continued on page 592) 
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Current Topics 
in Washington 


Government Ownership the Bogey.—As a bogey there never 
was anything more useful than government ownership. Nearly 
every man not engaged in advising the Commission as to how it 
shall obey the rate-making part of the new law on the first three 
working days of the week noticed that the bogey was used by 
poth shippers and railroad men. The latter, by implication, ex- 
pressed the view that if the Commission did not do as they rec- 
ommended government ownership would get it. Not to be out- 
done the shippers also rattled the bones and made noises like a 
national catastrophe. The Plumb plan advocate was the only 
adviser who did not use it as a bogey. But the strangest view 
of all was expressed by a railroad president, who did not ad- 
dress the Commission, and whose name may not be given here. 
He was not much more circumspect than if he had been talking 
about the weather. His idea was that if the Commission did 
not give the railroads liberal treatment, Congress would sweep 
it out of existence. The railroad men who talked to the com- 
missioners all talked as if they had won a victory at the capitol, 
put only this president took the action of Congress to mean that 
if the Commission did not change its ways, its days were num- 
pered. That view is at least novel. If it holds much sway 
among the executives the fact has not been generaly known. 
The executives have not been regarded as the winners at the 
capitol. The creditors—namely, the security owners—did achieve 
the enactment of the rate-making section. The creditors and the 
executives, however, were not close co-operators. At times they 
seemed to be working at cross purposes. The Commission, of 
course, has not stood high in the estimation of President Wilson, 
but that is not regarded now as serious. The shippers believed 
they killed off both government ownership and showed that the 
President’s lack of regard for the body of which they think 
much is not an insuperable obstacle to the attainment of a condi- 
tion which, generally speaking, they believe will be satisfactory 
to themselves and reasonable railroad men. The more radical 
of the shippers are the ones who used the government owner- 
ship bogey without camouflage, but, whether radical or reason- 
able, railroad man or shipper, the inclination was to suggest that 
if the ideas suggested by the person speaking were not accepted, 
then the end would be a plunge into that form of poor and ex- 
pensive service known as government ownership or operation. 








Present Cost of Production as Basis for Valuation.—The sen- 
sation made out of the Supreme Court’s decision in the Kansas 
City Southern valuation case was not once mentioned in the 
three days of talking about valuation this week. The so-called 
experts in that market for rumors, stocks, bonds and what-not, 
professed to believe the decision would have a large bearing on 
the making of rates under the new law. The railroad lawyers, 
however, did not seem so to regard it, for they did not even men- 
tion it, even when they talked about the rule they deduced from 
Smythe vs. Ames and other valuation cases that the Commis- 
sion, in making rates now, will have to be guided by what it 
would cost to reproduce the railroads at present prices. It is 
regarded as not at all improbable that the wiser heads among 
the railroad lawyers and executives advised the soft pedal on 
the present value phase of the subject. If rates were made 
now on the assumed present value of the railroads (as shown by 
the cost of reproduction at present prices), it is suggested that 
if there should be a great recession in prices of labor and ma- 
terials, shippers would be justified in demanding a recession in 
rates. Some rates were formerly made on that theory. The 
Commission, however, condemned the scheme as too uncertain 
of application. The pig iron rates from the southern furnaces 
to the Ohio River crossings used to rise and fall in sympathy 
with the rise and fall in price of pig iron. The rates were char- 
acterized by D. M. Goodwyn, of the Louisville & Nashville, as 
‘panic rates” made in 1894 to enable the railroads and the fur- 
laces in the South to obtain the price of an occasional square 
meal in the years when square meals were hard to obtain. The 
ise and fall of those rates came to an end a short time before 
the complaint in the Sloss-Sheffield case was filed. In that case 
the complainants asserted that the rates went up when the 
Price of pig iron went up but that they did not come down. 
That was one of the unofficial grounds for complaint, or grouch, 
if it be denied the ulterior thoughts a complainant may not be 
called an unofficial ground for complaint. But while the Com- 
mission condemned rates that were supposed semi-automatically 
to tise and fall with prices, if rates were made very high now, 
even In comparison with those ordered by Mr. McAdoo, a re: 
cession in prices of labor and materials, it is believed, would be 
mr by the Commission ground for general reduction in 

rates. 





Power of the Congress to Govern.—Washington was inclined 


THE TRAFFIC WORLD 


549 


to laugh over the contention of Senator Hitchcock, made in a 
speech in the South, that Congress could not restore peace be- 
tween the United States and Germany without the consent of 
the President. It has been a general thought that, by a two- 
thirds vote, Congress could declare war without the consent of 
the President and necessarily could bring to an end the state 
of war declared to exist by the bill or joint resolution. In the 
event Congress, by a two-thirds vote, should adopt a joint reso- 
lution rescinding the declaration of a state of war, a quick way 
would be found for the courts to decide the question of power. 
Rescinding of the war resolution would deprive the President of 
the power to do any one of the hundreds of things he has been 
doing in the exercise of his war power. The minute an order 
were issued under that power, a court would listen to the com- 
plaint of a citizen that he was being required to do something 
for which there was no warrant in law. The court would have 
to pass on the question thus raised. A declaration of war is a 
legislative recogniton of a fact. Should Congress repeal the 
resolution which said that a state of war existed, argued those 
who disagreed with Mr. Hitchcock, the state of war would cease 
to exist, regardless of what Germany might be doing. In the 
same way, if Congress declared that unless an alcoholic liquid 
contained more than 50 per cent of alcohol it was not to be re- 
garded as intoxicating, the dryness now prevailing would dis- 
appear. The mere fact that a man could get howling drunk on 
a fifty-fifty mixture could not change the law on the subject. 
Now everything containing more than one-half of one per cent 
is declared by law to be intoxicating. The mere fact that it 
would take 100 glasses of that kind of a beverage to give the 
quantity of alcohol contained in one drink of proof whisky would 
give the courts no warrant for saying that a one per cent mix- 
ture was not intoxicating. Whether there is war or whether one 
per cent of alcohol is intoxicating is believed to be a question 
on which the opinion of the law-makers is conclusive. The idea 
that only the President, with the advice and consent of the 
Senate, can restore a state of peace, it is suggested, is akin to 
the notion that a treaty is superior to a law of the United 
States, passed subsequent to the ratification of the treaty. If 
that were so, then there never could be a declaration of war by 
Congress, after there had been a treaty of peace. That idea 
that a treaty is superior to a statute is a survival of the time 
when kings made peace and war without consulting their parlia- 
ments; of a day when the king had an idea that the legislative 
branch existed simply because he did not want to be bothered 
with the tedium of writing statutes for the government of things 
in which he took little or no personal interest, as, for instance, 
the laws relating to instruments of credit used by merchants or 
others of the classes lower than the fighting man class. 





The Browns, Father and Son.—Probably for the first time in 
its thirty odd years of life the Commission, March 23, listened to 
words of advice from father and son on the same day. At the 
afternoon session on that day, in the hearing on the questions 
of how to enforce the new rate-making section, A. H. Brown ad- 
dressed the Commission to present the views of the Cleveland 
Chamber of Commerce. A few minutes later his father, George 
N. Brown, spoke on behalf of the Texas Traffic League. The 
elder Brown is one of the most widely known men in the work 
of rate regulation. He retired from the service of the Com- 
mission March 1, 1920, to practice before it. Were it the custom 
to applaud, the audience would probably have given Brown senior 
a “hand” when he stood before the commissioners to advise them 
that the grouping of carriers for rate-making purposes now is 
not to be a permanent thing and that he found no warrant in 
the law for the intimation that they should separate the sheep 
from the goats among the railroads by putting the prosperous 
ones in one group and those not prosperous into another. But 
applause is not customary. Something near it came when, after 
Mr. Brown had been speaking for a few. seconds, he announced 
that his name was George N. Brown. In doing that he was tak- 
ing note of something not intended for his ears. One of the 
newspaper men jokingly asked another the name of the speaker. 
Both know him well. Brown heard the question but did not 
know from whom it came. He made the announcement, where- 
upon his friends gave him a friendly chuckle that ran clear 
around the room. 





Coal Car Situation—The coal car situation, it is the opinion 
of many, is so serious that the construction of immense stor- 
age bins for soft coal will have to be considered notwithstanding 
the general belief that soft coal cannot be stored without ex- 
treme danger of spontaneous combustion. The present method 
of loading soft coal, at least, can be changed by the construction 
of bins that will hold forty or fifty carloads, so that the holding 
of railroad cars to be loaded from mine cars will not use up so 
much of the time that should be used in getting the coal to 
destination. It is notorious that at times the railroads in the 
past have allowed their cars to be used for storage purposes, 
either on tracks near the mines or on tracks between the mines 
and destinations to which the coal will ultimately be taken. Un- 
billed coal on sidetracks is one of the facts at which railroads 
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and regulatory officials have blinked. It may be that now there 
is nothing of the kind, but there is a suspicion that last spring 
there was much coal of that kind in the country. It is the in- 
tention of the commission on car service to keep the cars mov- 
ing. If the miners and mine operators could make it worth 
while for consumers to buy now for use next fall, the car situa- 
tion would be much improved. Additional demand will probably 
be made on the coal mines through the failure of the oil industry 
to furnish as much fuel oil as the country desires to consume. 
Oil production in this country is much below consumption. Un- 
less the Mexican situation can be cleared up, there must be a 
continuance of that fact until something breaks. A. E. H. 


INCREASE IN PULLMAN RATES 
The Trafic World Washington Bureaw 


As soon as it can file supplements, the Pullman company will 
make increases in rates averaging, according to President Run- 
nells, about twenty per cent. The minimum charge for all lower 
berths will be brought up to $2, regardless of the distance, and 
the minimum for a seat in a parlor car will be fifty cents instead 
of twenty-five. 

The Commission has given special permission to the com- 
pany to file its tariffs without observing the technicalities of 
the Commission’s tariff circular 18-A. Permission to disregard 
the rules was given on the ground of expense and delay. But 
for that permission tariffs would have to be revised and the 
greater part of a year would be consumed in the work. 

According to the representations of the company it earned 
only about 80 per cent of its standard return while its property 
was in the hands of the government. Its president said that 
because the Railroad Administration discontinued separate re- 
ports showing the inter-line transactions, the reports of the Pull- 
man company were made to indicate that it earned more than it 
really had. If the Railroad Administration had kept the books as 
they must be kept while carriers are under private control, the 
showing would not have been so satisfactory. 

In the matter of wages alone, its operating expenses, during 
the period of control, were increased from $16,000,000 to $28,- 
000,000. Generally speaking, the company asserts, its expenses 
since 1915 have gone up 75 per cent. 

The special permission to file tariffs not in accordance with 
the rules of the Commission does not carry with it an approval 
of the rates. The will be subject to attack and the company 
will have to defend them just as it would had it gone to the 
trouble of observing the rules. 


FILING OF TARIFFS 
The Trafic World Washington Bureau 


A big increase in the number of tariffs filed is expected soon 
by those who have the handling of such publications of the rail- 
roads for the files of the Commission. Immediately after the 
ending of federal control the volume of tariffs fell off because 
the new law forbade the reduction of any rates below the level 
of those in effect February 29, without the consent of the Com- 
mission. There were many tariffs in hand at the time the law 
went into effect, which were intended to readjust rates in a given 
group or on a given commodity, which had to be returned to 
those who had forwarded them because they contained reduc- 
tions. They had to be returned because the Commission did not 
have, as a matter of record, the justification that could be offered 
by the railroads for the proposed reductions. 


The theory that every man knows the law is not good, in 
fact, with regard to men who make up railroad tariffs. Many 
did not know, until the objectionable tariffs were returned to 
them, that there had been any change in the law. They did not 
receive notice from the Commission, until some time after the 
return, as to what they should do to cure the defects. They 
did not know until after the Commission had sent them its notice 
of the procedure to be followed for making reductions that, in 
effect, the Smith amendment forbidding increases without the 
consent of the Commissior, had been reversed, and that between 
March 1 and August 31 they could not make reductions without 
first telling the Commission why they desired to reduce rates and 
obtaining from it the necessary permission. 


The tariff agents who had filed the tariffs are now revising 
their intended publications and preparing the data that must be 
submitted to the Commission as justification for the attempt to 
cut down rates. When they have done the things needful, the 
flow of ordinary re-issue and re-adjustment tariffs will be re- 
sumed though it is hard to say just how long a time will be re- 
quired for an agent to obtain the necessary data from the road 
or roads desiring to make reductions as part of a readjustment 
or how long it will take an agent to get the'data into shape for 
submission to the Commission. 


The old fifteenth section board of the Commission is work- 
ing on the data submitted. The members of it understand the 
law and are able to make recommendations to the Commission 
without delay. There is no holding of the tariffs by the board, 
except for compliance with the terms of the statute and the rules 
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of the Commission. The latter merely cover the matter that ' 
carriers must submit to justify reductions. 

No great amount of tariff work involving increases may be 
expected before the summer. The question of general increases 
must be handled by the Commission and the carriers in the con. 
ferences they will have to hold with a view to determining how 
the mandate of the law to the Commission to allow rates that 
will permit the railroads to earn at least 5.5 per cent on the 
value of the property devoted to transportation service may be 
obeyed. Until the Commission determines the preliminary ques. 
tions of grouping the roads and the basis for calculating the 55 
per cent return, there will be little tariff work involving ad. 
vances or new rates other than that made necessary by the es. 
tablishment of new industries, the removal of discriminations, 
and the elimination of fourth section violations. 

However, tariffs involving general increases never have con- 
stituted the bulk of tariff publications. Tariffs of that kind have 
been the exceptions and not the rule. For illustration, it may 
be pointed out that the tariffs ordered into effect by General 
Order No. 28 were all filed by the end of August, 1918. Since 
that time the tariffs have been readjustments made necessary 
by the issuance of that general order, and readjustments made 
necessary by that order have not yet been completed. 


EXPRESS RATE INVESTIGATION 
The Trafic World Washington Bureau 


The Commission has decided to make an investigation of 
express rates on its own motion, the petition of the express com- 
pany in the matter of rates having suggested the propriety of 
such an inquiry. No time has yet been set for the taking of tes- 
timony. The proceeding will be known as Docket No. 11326. 

The Commission’s order instituting an investigation of ex- 
press rates is as follows: 


It appearing, That the American Railway Express Co. has filed 
with the Interstate Commerce Commission a petition in the matter 
of express rates, alleging that the present rates are non-compensatory 
and requesting a hearing with respect to increased rates therein pro- 
posed and that said petition recites that copies thereof have been 
sent by petitioner to all state commissions and to the principal com- 
mercial bodies of the United States: 

It is ordered, That the Commission, upon its own motion and 
without formal pleading, enter upon a hearing concerning the pro- 
priety and the lawfulness of the proposed rates. 

It is further ordered, That a copy of this order be filed in the 
office of the Interstate Commerce Commission and that copies hereof 
be forthwith served upon the American Railway Express Company; 
that the said American Railway Express Company be, and it is hereby, 
made respondent to this proceeding, and that it be duly notified of 
the time and place of the hearing above ordered. 


LUMBER PENALTY REMOVED 
The Trafic World Washington Bureau 


The Commission, in reduced rate order No. 18, promulgated 
March 20, authorized F. E. Fairbanks to file a tariff, abolishing, 
as of June 1, the $10 per day penalty charge on lumber held for 
reconsignment after the expiration of forty-eight hours of free 
time. 

The consent of the Commission to the removal of that pen- 
alty had to be obtained because it will be a reduction in rate in 
effect on February 29. The new tariff will be the same as the 
one that had to be returned to Fairbanks. He issued the dis- 
carded tariff on a freight rate authority issued on the eve of the 
death of the Railroad Administration. The tariff was effective 
on February 29, but the lower rate would not have been in oper- 
ation until June 1. 


BILL OF LADING CASE 
The Trafic World Washington Bureau 


The U. S. Supreme Court, March 22, asked the parties to 
the Alaska steamship case, involving the validity of the Com- 
mission’s bill of lading order, to submit new briefs written 
the light of the increased authority granted the Commission by 
the new transportation act. The court did not indicate that it 
had reached a conclusion on the record made before the new law 
was enacted. 


PREPAID EXPRESS TO CANADA 


The American Railway Express Company announces that 
on and after April 15 it will require prepayment of express 
charges on all shipments destined to points in Canada. This 
action, it says, is in line with that taken by the railroads, and 
has been made necessary because of the rate of exchange, “whic 
makes the Canadian dollar worth only 86 cents in United States 
money. The tariff rates from express offices in the United 
States to those in Canada have always been calculated in the 
currency of this country. The express company has found that 
it thus loses 14 cents on every dollar of express charges whel 
collection is made in Canadian funds. The date of the enforce 
ment of this new rule has been placed in advance so as to sivé 
shippers in the States an opportunity to make necessary arrans® 
ments with customers in Canada.” 
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Decisions of Interstate Commerce Commission 


RATING OF TIRES AND TUBES 


The carriers of the country, on or before June 2, in com- 
pliance with the Commission’s order in No. 10340, Goodyear 
Tire & Rubber Company vs. Akron, Canton & Youngstown et al., 
opinion No. 6114, 57 I. C. C. 206-11, are expected to establish 
third class rating on rubber tires and tubes from points of 
origin in Official and Western Classification territories to des- 
tinations in Southern territory. At present the tires and tubes 
move at first class any-quantity rates. 

The Commission found that first class any-quantity rating 
was not unreasonable in the past, but would be unreasonable 
in the future. The matter was brought to the attention of 
the Commisison by the tire manufacturers at Akron, East 
Palestine and Wooster, O., Buffalo, N. Y., and Cumberland, Md. 
Practically all other tire manufacturers either filed complaints 
or interventions in complaints already filed, so the whole sub- 
ject was before the Commission when it reached its conclusion 
that any rating in excess of third class would be unreasonable 
for the future. The any-quantity rating was established when 
the movement was comparatively light. 

Third class is to be established on a 20,000 minimum for 
rubber-tire tubes and pneumatic tires, loose or in bundles, in 
straight or mixed carloads; on solid rubber tires, mounted or 
not mounted, straight or mixed, loose or in packages, at 30,000 
pounds; and third class, 30,000 minimum in mixed carloads of 
the two kinds of mixtures. 


SULPHURIC ACID AND ZINC CHLORIDE 


The Commission has dismissed No. 10567, New Jersey Zinc 
Company et al. vs. Atchison, Topeka & Santa Fe et al., opinion 
No. 6118, 57 I. C. C., 201-5, holding that the rule of the Con- 
solidated Classification, providing the basis of charges for the 
transportation of sulphuric acid and chloride of zinc, remaining 
in tank cars and returned to the original loading point, was 
not unreasonable or unduly prejudicial. 

The complaint, in which manufacturers of acid intervened 
in behalf of the complainant, was filed against a rule that ad- 
mittedly was less liberal than the one in the Consolidated Classi- 
fication. The complainants permitted their complaint to stand 
when the more liberal rule of the Consolidated Classification 
was adopted, so that the Commission was forced to pass on 
the rule in the new classification, with the result that it held it 
to be reasonable and not prejudicial. The old rule in Official 
Classification provided third class, except when the carload rate 
and minimum weight for the hold-over load would make a lower 
charge. The Southern Classification rule applied less than car- 
load rates based on actual weight, subject to rule 18, except 
that no charge was imposed if the hold-over amount had no 
commercial value and there was no recovery nor commercial 
consideration given to the substance by the shipper or consignee. 

In Western Classification actual weight on the hold-over 
Was applied, the same rate as applied on less carload shipments 
in barrels. The rule in the new classification is that if tank 
cars are not completely unloaded at destination and are returned 
to the original point of shipment, or sent to other points for 
unloading, that part of the original load remaining in the car 
will accrue freight charges on actual weight at the carload rate 
applicable on the same articles in carloads between the same 
Points in the opposite direction, except that if the material left 
in the car does not exceed 1,000 pounds in weight, and no com- 
mercial consideration is given to it, the car shall be considered 
as being empty. 


RATES ON NITRATE OF SODA 


A new rate structure for application to imported nitrate of 
soda has been ordered by the Commission in a report on No. 
10822, General Chemical Company vs. Delaware, Lackawanna 
& Western et al., opinion No. 6117, 57 I. C. C., 222-6. The car- 
riers, on or before July 1, are to establish a rate of 33 cents per 
100 pounds from New York to Hegewisch, Ill.; from New York 
to Willow, Ohio, a rate not in excess of 71 per cent of the con- 
temporaneous rate from New York to Hegewisch; from Phila- 
delphia and Baltimore to Hegewisch and Willow, rates not in 
excess of, from Baltimore 3 cents per 100 pounds, and from 
Philadelphia 2 cents per 100 pounds, less than 100 and 71 per 
cent, respectively, of the contemporaneous rate from New York 
to Hegewisch; also from Baltimore to Ivorydale a rate not in 
excess of 3 cents less than 87 per cent of the rate contempo- 
Taneously in effect from New York to Hegewisch. 

In effect, the order of the Commission establishes 33 cents 
as the base rate on imported nitrate of soda from New York 
to Chicago, Hegewisch being in the Chicago group, and then 





scales that rate to Cincinnati (Ivorydale) and Cleveland (Wil- 
low), and requires the carriers in scaling the 33-cent rate to 
observe the port differential adjustment of Philadelphia, 2 cents, 
and Baltimore, 3 cents, under the New York rate. 

The complaint was caused by the cancellation of the im- 
port rate on nitrate of soda by General Order No. 28, June 25, 
1918. That cancellation put the rate above the rates applicable 
to domestic sodiums. The latter were moved at commodity 
rates, while the imported nitrate of soda had to pay the 5th 
class rate. 

In requiring the cancellation of the import rate and the sub- 
stitution therefor of the domestic rate, General Order No. 28 
did not provide a percentage increase. Commissioner Meyer, 
who wrote the report, said there was nothing in the record to 
demonstrate that rates on nitrate of soda had been or should 
be lower than those contemporaneously applicable on domestic 
sodiums. 

The Commission found that the original complainant and 
Ault & Wiborg Company, complainants in No. 10742, made ship- 
ments and are entitled to reparation. 


RATES ON GRINDING BALLS 


In a report on No. 10339, Los Angeles Foundry Co. vs. Ari- 
zona & New Mexico et al., opinion No. 6110, 57 I. C. C., 184-8, 
written by division No. 3, the Commission announced the con- 
clusion that on the record as made it was clear that the rate 
adjustment on iron grinding balls used in grinding copper, lead, 
gold and other ores, from Los Angeles to Arizona and New 
Mexico, is unduly prejudicial to the complaining manufacturer 
and unjustly discriminatory in favor of competitors at Chicago 
and other points east, but that the facts in the record did not 
disclose how the undue prejudice might be removed. The report 
said there was no justification for rates from Los Angeles to New 
Mexico, Arizona and Nevada as high or higher than the rates 
from Chicago. The defendants admitted in their brief that there 
was a maladjustment and asked for an opportunity to work out 
an adjustment that would be satisfactory and to do that in con- 
nection with the revision of the transcontinental rates now in 
progress. The Commission gave the railroads ninety days in 
which to make the adjustment. 


RATES ON CLEAN RICE 


In disposing of No. 10078, Beaumont Chamber of Commerce 
et al. vs. Alabama & Vicksburg et al., opinion No. 6111, 57 
I. C. C., 189-96, holding the all-rail rates on rice from Beaumont, 
Orange, Houston and Galveston to points east of the Buffalo- 
Pittsburgh line and north of the Potomac to be unduly preju- 
dicial against the Texas cities and unduly preferential of New 
Orleans, Commissioner Daniels reversed the examiner, who rec- 
ommended a dismissal. The examiner reported against the 
prayer for joint rail rates on the ground that they would be 
used only when the water routes were not in operation. In that 
Mr. Daniels agreed with him, because combinations via all-rail 
routes, he said, were readily available to the complainants. 

Among other things the examiner said. that the complain- 
ants were actuated in their request for an adjustment that 
would give them all-rail rates ten cents over New Orleans, by 
commercial considerations. The commissioner said it was im- 
material what primarily actuated the complainants in asking 
for that adjustment, ten cents over New Orleans. “They (the 
complainants) are entitled to reasonable and non-prejudicial 
rates,” said the commissioner. 

After examining the details of the rate situation, Mr. Dan- 
iels said the Commission could not avoid the conclusion that 
on this traffic, all-rail, the proportional factor should be at least 
five cents less than the local rate (from the Texas points to 
New Orleans) in order to eliminate an unduly preferential ad- 
vantage which otherwise redounds to the benefit of New Or- 
leans. He said it was. worth noting that on this same traffic 
to the Pacific coast the New Orleans rates exceed those from 
the Texas cities by only five cents. 

The Commission held that the railroads should adjust their 
rates so that the charge from the Texas group to the territory 
east of the Buffalo-Pittsburgh line and north of the Potomac 
should be not more than 20 cents above New Orleans. 


REFINED AND FUEL OIL 


In an order issued on No. 10327, Kansas City Refining Co. 
vs. Atchison, Topeka & Santa Fe et al., opinion No. 6112, 57 
I. C. C., 197-200, the Commission directed the railroads, on or 
before June 25, to make a difference of five cents on the rates 
on refined and fuel oil, from Kansas City to Chicago and to es- 
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tablish a spread of three cents in the proportionals applicable 
to the two kinds of oil on traffic for destinations east of the 
Indiana-Illinois line. 

The establishment of these spreads will bring the rates on 
refined and fuel oil from Kansas City into harmony with the 
rates from the mid-continent field to Chicago and destinations 
east of the Indiana-Illinois line. In his report on the case Com- 
missioner Woolley said it was unnecessary to dwell upon the 
proposal of the carriers, made in this and other cases, to es- 
tablish a relationship on the two classes of oil in the inverse 
ratio of the weight refined and crude, which rule would make 
the rate on fuel oil which is regarded, for transportation pur- 
poses, the same as crude, 89.2 per cent of the rate on refined. 

The report pointed out that in the Midcontinent Oil Rates 
case, 36 I. C. C., 109, it held that the reasonable rate on refined 
oil from the mid-continent field to Chicago would be 25 cents and 
that the rate on crude or fuel oil should not exceed 20 cents. 
Rates of that kind were put into effect from the midcontinent field 
but from the Kansas City district the spread on refined was made 
only three cents. No spread was made on crude or fuel oil. The 
proportional on fuel oil to destinations east of the TIllinois- 
Indiana line was made the same from Kansas City as from the 
more distant fields. The Kansas City refiners were in competi- 
tion with refiners in the mid-continent field and at or near 
Chicago. 

The order in this case to make the spread between crude 
and fuel oil on the one hand and refined oils on the other five 
cents, without regard to distance, it is believed, will have the 
effect of permanently disposing of the proposal to establish a 
percentage relationship between the two kinds of oil, and also 
to confirm, for reasonably long hauls, the difference of five cents 
per 100 pounds. Until the Commission issued its report and order 
in the Pure Oil case, 56 I. C. C., 218, the proposal to establish 
the differential on a percentage basis was vigorously pressed by 
the carriers. 


ROAD A COMMON CARRIER 


A finding that the La Salle & Bureau County Railroad is a 
common carrier and an order to make reparation on account 
of non-absorption of a charge of 15 cents per ton, are made in a 
report on No. 9007, Matthiessen & Hegeler Zinc Co., opinion No. 
6106, 57 I. C. C. 173-6. The report was written by Commissioner 
Clark. In a concurring report Commissioner Eastman said the 
case was distinguishable from the National Tube case, but that 
he was not fully satisfied that all the service rendered by the 
railroad to the complainant was a common carrier service. 

Although in the form of a complaint by a shipper against a 
carrier alleging unjust, unreasonable and unduly prejudicial rates, 
the case is really an industrial railroad dispute. The zinc com- 
pany owned the railroad in 1914 when the trunk lines, in com- 
pliance with the Commission’s first industrial railroad decision, 
cancelled the absorption of 15 cents a ton they had been paying 
to the industrial railroad. The Commission declined to suspend 
the cancellation tariffs, although it did suspend the tariffs of that 
character which affected the traffic of the complainant’s com- 
petitors. 

Absorption was restored in 1915 and continued thencefor- 
ward. The question was one of reparation on the shipments 
that moved between May 1, 1914, and March 6, 1915, the former 
being the day on which absorption was cancelled and the latter 
the day on which it was restored. 

In the report Commissioner Clark said the complainant was 
in competition with zinc companies at Peru, Danville, Spring- 
field and Hillsboro, Ill., both in the buying of raw materials and 
in the selling of the product. It had to absorb the fifteen cents 
a ton on in and outbound. He also said the railroad company 
had been recognized by the Commission in a decision published 
in 13 I. C. C., 610. Mr. Clark said the road performed substantial 
switching service in interstate commerte for shippers not con- 
nected with the proprietary interest and as an intermediate car- 
rier for the trunk lines, and that the rates to and from the zinc 
company were unreasonable to the extent that the non-absorp- 
tion put them above the level of other rates from and to La Salle. 
Reparation is to be made on every shipment moved during the 
period of non-absorption. 


REPARATION ON COTTON 


A comprehensive discussion of the rights of cotton factors as 
against their principals is contained in a report on No. 9168, 
Memphis Freight Bureau et al. vs. St. Louis & San Francisco 
et al., opinion No. 6115, 57 I. C. C. 212-14 (a re-hearing), in which 
the Commission held that the complaining cotton shippers were 
entitled to an award of reparation on account of illegally col- 
lected charges on cotton concentrated at Memphis and reshipped 
to various destinations. Jt held it could not award reparation 
to the factors. This is a renewal. When the factors have filed 
data in accordance with the Commission’s rules of procedure, the 
awards of reparation will be made. The shipments in question 
moved between May 27, 1913, and Dec. 11, 1914. 

In the original report (50 I. C. C. 345), the Commission issued 
a permissive order of reparation, but the St. Louis & San Fran- 
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cisco refused to return the illegally assessed and _ collected 
charges. The road is the only carrier defendant, but the Di. 
rector-General had to be named because the funds of that com. 
pany were in his possession at the time the complaint asking for 
a mandatory order was filed. : 

The factors, utilizing the Memphis Freight Bureau as their 
agent in the litigation, pointed out that, in the absence of in- 
structions to the contrary, it was their duty to pay the freight 
charges and file claims for refunds, carry on suits for loss and 
damage and do everything necessary to get the cotton to mar. 
ket and the money back to the grower or country shipper. An 
award in favor of each of the 3,500 shippers, the factors pointed 
out, would embarrass them because it would deprive them of 
their lien on the cotton as security for their charges. 

The St. Louis & San Francisco contended that the damage 
claimed was uncertain because the identity of each bale of cotton 
was not preserved in the handling into and out of Memphis, 
The Commission pointed out, however, that the carrier permitted 
substitution in transit and the tariffs were accepted as the basis 
for awards of reparation. It also made a point of the fact that 
the 3,500 shippers were not named in the original complaint; 
also because a detailed description of each shipment was not 
furnished. It admitted that specific shipments were described as 
typical and representative of all shipments. 

Bearing in mind that, until they receive payment for their 
services, the factors have a property right or interest against 
their principals in the proceeds resulting from the handling of 
the cotton, the Commission said it was apparent that it could 
not justly or legally deprive them of that right by awarding 
reparation directly to the principals. 

It found that the country growers and shippers made the 
shipments involved and paid and bore the charges thereon 
“through complainant factors.” Therefore, the factors are en- 
titled to reparation for the difference. 


SOUTH BEND CASE DECIDED 


e The Traffic World Washington Bureau 


In a report by Commissioner Meyer on 10514, South Bend 
Chamber of Commerce against the B. & O., the Commission, 
March 26, held the percentage basis applied in making rates 
between South Bend, Misawaka, Elkhart, Goshen, Napanee and 
Michigan City, and points in Eastern Trunk Line and New 
England territories, relatively unreasonable and unduly preju- 
dicial to them and unduly preferential of points in western and 
northern Ohio and northwestern Michigan. The carriers are 
to remove the prejudice by July 1 by reducing South Bend and 
associated cities to 94 per cent, Michigan City to 96 per cent, 
and raising the percentage for Niles, Buchanan, Hartford, Hol- 
land and points east of the New York Central line from Grand 
Rapids to Elkhart, to 94 per cent. Fourth section order No. 
7149, issued as temporary relief, is to be allowed to stand. 


RATES TO HELENA, ARK. 


The Trafic World Washington Bureau 


In No. 10032, Helena Traffic Bureau vs. A. T. & S. F., the 
Commission, March 26, ordered the carriers to establish, on or 
before June 7, class rates from St. Louis and points taking the 
same or rates related thereto to Helena, Ark., differentials over 
the scale from Memphis on ten classes, beginning with ten 
cents first class and scaled down to 2.2 cents on class D. 


REDUCED RATE ORDER 


The Trafic World Washington Bureau 
In Reduced Rate Order No. 16, relating to free collection and 
delivery limits at express stations, the Commission, having given 
consideration to the matter of filing schedules providing for ex- 
tension of free collection and delivery limits by the American 
Railway Express Company at its stations, has provided that 
schedules of express companies providing for changes extending 
the free collection and delivery limits where such service is to 4 
certain extent now maintained be approved for filing and that 
such provisions may be established upon not less than one (1) 
day’s notice to the Commission and to the public by filing and 
posting in the manner prescribed in Section 6 of the act to regu 
late commerce. 
Schedules filed under authority of this order shall bear o2 
the title page the following notation: 


Provisions for the extension of free collection and delivery limits 
contained in this schedule are filed on one day’s notice under author- 
ity of the Interstate Commerce Commission’s Reduced Rate Order No. 
16 of March 17, 1920, without formal hearing, which approval shall not 
affect any subsequent proceeding relative thereto. 

The authority given in the order is void if the schedule 1s- 
sued hereunder is not made effective on or before August 31, 


1920, the order provides. 


COMMISSION ORDER 
The Commission has entered an order permitting the Alpha 
Portland Cement Company to intervene in No. 11110, Atlas Port- 
land Cement Co. vs. Central Vermont Railway Co. et al., and sub 
Nos. 1 to 8, inclusive. 
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RECONSIGNMENT OF LUMBER 


Examiner E. H. Waters, in a tentative report on No. 10818, 
Lowry Lumber Company vs. Illinois Central, recommended a 
finding that a reconsignment charge on a carload of lumber from 
Ludington, La., to Cairo, Ill., reconsigned to Indianapolis, was 
illegally assessed and should be returned. 


MILLING IN TRANSIT 


Reparation is recommended by Examiner John T. Money in 
a tentative report on No. 10697, Trexler Lumber Co. vs. Ran- 
dolph & Cumberland Railway Co. et al., because of the failure 
of defendants to stop at Osgood, N. C., for milling, two carloads 
of lumber from Mooshaunee, N. C., to Coplay, Pa. 

The examiner finds that the bills of lading issued at 
Mooshaunee by the Randloph & Cumberland, the originating 
carrier, contained notations “To mill at Osgood, N. C.,” and 
“To be milled at Osgood, N. C.” The shipments went through 
to Coplay and the complainants forwarded them to Allentown, 
Pa., for milling, and then shipped back to Coplay. The com- 
plainants sought to recover the difference between the expenses 
incurred at Coplay and Allentown and the expense that would 
have accrued if the shipments had been stopped at Osgood for 
milling. 

The defendants excepted to the jurisdiction of the Com- 
mission in the case, but the examiner says that question was 
settled in Atlantic Lumber Co. vs. T. & O. C. R. R. Co., 46 
I. C. C., 368, where the Commission awarded reparation to cover 
damages such as are sought here. Reference is also made to 
L. & N. R. R. Co. vs. Ohio Valley Tie Co., 242 U. S. 288. 

The examiner says that at the hearing defendants’ witness 
testified that the shipments were not stopped at Osgood, as di- 
rected by the complainant, because transit was not permitted 
at that point on lumber originating at Mooshaunee; that it was 
necessary to have the charges prepaid to Osgood in order to 
have the cars stopped at that point and that shipper refused 
to prepay the charges, whereupon the shipments were sent 
through to final destination. The evidence, showed, however, 
the examiner says, that the shipments were waybilled out of 
Cameron, N. C., with instructions to stop at Osgood, and that 
the Seaboard Air Line Railway conductor in charge of the train 
inadvertently overlooked the instructions to stop the cars at 
Osgood, for which neglect he was reprimanded by his superiors. 

The examiner finds that the shipments were undercharged 
$39.31 and that, taking this in consideration, the amount of 
reparation should be $9.52. 


RATES ON CRUSHED STONE 


Assistant Chief Examiner Robert E. Quirk, in a tentative 
report on No. 11,000, Lehigh Portland Cement Company vs. B. 
& O. and the Director-General, has recommended a holding that 
rates exacted by the B. & O. on crushed stone, intrastate, from 
the quarries to the cement mills, at Mitchell, Ind., were unjust 
and unreasonable to the extent that they exceeded ten cents a 
ton when hauled in cars owned by the complainant and fifteen 
cents when hauled in cars belonging to the railroad company, 
and that reparation should be made. 

The rates involved in this complaint were the kinkiest of the 
kinks caused by General Order No. 28. The cement company 
had been paying $17.50 a day for the movement of stone from 
the quarries to the cement mill, the movement amounting to 
about twenty cars a day. The quarries are on a branch of the 
B. & O. near Mitchell and the cement mill is at Mitchell. Literal 
application of General Order No. 28 brought the cost per day to 
more than $300. The record did not disclose that much traffic 
moved after the cost became so high. The Railroad Administra- 
tion almost immediately made a revision. A traffic committee 
recommended a charge of ten cents in cars owned by the ship: 
per and fifteen in cars owned by the carrier, but the Director-Gen- 
eral did not follow the recommendation. Instead, he prescribed 
tates five cents a ton higher. The cars of the complainant are 
50 ton capacity equipment and it is always loaded to capacity. 

_In asking for rates lower than the ones recommended by 
Quirk the complainant suggested that the B. & O. obtained its 
profit on the outbound movement and that the hauling of the 
Stone to the mills was in the nature of a transit. Quirk said 
that that was an unsound contention, because the service has 
hone of the characteristics of transit and because a carrier 
1s entitled to a reasonable return upon the fair value of the 
property devoted to the service, even on a branch line. Quirk 
did not assert that the rates recommended by him would afford 
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such a return, but that in comparison with rates on stone in that 
part of the country he considered them relatively reasonable. 
The recommendation does not go to the extent of suggesting 
that the Commission can order a reduction in the rates for the 
future. It goes only to the extent of suggesting reparation on 


» shipments during federal control. If adopted, however, it will 


open the way for the Indiana commission to reduce the rates and 
obtain permission from the federal body for making the lower 
rates operative. 


STORAGE PENDING SHIPMENT 


Tile stored out in the open on a carrier’s right-of-way while 
the owner is trying to find a customer, is not freight held 
“pending shipment,” but it is not subject to storage charges in 
excess of one dollar a day per carload. That is the substance 
of a recommended report submitted by Assistant Chief Exam- 
iner Robert E. Quirk, in No. 11006, Kalamazoo Tank and Silo 
Co. vs. C. & N. W. et al. 

Owing to the refusal of the consignee to accept a shipment 
of silo tile, the complainant ordered the defendant to store 
the material on its right-of-way. It was unloaded by the first 
consignee before he came to the conclusion that it was not the 
tile he had agreed to buy. The railroad company was at no 
expense in connection with the tile while it remained at Boone, 
Ia., from April 16 to May 28, 1919. Storage charges amounting 
to $446.04 were collected at a rate of two cents per 10@ pounds 
for the first five days and three cents for the sixth and each 
succeeding day. 

Mr. Quirk said that obviously the rule allowing free storage 
for goods “pending shipment” was not intended to cover goods 
unloaded and stored under the conditions in this case. But he 
said the Commission, time and again, had approved a storage 
charge of $1 per day for such service as was rendered. He 
made no comment on the fact that for the storage on the right- 
of-way the complainant was compelled to pay $156 more than 
would have accrued had he kept the tile in the car and with- 
held that piece of equipment from service for that period. 
The storage was $223 in excess of what would accrue under 
car demurrage at rates now in effect. 

Had the storage been of goods “pending shipment” there 
would have been no charge. 


LUMBER RATE INCREASES 


An interpretation of part of General Order No. 28, in its 
bearing on increases on lumber is contained in a tentative re- 
port on No. 11066, Lowry Lumber Co. vs. C. C. C. & St. L. 
et al., by Examiner K. K. Gartner. The complainant contended 
that it was entitled to reparation because in and out rates were 
applied on a carload of lumber from Stephens, Ark., to Greens- 
burg, Ind., reconsigned at Jonesboro to Dupo, IIll., and there 
reconsigned to Greensburg. The carriers assessed the through 
rate to Dupo and then the local rate from Dupo to Greensburg. 
The complainant contended that only one increase should have 
been applied. The examiner pointed out that the reconsign- 
ment tariffs provide for only one reconsignment, and that there- 
fore the movement from Dupo was an operation separate and 
distinct from the one to Dupo. He said the rule saying that 
only one increase should be applied on lumber was limited to 
shipments from a point to a destination over the route of which 
no joint rate was in effect. There was a joint rate from 
Stephens to Dupo and a joint rate from Dupo to Greensburg. 


RATE ON BRICK 


Examiner E. L. Gaddess has recommended the dismissal of 
No. 10765, E. I. Du Pont de Nemours & Co. vs. Norfolk & West- 
ern et al., on a holding that the rate legally applicable on com- 
mon red brick from Hopewell, Va., to Carney’s Point, N. J., 
had not been shown to have been or to be unreasonable. The 
shipment was overcharged. 


DISCRIMINATION IN SWITCHING 


In a tentative report on No. 11020, National Spring and 
Wire Co. et al. vs. Grand Rapids & Indiana et al., Assistant 
Chief Examiner Robert E. Quirk recommended a holding that 
the refusal of the defendants to absorb, on interstate traffic, to 
and from the complainants’ plants located on the tracks of 
the Michigan Railroad at Grand Rapids, of the switching charges 
of that road, while contemporaneously absorbing the defend- 
ants’ switching charges on like traffic to and from other indus- 
tries located on their tracks, was unjustly discriminatory. He 
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recommended that reparation be denied. The Michigan Rail- 
road Company’s charge was $5 a car for switching carlot ship- 
ments between the plants of the complainants and the connec- 
tion with the Pere Marquette. 


ROUTING OF COPPER SULPHATE 


Examiner Ulysses Butler, in a proposed report on No. 10907, 
Goldsmith Brothers Smelting and Refining Co. vs. P. C. C. 
& St. L. et al. recommended an order of dismissal on the 
ground that a carload of copper sulphate shipped from Engle- 
wood, Ill., to Philadelphia had not been misrouted, as alleged. 


CULVERTS AND CULVERT PIPE 


A recommendation of dismissal has been made by Assistant * 
Chief Examiner Robert E. Quirk, in a proposed report on No. 
10981, Galion Iron Works and Manufacturing Co. vs. C. C. C. 
& St. L. et al. He said the rates on cast iron culverts and 
culvert pipe from Galion to destinations in Oklahoma, Kansas 
and Nebraska had not been shown to have been or to be un- 
reasonable or unjustly discriminatory. 


BUILDING OF SIDETRACK 


A finding of undue prejudice and a denial of reparation is 
recommended by Chief Examiner LaRoe in a tentative report on 
No. 10888, Charles E. Schlicher et al. vs. New York Central and 
the Director-General. The record, according to the report, 
showed that the New York Central refused to construct a side- 
track for the complainants who had a tract of high grade by- 
product coal near Spangler, Pa., although they signed the agree- 
ment presented to them by the railroad company and sent their 
certified check to cover the amount of money they were obligated 
by that agreement to pay for the sidetrack into their proposed 
mine. The negotiations were begun in the spring of 1917. The 
railroad company declined in September to go through with the 
contract. 

About the time the New York Central declined to sign the 
contract it had presented to the complainants, another operator 
began negotiations with the complainants and represented to 
them that because of his intimate acquaintance with the officials 
of the New York Central he could get a sidetrack. The com- 
plainants gave him a thirty-day verbal option to sell for $10,000. 
That option was exercised. Almost immediately the New York 
Central built the sidetrack on the location and on the same plans 
suggested by the complainants. 

A witness for the New York Central testified that the of- 
ficials of that company did not know, until October 16, that the 
complainants were surrendering their interest in the tract of 
land. The complainants, Mr. LaRoe said, were not notified of 
the approval and grant of the siding, and that they stoutly in- 
sisted they would not have sold if that information had come to 
them. 

The chief examiner said the refusal of the siding and switch 
connection to the complainants, coupled with the grant thereof to 
the purchaser of the mine, constituted the basis of the specific 
allegation of undue prejudice, but at the hearing the complain- 
ants asserted that the New. York Central had granted sidings to 
other coal operators under substantially similar circumstances. 
On the testimony with respect to the grant of sidetracks to other 
operators, Mr. LaRoe said the evidence was convincing that the 
complainants were unduly prejudiced and that their competitors 
were unduly and unreasonably preferred. 

The complainants, however, alleged that the refusal to grant 
a sidetrack connection was a violation of that part of section one 
which required the carrier to furnish transportation facilities 
upon reasonable request therefor. The chief examiner held that 
clearly the failure of the New York Central to provide a side- 
track was not a violation of the last paragraph of the first sec- 
tion. A holding of violation of any part of the first section would 
have required an award of reparation. The complainants sub- 
mitted testimony tending to show that if the New York Central 
had performed the agreement the complainants had signed they 
would have shipped about 50,000 tons of coal and their profit there- 
on would have been about $30,000. They asked for an award of 
that amount. The chief examiner said the record did not show 
how much of the coal would have been shipped in interstate and 
how much in state commerce. He suggested that the complain- 
ants were not clear on that point because they had filed their 
complaint with the Pennsylvania commission, setting up the 
same contentions that were made before the federal body. 

“In determining the amount of damages,” LaRoe said, “the 
jurisdiction of the Commission is restricted to shipments that 
would have moved in interstate commerce. The coal broker re- 
lied upon to market the coal, testifying for the complainants, 
could not say what proportion of the production of this mine 
would have gone into interstate channels. After August 13, 1917, 
he thought a large proportion, but not all of it, would probably 
have gone to Canada or New England. * * * The fact that 
complainants have brought the same proceeding before a state 
tribunal, seeking there the same amount of damages for the same 
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wrong, suggests that they themselves appreciate the difficulty 
presented by this situation.” 

Therefore, LeRoe said reparation should be denied for lack 
of proof of the amount of damages sustained, and the complaint 
should be dismissed. 


GRAIN RECONSIGNMENT 


Chief Examiner LaRoe has recommended, in a tentative 
report on No. 10929, the Hay and Grain Exchange of Pittsburgh 
vs. B. & O. et al., that the Commission hold unreasonable and 
unduly prejudicial, a charge of $2 per car for the reconsignment 
of track grain, from Pittsburgh to various destinations, as- 
sessed subsequent to February 1, 1915, while no such charge 
was made on track grain shipped to and from other markets 
with which the members of the complaining exchange were in 
competition. —————- 

Track grain is that which is shipped to a market and held 
in the cars for official grading and inspection and then for- 
warded to destination. No such charge was imposed on track 
grain at markets west or east of Pittsburgh. The assessment 
of a charge on cars held for inspection required by the federal 
or state laws was condemned by the Commission in its report 
on the reconsignment case, 47 I. C. C. 590 and 53 I. C. C. 455. 

The charge has been canceled, so the only question was as 
to whether there should be reparation. Mr. LaRoe held that 
the money should be returned to the shippers on cars coming 
within the statute of limitation. He also held that even if the 
exchange was not authorized to complain in behalf of its 
members, the fact that those who had paid the charges were 
named in the complaint was sufficient to make them co-com- 
plainants and bring them within the rule. 


RATES ON LUMBER, ETC. 


Application of the percentage relationship method of making 
rates on lumber and other forest products formulated by the 
Commission in its report on “Rates on Lumber and Lumber 
Products,” 52 I. C. C., 598, has been recommended by Examiner 
Ulysses Butler in a tentative report on No. 8819, West Coast 
Lumberman’s Association et al. vs. Boston & Albany et al. On 
the record he recommended a finding that the rates on sash and 
doors, in straight or mixed carloads, from Pacific coast points to 
eastern trunk line territory were and are unreasonable to the 
extent they were and are in excess of rates that would apply had 
the carriers brought their rates into harmony with the adjust- 
ment suggested in the report on Rates on Lumber and Lumber 
Products. 

Specifically the finding recommended is that the rates as- 
sailed on sash, set up, and doors, in straight carloads, and in 
mixtures with other forest products, on which the carriers im- 
mediately prior to October 21, 1915, maintained joint rates, were, 
are and for the future wil] be unreasonable to the extent that 
they exceeded, exceed or will excedd by more than 15 per cent 
the rates contemporaneously maintained on lumber manufactured 
from the same species of wood; that the rates on sash knocked 
down mixed with other forest products were, are and will be 
unreasonable to the extent that they exceeded, exceed or will ex- 
ceed the rates on lumber manufactured from the same species of 
wood, in effect on October 21, 1915, and up to June 25, 1918, plus 
the increases made operative by the Director-General order 
No. 28. 

In other terms, the rates on sash set up and doors must not 
be more than 15 per cent higher than on the lumber made of the 
same species of wood and the rates on sash knocked down, and 
doors, in mixed carloads may not be higher than the rates on 
lumber of the same species of wood. 


RATE ON SESAME OIL 


In a tentative report on No. 10944, Magnolia Provision Com- 
pany vs. Houston & Texas Central et al., Examiner Richard T. 
Eddy recommended a holding that a rate of $1.06 assessed on 
two carloads of sesame oil from Houston to Chicago was unrea- 
sonable to the extent that it exceeded a subsequently established 
rate of 43.5 cents and that reparation be awarded. 

The oil moved in the latter part of 1917. The class rate had 
to be assessed because, prior to the European war, sesame and 
other Oriental vegetable oils were unknown in the American 
markét in quantities large enough to warrant the application of 
other than the class rates. At the time these shipments moved 
there was a rate of 41 cents on cottonseed oil and 46 cents on 
peanut oil, with which sesame oil comes into sharp competition. 
The carriers advised the shipper that in their opinion sesame 
oil should take not higher than the peanut oil rate. On the 
assurances so received the complainant made the shipments 
prior ta the publication of the now effective rate of 43.5 cents to 
the basis of which reparation is to be made. 


To the man who must know more quickly, The 
Daily Traffic World fills the bill. 
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RAILROAD EARNINGS 


The Trafic World Washington Bureau 

The Bureau of Railway Economics has made a recapitula- 
tion, for purposes of comparison, of the earnings of railroads 
in 1918 and 1919 with the standard return which is to be the 
test of compensation to be paid the roads that were taken 
under federal control. : 

In the eastern district in 1919, fifteen roads, with a mileage 
of 9,979, earned $52,975,334, which was $21,168,618, or 66.55 per 
cent more than the standard return of $31,806,716; 65 railroads, 
with a mileage of 50,193, earned $104,856,248, which was $226,- 
278,453, or 68.33 per cent less than the standard return of 
$331,134,701. Treating the district as a whole, the 80 roads 
earned $157,831,582, which was $205,109,835, or 56.51 per cent 
less than the standard return of $362,941,417. 

In the southern district, 7 railroads, with a mileage of 
2,254, earned $11,974,442, or $4,762,546, or 66.04 per cent, more 
than the standard return of $7,211,896; 30 railroads, with a 
mileage of 41,109, earned only $60,828,515, which was $70,191,751, 
or 53.57 per cent, less than the standard return of $131,020,266. 
Taking the district as a whole, the 37 railroads, with a mileage 
of 43,363, earned $72,802,957, which was $65,429,205, or 47.33 
per cent, less than the standard return, which was $138,232,162. 

In the western district 22 railroads, with a mileage of 24,- 
946, earned $131,150,862, which was $25,853,502, or 24.55 per cent 
more than their standard return of $105,297,360; 64 railroads, 
with a mileage of 105,511, earned $154,007,886, which was $147,- 
898,614, or 48.99 per cent, less than their standard return of 
$301,906,500. Taking the district as a whole, the 86 railroads, 
with a mileage of 130,457, earned only $285,158,748, which was 
$122,045,112, or 29.97 per cent, less than their standard return 
of $407,203,860. 

For the country as a whole, 44 railroads, with a mileage 
of 37,179, earned $196,100,638, which was $51,784,666, or 35.88 
per cent, more than their standard return of $144,315,972; 159 
railroads, with a mileage of 196,813, earned $319,692,648, which 
was $444,368,818, or 58.16 per cent, less than their standard 
return of $764,061,467. The 203 railroads under federal control, 
with a mileage of 233,992, earned $515,793,287, which was $392,- 
584,152, or 43.22 per cent, less than the standard return of 
$908,377,439. 

In the whole United States, during the two whole years 
of federal control, 52 railroads, with a mileage of 44,040, earned 
$437,993,973, which was $110,825,671, or 33.87 per cent, more 
than their standard return of $327,168,302; 151 railroads, with 
a mileage of 189,952, earned only $770,910,484, which was $718,- 
676,092, or 48.25 per cent, less than their standard return of 
$1,489,586,576. The 203 railroads, with a mileage of 233,992, in 
the two whole years of federal control, earned $1,208,904,457, 
which was $607,850,421, or 33.46 per cent, less than their stand- 
ard return of $1,816,754,878. 


INLAND WATERWAYS SERVICE 


The Trafic World Washington Bureau 


Theodore Brent, traffic manager of the Mississippi-Warrior 
Service, in his I. C. C. No. 63, issued by W. M. Hough, chief 
of the traffic bureau, has adopted, ratified and made its own 
in every respect, as if they had been filed originally by it, all 
tariffs, rules, notices, concurrences, traffic agreements, divisions, 
authorities, powers of attorney, or other instruments, filed with 
the Interstate Commerce Commission by the United States 
Railroad Administration, Division of Inland Waterways, Mis- 
sissippi-Warrior River Section, prior to March 1, 1920. 

3y this tariff, I. C. C. No. 63, it also adopted and ratified 
all supplements or any amendments to the before-mentioned 
tariffs, rules, ete., which the Railroad Administration filed with 
the Commission. This adoption of the tariffs, rules, etc., was 
made necessary by the fact that the transportation act trans- 
ferred the inland waterways to the control of the War Depart- 
ment on March 1. Mr. Brent and his office, therefore, are now 
a part of the War Department. The notice of adoption is filed 
Im accordance with rule 9 (I) of Tariff Circular No. 18-A of 
the Commission. 


COMPENSATION REPORT 


The Traffic World Washington Bureau 


In a report to President Wilson, Clyde B. Aitchison, Hugh 
P. Weatherbee and John J. Hickey, referees appointed by the 
Interstate Commerce Commission to hear and determine the 
claim of the Chicago & Eastern Illinois Railroad Company for 
_Just compensation” for the use of the property of the company 
in the period of federal control, recommended the making of a 
contract with that company for compensation at the annual rate 
of $4,450,000, and pro rata for parts of years. The Railroad 
Administration was willing to pay $2,496,000, the amount of the 
Standard return, certified to the President by the Interstate Com- 
merce Commission, as the average annual railway operating 
income for the test period of three years ending June 30, 1917. 
The company claimed $9,943,178. 
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This increase in compensation over the standard return . 
was made by the referees because the railroad company con- 
vinced them that in the thirteen years the road was part of the 
Frisco system the controllers deferred maintenance to such an 
extent that when the property went into the hands of the re- 
ceivers, in 1913, they had immediately to inaugurate a program 
of increased maintenance expenditures, especially on equip- 
ment, and that therefore the operating income in the test period 
was below normal. The report of the referees showed that 
when the receivers took charge of the property more than 
twenty-nine per cent of the cars were in bad order and not fit 
to be used. The policy of the receivers was such that at the 
time the government took over the railroad, 87.96 per cent of 
the equipment was in serviceable condition. The number of cars 
owned had been reduced, but a larger number were in service. 
The excess of serviceable cars in 1917 over 1913 was something - 
more than 3,000. 

The referees said the reports showed that the condition 
of the road was being constantly improved after the receiver- 
ship was begun; that the net railway operating income for the 
calendar year 1917 was $4,408,080, and that the income.of the 
property for that year was not so freakish as intimated by the 
attorney for the Railroad Administration, who opposed a grant 
any greater than the standard return shown by the Commis- 
sion’s report to the President. 

While the allowance recommended by the referee board is 
much greater than the standard return suggested by the federal 
control law as just compensation, it is away below what the 
company thought it should receive. The first claim of the C. 
& E. I. was for $6,196,760 and the final for $9,943,178. It said 
that it was entitled to eight per cent on the investment in road 
and equipment, which, as figured by it, would produce $7,022,356. 

The referees said they were not able to come to a con- 
clusion as to the value of the road and equipment, the record 
not lending itself to such a determination. In its report, how- 
ever, it stated one of the contentions of the government to 
have been that if the value of the property should be based 
upon the market selling price of its securities on December 31, 
1917, the road and equipment would be worth $46,916,744, instead 
of the $81,756,217 shown by the company’s books as the value 
of the road and equipment. The referees said the record did 
not show what the property could have been sold for, or rented 
for, on or about December 28, 1917 (the date of the President’s 
taking over proclamation), nor that the property had a market 
value. ; 

The railroad company claimed the benefit of advances ip 
rates that it said had not fully accrued in 1917; also the benefit 
of the increase in the railway mail pay ordered by the Com- 
mission and a special sum for the repairing of 1,267 cars, other 
than the benefit allowed by the referees in the general allowance 
for the money spent for deferred maintenance and charged to 
the operating account, thereby reducing the net. The referees 
said there was a failure of proof on the railway mail and car 
repair matters. They allowed something, however, for the ex- 
traordinary increase in coal traffic and rejected the suggestion 
of the government that if the United States had not taken over 
the road, its condition now would be worse than if the property 
had been left in the hands of its owners. 

No attempt was made by the referees to point out just how 
they arrived at the conclusion that the road should have 
$4,450,000. The award, however, it is believed, disposes of the 
contention made by representatives of the Railroad Administra- 
tion that if the railroads had been left in the hands of their 
owners, they would have been worse off than they will be 
when they receive the rent the government promised to pay 
them. In the case of this road the award seemed to be based 
on the theory that, even if the big coal business the road did 
in 1917 and 1918 was war business, it would have been profitable 
for the company and that the government had no right to un- 
dertake to deprive it of the profits war would have given it, 
except probably by means of excess -profits taxes. 


The report of the referees is not binding upon either the 
government or upon the railroad corporation. The law makes 
provision for revision of their work by the court of claims, upon 
the motion of either party to the controversy. In the event, 
however, it is taken to the court of claims, the report of the 
referees will be prima-facie evidence of the facts. 


ROADS ACCEPT GUARANTY 


The Traffic World Washington Bureau 


About 675 railroad companies, it is estimated, before mid- 
night March 15, filed acceptances of the guaranty offered by the 
new transportation act, under which the government will con- 
tinue for six months to pay to the accepting roads the standard 
return called for by the contracts between them and the govern- 
ment, or a compensation equal to the standard return, if no 
contract was made. How large a sum of money it will take to 
do that no one has calculated. The roads under federal control 
were entitled to receive about $900,000,000 a year. Director-Gen- 
eral Hines, in his estimates of the financial results of government 
operation, always assumed the monthly rent bill to be $75,000,000. 











The list of roads was given out by the Commission March 20. 

At least forty class I roads did not accept the guaranty. Not 
all were big earners of a net income before the war. The fact 
that the acceptances had to be in hand before 12 o’clock of the 
night of March 15 suggested the possibility of some of them hav- 
ing been unable to assemble their boards of directors in time to 
take action on the offer of Congress. Several big earners ac- 
cepted, much to the surprise of those who expected them to de- 
cline. The Chicago, Burlington & Quincy, Union Pacific and 
Southern Pacific were great surprises along that line. 


Equally surprising was the decision of the Southern Rail- 
way not to take the guaranty. A number of its affiliated lines 
did accept, so the declination is not so sweeping as was suspected 
when President Harrison announced that the company would 
not ask for the guaranty. 

At least eleven of the forty roads that did not accept the 
guaranty are roads owned by big industries, as, for instance, the 
Monongahela Connecting, the Newburgh & South Shore, and the 
Montour Railroad. Some of the forty are subsidaries or lines 
affiliated with other systems, the C. C. C. & St. L. being a part 
of the. New York Central system and the Cumberland Valley a 
part of the Pennsylvania Railroad. The exact status of the last- 
mentioned railroad is not definitely known by the Commission. 
It may now be so closely incorporated in the Pennsylvania that 
acceptance by the last mentioned may also cover the Cumberland 
Valley. The list of class I roads that did not accept is as follows: 
Alabama Great Southern Railroad Company; Atlanta & West 
Point Railroad Company; Atlantic City Railroad Company; Besse- 
mer and Lake Erie Railroad Company; Carolina, Clinchfield & 
Ohio Railway; Cincinnati, New Orleans & Texas Pacific Railway 
Company; Cleveland, Cincinnati, Chicago & St. Louis Railway 
Company; Colorado & Wyoming Railway Company; Cumberland 
Valley Railroad Company; Duluth and Iron Range Railroad 
Company; Duluth, Missabe & Northern Railway Company; Du- 
luth, Winnipeg & Pacific Railway Company; Elgin, Joliet & East- 
ern Railway Company; Fonda, Johnstown & Gloversville Railroad 
Company; Fort Smith & Western Railroad Company; Lake Su- 
perior & Ishpeming Railway Company; Louisiana & Arkansas 
Railway Company; Montour Railroad Company; New Orleans & 
Northeastern Railroad Company; New York, Chicago & St. Louis 
Railroad Company; Northwestern Pacific Railroad Company; 
Pere Marquette Railway Company; Perkiomen Railroad Com- 
pany; Pittsburgh, Shawmut & Northern Railroad Company; Port 
Reading Railroad Company; St. Louis Southwestern Railway 
Company; St. Louis Southwestern Railway Company of Texas; 
Southern Railway Company; Utah Railway Company; Washing- 
ton Southern Railway Company; West Jersey & Seashore Rail- 
road Company; Western Pacific Railroad Company; Western Rail- 
way of Alabama; Belt Railway Company of Chicago; Birming- 
ham Southern Railroad; Monongahela Connecting Railroad Com- 
pany; Newburgh & So. S. Railway Company; Philadelphia, 
Bethlehem & New England Railroad Company; South Buffalo 
Railway Company; Union Railroad Company. 


HEARING ON SUSPENSION 


The Trafic World Washington Bureau 


The fifteenth section board, March 20, held the first ex- 
tended hearing since the return of the railroads to their owners 
with a view to developing the facts on which the Commission 
might base a judgment as to whether to suspend, or to allow 
to become operative, a tariff filed by the Chesapeake & Ohio 
establishing joint rates with the Sewell Valley Railroad, on 
coal. The trunk line filed a tariff, as soon as its property was 
returned to it, canceling the rates in connection with the Sewell 
Valley, established by the Railroad Administration in tariffs that 
became effective on March 31, 1919. Under those tariffs the 
Sewell Valley, owned by the same interests that own the 
Meadow Creek Lumber Company, is receiving divisions of 10 
per cent, maximum 25 cents per ton. The rates are those ap- 
plicable from the New River district. 

Francis B. James, representing coal operators on the short 
line, Quin Morton and J. Wade Bell, operators, appeared to 
protest against the cancellation. W. E. Leith, representing the 
Sewell Valley Railroad, also appeared with the operators. The 
Cc. & O. was represented by E. D. Hotchkiss, freight traffic 
manager, and W. S. Bronson, general attorney. 

The trunk line asked for the cancellation on the ground 
that the joint rates were put in only for the period of federal 
control and the tariffs should have been so limited, because 
that was their understanding with Director Chambers. Mr. 
James and the operators denied that. They said the former 
director of traffic put in the rates because the Campbell com- 
mittee said the Sewell Valley was a common carrier and joint 
rates would have been ordered by the Interstate Commerce 
Commission, had the matter been handled on formal complaint. 
The Campbell committee, in making the recommendation that the 
joint rates be issued, overturned the recommendation of the coal 
and coke committee, which handled the subject in the first 
instance. Mr. James said the recommendation of the coal and 
coke committee was simply “rotten” and could not be approved 
by such good railroad men as Ben Campbell, vice-president of 
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the New Haven; E. P. Bates, traffic man for the Pennsylvania, 
and W. C. Maxwell, vice-president of the Wabash, in charge 
of traffic. 

Messrs. Hotchkiss and Bronson, time and again said that 
Mr. Chambers had told them that the rates would be put in 
only for the period of the government’s control of the rail- 
roads, because he said he knew it was the policy of the C. & 
O. and the Norfolk & Western not to make joint rates with 
branch lines, but to allow the coal to move on combinations 
on the nearest junction. 

“The Chesapeake & Ohio does not want any additional coal 
operation on its rails,” said Mr. Hotchkiss. “It has not equip- 
ment to handle any greater tonnage than can be furnished by 
the mines along its rails, working full time. If these rates 
are allowed to remain in effect, it means that we must establish 
joint rates with other short lines, and divisions to them would 
take $750,000 of revenue annually from the Chesapeake & Ohio. 
The corporation officials protested against their establishment 
and their views have not changed since then. The mines that 
are opened can keep all our equipment busy.” 

Mr. James jeered at the suggestion that the making of joint 
rates with branch lines would cost the C. & O. $750,000 a year. 
He said the branch lines would perform work for which the 
C. & O. had made no investment. He said the Commission, 
time and again, had condemued what Messrs. Hotchkiss and 
Bronson called the policy of the C. & O., of denying through 
routes and joint rates with connections. Mr. Bronson admitted 
that the operators on the Sewell Valley were entitled to just, 
reasonable and non-discriminatory rates, and that such rates 
were in effect prior to federal control, when the Sewell Valley 
operators paid combinations on Meadow Creek as the junction. 

Because the C. & O. makes joint rates with the Sand Valley 
& Elk Railroad and some other short lines, particularly the 
Kanawha, Glen Jean & Eastern, it discriminates against the 
Sewell Valley, Mr. James said. In answer to that, the C. & O. 
men said the situation with respect to those roads was different. 
The Elk road is a branch of the B. & O., and the C. & O., in 
carrying coal delivered to it, acts merely as a connecting link 
between parts of the B. & O. The Glen Jean has another trunk 
line as an outlet, they said, and if the C. & O. did not make 
rates with it, none of the tonnage would be given to it. 


OHIO INDUSTRIAL TRAFFIC LEAGUE 


The Ohio State Industrial Traffic League, meeting in its 
first annual session at Toledo, considering the question of short- 
ening of train schedules and labor conditions at freight houses, 
brought up the matter of re-establishment of terminal commit- 
tees, Mr. Renshaw of Cincinnati explaining in detail the impor- 
tance of having a terminal manager at Cincinnati to look after 
the traffic there, inasmuch as it not only affected Cincinnati, but 
all points north of the river that have traffic moving to and from 
the south through the Cincinnati gateway. The chair was in- 
structed to appoint a committee of three to confer with the 
A. R. A. with a view of having these terminal committees with 
shipper members re-established. The chair appointed Messrs. 
Stripp, Renshaw and Macomber as the committee. 

With regard to the matter of endeavoring to have the train 
schedules shortened, Mr. Rhodehouse made a motion, which was 
unanimously carried, that the members of the League in each 
community make an effort to have the roads serving the various 
communities shorten their train schedules, so as to compare as 
favorably as possible with the schedules that were in effect prior 
to government operation. 

On the subject of freight house conditions, it was agreed 
that this matter could best be handled in the same manner as 
the subject of train schedules, but after some further discussion 
of the whole subject of terminal facilities, train schedules and 
freight house conditions, Mr. Vesper made a motion, which was 
carried, providing that the committee already named for the 
purpose of handling the matter of terminal facilities also handle 
the other two subjects. 

Credit arrangements between shippers and carriers were 
discussed, and it was the sense of the meeting that the secre- 
tary address a letter to the Interstate Commerce Commission, 
asking it to give favorable consideration to the League’s request 
for an extension of time payment of freight bills to at least 
seven days. 

The subject of car supply brought forth considerable criti- 
cism regarding the new rules providing for home routing and 
preventing shippers from loading initial line equipment to con- 
nections. Mr. Stripp made a motion, which carried, providing 
that articles be sent to the state commission, Interstate Com- 
merce Commission and the A. R. A., protesting against such 
action, at least until the railroads are in better position to fur- 
nish a more adequate car supply. In this connection there was 
a motion by Mr. Renshaw, which carried, that the members of 
the League be circularized with regard to the heavier and prompt 
loading and unloading of cars. 





While traffic conditions are so uncertain, The Daily 
Traffic World is a necessity to “big business.” 
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March 27, 1920 


HEARING ON RATE-MAKING 


The Trafic Worid Washington Bureau 


Probably the largest number of men ever before the Com- 
mission on any specific subject presented themselves March 
92 to be heard on the question of how the Commission shall 
administer the rate-making section of the new transportation 
law. Advance requests for time filed by March 20, if granted, 
would have forced the Commission to give a hearing lasting 
for more than a week. By the time the commissioners ap- 
peared in the hearing room on March 22, the total of time 
called for by the requests that were filed on the morning of 
that day was considerably greater. It was decided that three 
days should be given. 

As arranged, the assignments gave the whole of the first 
day to the railroads. They were divided, by their own align- 
ment, into three groups—security owners, executives, and own- 
ers and operators of the short lines. The security owners, 
represented by S. Davies Warfield, president of their organ- 
jzation, and Forney Johnston, who had much to do with the 
formulation of the sixth section of the Cummins bill, which 
pecame the foundation on which Congress built the rate-making 
section, came first. The railroad executives, represented on 
the time assignment list by Alfred P. Thom, C. J. Rixey and 
B. F. Bush, followed, and the short lines, represented by Bird 
M. Robinson, president of the American Short Line Railroad 
Association, came third. The time assignment list, however, 
was not followed. 

Mr. Warfield spoke only for a few minutes to give his 
general idea as to what Congress intended in passing the rate- 
making law, and to say that, in the absence of John G. Mil- 
burn, who could not be present, Mr. Johnston would speak for 
the association. 

The position of the security owners was that Congress was 
impressed with the desirability of the railroads being privately 
owned and operated. Therefore, in the public interest, it de- 
clared that a return of at least five and a half per cent was 
needed to assure operation by the owners in such way as to 
move the tonnage that would be offered. 


At the start it looked as if the hearing would turn on the 
question of whether the uncorrected property acceunt of the 
railroads, or something other than that, should be used as 
the basis for calculating the return. 

The security owners and executives, without much discus- 
sion, went on record as favoring the three-group method. Mr. 
Johnston said that that was not a fundamental question. 


Mr. Johnston declared that the Commission should take 
the property investment account of the carriers, without change, 
as the basis for the making of rates during the two years in 
which the Commission will be without discretion as to the 
percentage. ef return it must seek to obtain in obedience to 
the mandate of the law to initiate, modify, adjust, and estab- 
lish rates to yield the specified return, the minimum of which 
is 5.5 per cent. 

It was the view of Mr. Johnston, that for the Commission 
to undertake to establish any other basis, during what he called 
the interlocutory period, would be to defeat the end sought 
by Congress—namely, the immediate re-establishment of the 
credit of the railroads to the end that, under private ownership, 
Management and operation, they might continue to afford the 
service the country requires. In answering questions put to 
him by Commissioners Aitchison and McChord, he made it plain 
that the security owners were oppesed to any attempts to 
correct the property investment accounts. They objected, Mr. 
Johnston indicated, because there are railroads which have 
property in excess of their property accounts and, if there is 
to be an attempt at restatement of accounts, he said, the de- 
sire of Congress to have relief granted now would be defeated, 
because of the time that would have to be consumed. 


Throughout his address Mr. Johnston proceeded on the the- 

ory that Congress intended the Commission to proceed on the 
assumption that the property account would be the only basis 
on which the rate of return could be computed. He declared 
that it was clear that the intent of Congress was that the 
Commission should use the property investment account for 
the basis of return until the final valuations have been made. 
He said the proponents and opponents of the rate-making pro- 
vision of the new law, in the discussion in Congress, had agreed 
that until the final valuations had been made the Commission 
Could use no other basis than the property investment account. 
He said Senator La Follette made that point in his minority 
report on the Senate bill. He said it was “clear to La Follette 
that there could be no other standard than the property in- 
vestment account.” 
_ Mr. Johnston took the position that unless the property 
‘vestment account was taken by the Commission it would be 
an Impossible task to give the financial relief needed by the 
carriers. He referred to the testimony of Commissioner Clark 
before the House committee last fall and said he had testified 
that he knew of no better available standard than the property 
Mvestment account. 
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At the conclusion of Mr. Johnston’s statement, Chairman 
Clark read from the record of his testimony in which he re- 
ferred to a plan of rate-making similar to that finally adopted 
by Congress, and said: “I am not able to suggest any better 
available standard,” in reply to a question by Representative 
Sanders as to what basis should be used pending the fixing 
of final valuations by the Commission. Mr. Johnston also re- 
ferred to the interview with Commissioner Clark in the Balti- 
more Sun, wherein Mr. Clark indorsed the rate-making plan 
of the Senate bill. 

Mr. Johnston declared he did not believe theré could be 
any doubt as to the purpose of Congress and that if the only 
standard available were abandoned, the object of Congress 
would be put in jeopardy. He said the railroad history of 
the last five years showed that Congress dealt with the rail- 
road problem from the standpoint of credit, adequate facilities 
and to prevent government ownership of the roads. There- 
fore, he said, Congress had written the rate-making section of 
the law with the view of assisting the roads and that a basis 
no less in amount than that represented by the uncorrected 
property investment account must be taken by the Commission 
in executing the provisions of the rate-making section. 

“Tf Congress meant that the Commission should take the 
property investment account, why did not Congress say so in 
so many words?” asked Commissioner Eastman. 

Mr. Johnston said there had been a great deal of talk 
about the property investment account and that there was 
apprehension that if it were specified that the Commission 
should use the property investment account in rate-making, it 
might endanger passage of the measure. He said the members 
of the conference committee believed it was not advisable to 
write that provision into the law, but that committee members 
said obviously there was no other standard that could be em- 
ployed until the valuation work had been completed. 

Commissioner McChord said the committee had a different 
view at one time, according to his recollection, and that was 
that the property investment account had been left out of the 
proposed law altogether. Mr. Johnston said he understood 
Representative Esch had desired some such provision. He 
said, however, that he had seen no draft of the proposed law 
which contained such a prohibition. 

Commissioner Aitchison said that as he understood Mr. 
Johnston’s reply to Commissioner Eastman, in effect he (John- 
ston) meant that Congress had used the words in the law 
referring to the property investment account “in a Pickwickian 
sense.” Mr. Johnston said he did not mean that at all. Mr. 
Aitchison said also, as he understood Mr. Johnston, he meant 
that the Commission should consider nothing but the property 
investment account. 

Mr. Johnston made a reply that was not quite understood 
by those who had been following his remarks. He said he did 
not mean that. 

He said he believed the property investment account should 
receive proper weight and that the valuation fixed by the Com- 
mission for the immediate execution of the rate-making section 
would not be less than that amount, and that therefore it was 
a proper measure for the Commission to follow. 

Commissioner McChord asked what Mr. Johnston would 
suggest be done if the Commission looked into its valuation 
figures and found that the valuation on the roads should be 
$15,000,000,000 and that the property investment account showed 
them to be worth $18,000,000,000. Mr. Johnston came back 
with a statement that Commissioner McChord had said the 
property investment account of the roads was $20,000,000,000. 
Commissioner McChord said he had made no such statement 
himself—that what Mr. Johnston referred to was a statement 
in which he said the carriers said the roads were worth $20,- 
000,000,000. 

Mr. Johnston then said that the Commission had the power 
to fix a valuation that would bring in sufficient revenue for 
the next two years. 

“It is inconceivable to me,” he declared, “that Congress 
has tied the Commission down with a depressed valuation at 
a time when a depressed valuation would be disastrous. 

Commissioner McChord called Mr. Johnston’s attention to 
the fact that he had not answered the question put to him. 
Mr. Johnston asserted that the valuation proceedings had not 
reached the stage where they could be utilized and that there 
were many judicial questions to be settled. He said it would 
be “dangerous and appalling” if the Commission should reach 
“any such conclusion and apply it,” referring to the figure of 
$15,000,000,000 cited by Commissioner McChord. He declared 
that such a course of action would defeat the purpose of the 
new law. Commissioner McChord said nobody wished to do 
anything that would hurt the roads. He said he recognized 
that Congress had said that the roads must be maintained. 
He said he regarded the new direction as revolutionary and 
that there had been a complete reversal in policy, but he 
realized that the first thing to be done was to finance the car- 
riers. He again asked Mr. Johnston, however, whether he 
would ignore the valuation figures. Mr. Johnston replied that 
not a single valuation had been completed by the Commission 
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and that he did not believe those valuations should be used 
until they had been tested in the courts. 


Views of Executives as to Grouping 


Benjamin Campbell, vice-president of the New York, New 
Haven & Hartford, presented the views of the Association of 
Railway Executives with respect to grouping the roads for rate 
adjustment purposes. He said the executives believed that the 
long-standing classification territories—Oflicial, Southern and 
Western—should be used by the Commission. He said any 
changes in these territories would disturb relationships that have 
been in existence since 1887. He urged that the Commission de- 
cide on the question of groups as soon as possible. 

B. F. Bush, president of the Missouri Pacific and formerly 
regional director of the Southwestern region under federal con- 
trol, speaking in behalf of the Southwestern Railway Executives’ 
Association, which was organized last week, said the roads in 
the Southwestern region believed that they should be placed in 
a separate group for rate-making purposes. 

The roads asking to be put in a separate group are the Mis- 
souri Pacific; Missouri, Kansas & Texas; St. Louis-San Fran- 
cisco, Kansas City Southern, Texas & Pacific, Gulf Coast Lines, 
San Antonio & Aransas Pass; San Antonio, Uvalde & Gulf; Kan- 
sas City, Mexico & Orient; Louisiana & Arkansas, Missouri & 
North Arkansas and the Kansas, Oklahoma & Gulf. 

“The roads occupying the Southwestern territory,” said Mr. 
Bush, “in many rate cases before the Commission have been 
considered as a separate group for the purpose of establishing 
just and reasonable rates in this territory as distinguished from 
the other roads occupying what has been generally known as 
the Western Classification Territory.” 

Mr. Bush said the Southwestern lines were nearly all large 
lumber-carrying lines, cotton-carrying lines, and coal, oil, agri- 
cultural and other products of the soil were the principal com- 
modities handled, whereas the business of the lines north and 
east involved more largely manufactured products, merchandise 
and commodities of an entirely different character. He also said 
most of the Southwestern lines were “burdened” with innumer- 
able branch lines and that the resulting situation reflected itself 
in the traffic and operating conditons of the lines in that par- 
ticular territory. 

“Because of the peculiar operating conditions,” said Mr. 
Bush, “original cost of construction, the sparsely settled condi- 
tion of the country, and other conditons existing in the South- 
western territory, these lines form a natural group for the pur- 
pose of establishing what would be a fair and reasonable return 
on the value of the property investment of the roads in this 
section.” 

Mr. Bush pointed out that the roads in the Southwestern 
region had been placed under a regional director during federal 
control, and that the reasons which prompted this action were 
similar to those advanced by the roads now for the establish- 
ment of a separate rate group. He said the people in the region 
served by the roads were not so much concerned about an ad- 
vance in rates as they were in getting adequate transportation 
setvice. If such a group could not be established, Mr. Bush said, 
the roads asked that the Commission allow them‘ rates high 
enough to meet the conditions confronted by them and that if 
necessary they be allowed a higher level of rates than the roads 
in the rest of Western territory. 

Columbus Haile, .traffic representative of the Southwestern 
lines, also urged placing those roads in a separate group. He 
said the traffic of those roads was seasonal and unevenly bal- 
anced and that therefore they should be dealt with by the Com- 
mission accordingly. 

Stanley H. Johnson, vice-president of the Rock Island, in 
charge of freight traffic, asked that the western trunk lines be 
placed in a rate group corresponding to Western Trunk Line 
territory. He said much of the argument advanced in favor of 
placing the Southwestern lines in a separate group applied in 
the case of the Western trunk lines. 

S. T. Bledsoe, for the Santa Fe, opposed a division of west- 
ern classification territory. He said the thought of those who 
favored division appeared to be founded on the belief that the 
Commission was bound to make the same rates or the same per- 
centage of increase in rates for all the roads in a group. As he 
read the law, he said, there was nothing requiring -the same per- 
centage for all the railroads in a group. It would be possible 
and easily within the discretion of the Commission to say that 
the railroads in one rate territory, within a group, should have a 
five per cent increase, another ten and another thirty. To divide 
Western Classification territory into two or more groups would 
require almost interminable labor, he said, on the part of the 
Commission to collect statistics, because many of the roads 
would be divided into three parts and all into at least two parts. 
The Commission has the statistics for the railroads as a whole 
in Western Classification territory. 

In a broad way Frank Lyon, for the Northwestern Dock 
Operators’ Association, agreed with Mr. Bledsoe. He said he did 


not know, from the stage of the proceedings at which he was 
requested to speak, whether his clients would have an interest 


THE TRAFFIC WORLD 








Vol. XXV, No. 13 





in the proceedings. He said they felt that the roads that serve 
the Northwestern docks had high enough rates now to earn the 
5.5 per cent minimum. His clients would object to having them 
put into a district in which, for instance, the earnings were go 
low that a 30 per cent increase would be necessary to enable 
them to earn the minimum return on the investment. 


Thom on Valuation 


A misunderstanding as to the order in which parties should 
present their views led to a short interruption of the flow of argu. 
ment, but the Commissioners held that the railroads should pro. 
ceed with their case even if Mr. Thom did not want to discuss 
the subject of grouping. 

The attorney for the executives, in his introductory re. 
marks, observed that the men he represented had been char. 
acterized by Chairman Clark as the operators of the railroads, 
He said he desired to say they represented the stockholders and 
not merely the operating officials. That was taken by the 
audience as a hint that the executives think the stockholders 
are the real owners and that the bondholders cannot be re. 
garded in the light of owners unless and until there has been a 
default in the payment of principal or interest, or both, and a 
judicial sale to bondholders or some other purchaser. 

The valuation on which the Commission is to figure the re. 
turn was the only phase of the subject discussed by Mr. Thom. 
He took the view that the property investment account, which 
he used as synonymous with investment in road and equipment, 
was the minimum on which the Commission must do its figuring, 
The decision in the case of Smythe vs. Ames, he said, laid down 
the rule that the value of the property at the time the rates were 
made was the basis on which they would have to be calculated, 
In a discussion with Commissioner Aitchison he took the po- 
sition that inasmuch as there has been an increase of at least 
75 per cent in the cost of materials, the present value of the 
property of the railroads is great enough to absorb any items of 
cost improperly included in the accounts or any overstatement 
of the value of any item properly therein. In a colloquy with 
Commissioner Eastman and also with Commissioner Aitchison 
he said he would not recommend taking the market value of 
stocks and bonds as a method for determining the basis on 
which to calculate the return. 

One of the facts brought out by Mr. Thom seemed to sur- 
prise most of his hearers. It was that in the fourteen years 
from 1892 to 1906 not a dollar was added to the book value of 
the property of the railroads. On the contrary, there was a 
slight diminution. That fact he brought forward to show that 
when, in 1906 and 1907, the Commission prescribed rules for 
keeping the property accounts, the water, if any there was in the 
property account, was squeezed out. His view was that much 
that should have been charged to capital account was charged to 
operating account. 

In the ten years, 1907-1917, covered by the complete property 
account statements by the Commission, the increase in property 
investment per mile of road was $12,624. 


“I think we are entitled to regard the fourteen-year period 
from 1892 to 1906 as the period of elimination of items improp- 
erly included in the property account or overstated,” said Mr. 
Thom. “The water, if any, was squeezed out. I think we may 
assume that the additions to property account since 1907 have 
been properly made.” 

He held that opinion notwithstanding a question put to him 
by one of the Commissioners as to whether he did not recall 
that the Commission, in various investigations, disclosed items 
which did not represent any additions to investment. He quoted 
Chairman Clark to show that, in his testimony before the House 
committee, Mr. Clark told the House members that he knew of 
no better basis than the property investment account as a basis 
for calculating the return. 

But, to show that the property investment account should 
be the minimum and not the maximum, he pointed out that Di 
rector Prouty, of the Valuation Bureau, believed that one month's 
receipts should be regarded as working capital and that 7.5 per 
cent should be added as an item covering going-concern value. 
The first item would add about $500,000,000 to the account and 
the latter from $500,000,000 to $750,000,000. ' 

“If the Interstate Commerce Commission had the time it 
would find the present value of the property what it would cost 
to reproduce it at the present time,” asserted Mr. Thom, with 
confidence. “The unbroken line of decisions by the Supreme 
Court of the United States is that the present value is the one 
to be used when rates are being established. 

“The additions I have indicated would more than correct 
errors there may be in the account. To make the rates on any 
basis other than the book value would send an electrical shock 
through the financial structure of the country, because the book 
value is the figure on which investments have been made.” . 

“You think we should make no analysis of these accounts? 
asked Commissioner McChord. 

“T think it is not necessary,” said Mr. Thom. 

In concluding his statement Mr. Thom urged that the Com 
mission should not make “a premature use of data” gathere 
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thus far in the valuation proceedings, on the ground that the 
country and the railroads were entitled not to have the final 
yaluations “prejudged.” ; 

“J wish most earnestly to urge,” said he, “that in so far 
as this data is not complete you will not consider it as avail- 
able.” , : 

Mr. Thom then read the following resolution, which he 
said had been adopted by the executives as expressing their 
view in regard to the valuation to be made for present pur- 
poses: 

The problem before the Commission is to determine in a summary 
way, the aggregate value of all property held or used for the pur- 
poses of transportation in the several rate groups, the transportation 
act recognizing that the correct amount of such aggregate value can- 
not now be determined. Fs : 

In considering and determining this problem, the property invest- 
ment accounts and material and supply accounts in a given group are, 
in our judgment, admissible in evidence, and the carriers believe that 
these accounts for the several groups are the minimum conservative 
figures now susceptible of use, all other data and evidence being for 
the most part actually and in all cases legally incomplete and 


unfinished. ; 
In our judgment, the property investment accounts should under 


the law be considered in connection with and supplemented by any 
other available evidence or data sufficiently complete and reasonably 
adequate for the purpose, but the basis of the values now arrived at 
should not be the incomplete data compiled in connection with the 
work of valuation now in progress under the federal valuation act, as 
it is important that the final valuation under that act should not 
be anticipated or prejudiced in this proceeding. 

The valuations to be placed on the individual lines for the pur- 
poses of paragraph (6) of Section 422 of the transportation act should 
not be determined or prejudiced by the summary finding of aggregate 
values now to be made for the purposes of paragraphs (3) and (4) of 
said section. 


Cc. L. Henry, of Indianapolis, representing interurban lines, 
asked the Commission to tell the majority of the interurban 
lines whether they came within the provisions of the rate- 
making section. He said in other parts of the new law such 
roads had been excluded, but that in the rate-making section 
reference was made to electric roads “engaged in the general 
transportation of freight” as not being excluded. He said he 
did not believe the majority of the electric lines could be said 
to be “engaged in the general transportation of freight.” Mr. 
Henry further declared the electric roads would need a return 
greater than 5% per cent if the section were applied to them. 
The Commission did not indicate what position it would take 
in regard to these lines, but it is believed that it will construe 
the law as excluding regular interurban lines. 


Donald R. Richberg, attorney, appeared for Glenn E. Plumb, 
who had reserved 40 minutes to present the case of the organ- 
ized railway employes. He said he wished to speak for the 
railroad employes who desired that the transportation act be 
enforced as it was written, but that from the arguments made 
to the Commission that day it would seem that the law to be 
enforced was some sort of law that it was desired Congress 
should have passed, but which was not passed “owing to pop- 
ular protest.” 


Mr. Richberg said the argument seemed to be that the law 
which the Commission should now enforce was a law Congress 
should have passed, and that the phrases in the law which 
was passed did not mean anything. He said he had read the 
law as it had been passed and that as he read it Congress had 
directed the Commission to give due consideration to all ele- 
ments of value according to the law of the land. 


“Vet,” he said, “the argument is made that the Commission 
shall practically disregard the mandatory provisions of the law 
and consider only the property investment account.” 


Mr. Richberg said his clients were interested in rates that 
would yield sufficient revenue to pay living wages which would 
attract men to the work of operating the roads. He said many 
employes were quitting the railroads because they could not 
live on the pay. He said the employes wished to see the roads 
get adequate revenue, but that they did not believe excessive 
charges should be placed on the public. 

The representative of the railroad employes said he was 
unable to find in the law a mandate that the Commission should 
fix the new level of rates immediately and summarily. Com- 
missioner Hastman asked him on what he based that statement 
and he explained that he realized the Commission should act 
as promptly as possible, but not before it had fixed the neces- 
Sary valuations according to the provisions of the law. 

Mr. Richberg said it was common knowledge that the prop- 
erty investment account represented a statement of the liabili- 
lies of the carriers rather than of assets. He also said he be- 
lieved it was the intent of Congress that in determining the 
aggregate value” of the carriers’ property the Commission 
Should determine the value of the property of individual car- 
Tiers in each group. 

“No matter what was in the minds of the security owners 
or the railway executives when this law was under considera- 
tion in Congress,” said he, “what the Commission is interested 
Mis what the act provides.” 

He declared further that he had read the act as one who 
had not been mixed up in “the fog out of which it came.” 
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Benton on Valuation 


“God forbid that we ever come to the time of enacting 
laws and administering them in the way Mr. Johnston urged 
before this Commission,” said John E. Benton, general solicitor 
of the National Association of Railway and Utilities Commis- 
sioners, in his statement before the Commission March 23. 

Mr. Benton referred to the argument made by Forney 
Johnston in behalf of the National Association of Owners of 
Railroad Securities, which was, in effect, that the intent of 
Congress in writing the rate-making provision of the new trans- 
portation law was that the Commission should base the tem- 
porary valuations on the property investment accounts of the 
carriers. 

“A valuation on the basis of investment accounts as they 
appear in the carriers’ books is explicitly forbidden,” said Mr. 
Benton. “If anything in the act is clear, we believe that to be. 
The reason is not far to seek. The carriers have long pressed 
their investment accounts on the Commission as proof of the 
value of their properties devoted to public use on which they 
should be allowed to earn a return. In moderate but appro- 
priate language the Commission has appraised the worth of 
those accounts as indicative either of value or of the actual 
investments which the properties represent.” 

Mr. Benton said that the Commission, in the five per cent 
case, had said: “The nature and unreliability of the property 
investment accounts of carriers have frequently been com- 
mented upon by the Commission. * * * Because of the un- 
reliability of those accounts some of the protestants have vig: 
orously challenged the right to use the property investment 
accounts of the carriers as a basis for determining the adequacy 
of their net revenues. * * * The criticism made by the 
protestants of the property investment accounts of these car- 
riers is well founded. * * * While the property investment 
accounts are used herein for the purpose of comparison, it 
must be understood that they are not accepted by the Commis- 
sion as evidence either of the actual cost or the present value 
of those properties.” 

Mr. Benton made the point that it was after the Commission 
had thus characterized the investment accounts of the carriers, 
and after financial investigations by the Commission had dem- 
onstrated “the utter worthlessness of those accounts as an 
index either of investment or value, that Congress passed this 
act.” ‘ 

“The command of the statute that the Commission shall 
attribute to these accounts only that consideration to which, 
under the law of the land, they are entitled, we take to mean 
that the Commission shall consider them as of weight only 
to the extent that it is satisfied they approximately state the 
real investment and the properties they cover,” said Mr. Benton. 
“The statute itself, therefore, makes it impossible that the 
Commission shall base its determination of aggregate value on 
the investment accounts carried in the books of the carriers, 
and disposes of the entire argument of the carriers on this 
valuation question.” 

Mr. Benton said the law provided that the Commission 
should give due consideration to all the elements of value rec- 
ognized by the law of the land for rate-making purposes, and 
that it would be impossible to put into words a more explicit 
command that the Commission should base its finding on a 
consideration of all the recognized elements of value. 


“If the Commission should consider the investment account 
alone,” said Mr. Benton, “when it has or may have before it 
other elements of value, it would disregard the clear mandate 
of the staute.” 


Mr. Benton said ‘the state commissions desired to say 
frankly that they recognized that Congress had commanded the 
Commission to do something which it would be impossible for 
it to do immediately and exactly as Congress had directed. 
However, he said, the state commissions believe the Commis- 
sion will adopt some common-sense method of determining the 
approximate aggregate value and that it will, in every case, con- 
sider all the elements of value of which it now has informa- 
tion, or of which it can obtain information. 


Use by the Commission of the incomplete results of its 
valuation investigations was contemplated by Congress, Mr. 
Benton said. He said, as he construed the statute, it was clear 
beyond denial that Congress expected the Commission to find 
aggregate value in the first instance on information less exact 
and complete than that which will be before it as the basis 
of its determination under the valuation act. He said that to 
the extent that it may have determined final values, those values 
would be used in the present instance, and that incomplete re- 
sults would be used to the extent that the same are available. 

“It has been urged upon you by Mr. Thom,” said Mr. Ben- 
ton, “that the direction with respect to use of valuation data, 
gathered under section 19-A, is permissive merely, and that 
in the exercise of your discretion you can and should disregard 
it. Have you, in fact, any such discretion? The statute does 
say you may use the incomplete data to the extent you deem 
the same available. But those words cannot be read alone. 
They follow the absolute command that you ‘shall give due 
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consideration to all elements of value.’ Not ‘all that within 
your discretion you see fit,’ but ‘all.’ I hope Congress believed 
that by the expenditure of $20,000,000, in an investigation reach- 
ing over seven years, this Commission has produced some 
available information. It made you the judge of what is avail- 
able, but it took you to be law-abiding citizens, accustomed to 
rendering honest judgments. Information is ‘available’ or it 
is not. If it is available, your saying it is not, won’t make 
that true. If it is available, the command to consider ‘all ele- 
ments of value’ compels you to consider it, or to rest your 
determination not to do so upon a dishonest preliminary judg- 
ment that it is unavailable. Congress has not given you dis- 
cretion, if you know the true investment cost of the Chicago 
& Alton from your valuation investigations, to shut your eyes 
to that element and consider its wickedly water-soaked invest- 
ment account. 

“It would be easier to adopt the carriers’ accounts than to 
comply with the requirements of the statute. Carriers’ argu- 
ment that this may be done may be dictated in part by their 
desire to show a helpful spirit of co-operation. But they frankly 
assign other reasons. Judge Thom says if you consider all 
the elements of value and find that the aggregate fair value of 
these properties is in fact less than the aggregate of their 
accounts, ‘it will send an electric shock through the financial 
centers of this country, which have based their transactions on 
book accounts of the carriers. Since when has this Commission 
rendered its judgments with its face toward Wall Street? Since 
when has it disregarded the law and the facts to cover up 
the rottenness of any situation it came upon in the performance 
of its duty? It has heretofore discovered and exposed many 
shocking things, but the ceuntry still lives and the financial 
centers are intact. 

“Mr. Johnston says that if you proceed to a consideration 
of all the elements of value fixed by the law of the land, and 
the fair aggregate value for rate purposes results in a showing 
that does not bring about an increase in rates to yield the 
carriers more money, the whole intent and purpose of the law 
will have been defeated. He says that those who drew the sec- 
tion of the act intended you to base the 5% per cent upon the 
carriers’ accounts. Well, he was in the vicinity when the 
section was drawn and perhaps he knows. 

“Mr. Johnston is a very able, persevering and persistent 
gentleman. I like and respect him, as I do his associate, Mr. 
Walter. I am willing to admit that they played a large part, 
in an altogether honorable way, in bringing this task upon you. 
I am not willing to admit, however, that Senator Cummins and 
his associates have been flim-flamming the American people. 
I prefer to maintain my respect for the United States Senate 
and to believe that when it passes an act it intends you to find 
the purpose of the Senate expressed therein, and not search for 
it in what Mr. Johnston may tell you about what -took place 
before some committee, or what he thinks members of the com- 
mittee meant. 

“Possibly, hereafter, we shall come to a time when repre- 
sentatives of the railroad interests can go to the Senate of 
the United States and say: ‘We want this percentage on our 
book accounts and no questions asked,’ and the Senate will say: 
‘We want to give you what you want, but the popular branch 
of this Congress will not pass the bill, and in truth we are 
afraid to pass it ourselves, for there has been a lot of talk 
about these accounts and some reports of the Interstate Com- 
merce Commission have been made which are quite distressing. 
But what is all that between friends? We will take care of you. 
We will pass a bill in form commanding the Commission to 
give that percentage which you ask for; not on your accounts 
but on the fair value of your properties for rate-making pur- 
poses, fixed upon due consideration of all the elements of value 
recognized by the law of the land. That will sound good, and 
will be safe for us. Then, when the Commission comes to the 
administration of the act, you can go down to the other end 
of the avenue and tell them that just between us girls we 
intend that they shall compute that percentage upon your in- 
vestment accounts, as you want them to do.’ 

“God forbid that we ever come to that time. If we do, it 
will not make much difference whether private ownership of 
railroads continues or not, for the days of orderly constitutional 
government and the preservation of individual rights will have 
already passed; the deluge will be at hand.” 

Mr. Benton said the method of procedure whereby the Com- 
mission shall determine aggregate value must necessarily be 
somewhat summary. He said the state commissions assumed 
that time would not permit the Commission to enter on the 
taking of evidence as to the value of particular property. He 
said the state commissions believed the Commission should 
utilize the trained force of the bureau of valuation, supple- 
mented, so far as need be, by the addition of such competent 
expert assistants as they may require in order that they may 
expeditiously complete the task assigned to them. 

“Whenever the Commission’s accountants are able to state 
the original cost,” Mr. Benton said, “or the approximate in- 
vestment represented by the property, then, as to that prop- 
erty, the investment account as stated in the carriers’ books 
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should receive no consideration whatever. When the Commis. 
sion has before it dependable information as to the investment, 
obviously there is no reason for considering the undependable 
accounts as the carriers have stated them. When, however, 
the accounting work of the Commission has not proceeded to 
that point where any analysis of a carrier’s account has been 
made, we think the account as stated in the books should be 
compared with the engineering figures of the Commission when. 
ever those figures are available. If, on such a comparison, such 
a discrepancy is shown as to indicate that the accounts as 
stated on the books clearly do not represent the true invest. 
ment, the engineering figures should be used, supplemented by 
the carriers’ returns as to the original cost of lands, and by 
such further information respecting lands as the Commission 
may have or be able to obtain.” 

Mr. Benton said the most difficult roads to deal with would 
be those on which the Commission has not yet any accounting 
report nor any completed engineering report, and where the 
engineering work has not progressed sufficiently to enable the 
engineers to report approximate figures. In such cases, he said, 
the Commission could do no better than to adopt the plan of 
using the investment accounts to the extent that by the appli- 
cation of comparative tests the same are shown to be not 
substantially out of line, taking into consideration the character 
of the road and the section of the country in which it lies. 

In referring to “comparative tests,’ Mr. Benton said he 
meant that the Commission had completed the field engineering 
work on the major part of the carrier properties of the country, 
and that unit costs have been applied and reports prepared on 
a sufficient number of roads in each of the five valuation dis- 
tricts, so that the Commission could determine what the average 
per mile cost of construction of each type of road ought to be 
in each of these districts. He said the Commission also had 
accounting reports which would show the approximate invest- 
ment on typical roads which it could use for comparison with 
its engineering figures in arriving at such average per mile 
construction costs. 

“Having determined such average per mile cost in a given 
section of the country,” said Mr. Benton, “the Commission can 
apply the same to the investment accounts of the carriers as 
found upon their books for the purpose of testing the approxi- 
mate accuracy of the same. That is a rough and unsatisfactory 
method, but we know of no better method which the Com: 
mission can adopt. If, on application of this test, the accounts 
seem fairly substantiated, they may for the purpose of this 
first determination of the ‘aggregate value’ be accepted as the 
only element of value now available. If the accounts seem to 
be out of line, it may or may not be advisable to make further 
tests. If the road in question is one whose accounts have been 
notoriously inflated, they may be at once rejected. In some cases, 
however, the engineer may have information as to unusual costs 
involved in the construction of the particular property which 
will sufficiently explain the apparent discrepancy.” 

Mr. Benton said, in ascertaining the elements of value, the 
Commission would be governed by the same principles as ob- 
tain in its proceedings under the valuation act. He said the 
state commissions held the original cost of carrier property to 
be of “prime importance” as stated by the Commission in the 
Texas Midland case decision. 

“And we insist with the utmost urgency that the considera- 
tion of original cost extends to the entire original cost of the 
property,” said he, “including the cost of land as well as the 
cost of improvements thereon. When, in the judgment of the 
Commission, justice requires, the original cost of the land should 
be permitted to weigh against its present value as affecting the 
conclusion as to the fair rate-making value of the operating 
property. This is true when it appears that carriers have neces- 
sarily paid more for the cost of their lands than the present 
value of the same, as measured by land values in the vicinity, 
or when the present value so greatly exceeds the original cost 
that it would be unjust to include the same fully in the rate 
making value. That principle of the recognized law of the land 
which requires a consideration of original cost we regard as of 
the utmost importance. No just valuation of the railroads of 
this country can be made if that principle is ignored. 

“This Commission, knowing the great increment in land 
values which has acrued in the past, and looking into the future 
with the practical certainty that as time goes by land values 
will continue to double and quadruple, will never fasten upol 
the people of this country any method of valuation which will 
prevent consideration in any part of the original cost of the 
carrier property used for the purpose of fixing its just value 
for rate purposes.. Nothing could be more unjust than to pro 
pose that not only shall these carriers earn 6, 8, or 10 per cent 
on the full value of their properties, as some of them will, but 
that they may also, by reason of the mere communal develop- 
ment, continuously increase the value on which that return 
shall be paid, without the additional investment of a single dol- 
lar upon their part. , 

“Whatever weight the Commission may now in a particulat 
case think should be given to present value, we are satisfied = 
it will not forget that the period of uncertainty connected wit 
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the exploitation and early development of these properties has 
passed. The government has now taken them under its protect- 
ing wing. By legislative act the commerce of this country has 
peen pledged to yield a return on these properties. We maintain 
that there is no reason why the carriers which have thus become 
in effect the wards of the government, to be supported by public 
taxation which this Commission is commanded to levy, should 
be permitted to enjoy the speculative gains which accrue from 
ever-increasing land values.” 

Mr. Benton said the Commission must preserve the rule in 
the case of Smyth vs. Ames, which bases the value on a just 
consideration of the original cost of the property compared with 
its present cost of reproduction and on consideration of its ex- 
isting condition and of all other relevant facts. He said the Com- 
mission should make it clear that the aggregate value now to be 
found would be tentative only and subject to change. He said 
it was the view of the state commissions that the Commission 
should not make public the items representing the value of 
particular properties which will make up the aggregate value, 
as those items would be subject to change and would vary from 
the amounts that will be set up when the valuation work has 
peen completed. He added, however, that if the Commission 
does make public such items, it make it clear that they will 
not be considered nor have any effect on final valuations. 

“The people look here for a judicial determination of that 
aggregate value,” said Mr. Benton. “Nothing would shock them 
more than to have the Commission turn its back on the wealth 
of information which it has been accumulating in its valuation in- 
vestigations, covering almost a decade, and adopt any such 
short-cut to a so-called aggregate value as the mere capitaliza- 
tion of the standard return, or the acceptance of the carriers’ in- 
vestment accounts, known and heretofore proclaimed by the Com- 
mission to be utterly unreliable.” 


State Commissions on Rate Groups 


Addressing himself to the question of rate groups, Mr. Ben- 
ton said the state commissions, while not taking the position that 
division into rate groups was necessary, believed the three classi- 
fication territories should be used by the Commission. He added 
that the state commissions reserved the right to submit different 
views on this question if they later decided to do so. 

Mr. Benton said the state commissions were unanimous 
against a horizontal rate increase and that they did not believe 
that such an increase would be consistent with the transporta- 
tion act. He said that in raising the revenue under the act the 
Commission should place the increase on traffic that could bear 
it. He said this might lead to the creation of zones or subor- 
dinate grouping and that, if so, the state commissions would 
desire to be heard. He read a telegram from the Nevada com- 
mission protesting against a horizontal increase and stating that 
it had not been determined that a rate increase was necessary to 
meet the provisions of the new law. 

Commissioner Stuart of the Michigan commission said his 
state was divided between Official and Western Classification ter- 
ritory, but that the commission was not urging a change on 
that score, except that when the Commission came to the ques- 
_ M? rate levels, the Michigan commission would wish to be 

eard. 

Commissioner Putnam of the Minnesota commission said 
the Minnesota body believed the Commission should use the 
three classification territories for rate groups, but that it did not 
oppose the creation of a group for the Southwestern lines. He 
said, however, the state commission believed the Western Classi- 
fication territory should be used as a whole unless there were 
sroups of roads which the Commission deemed should be sep- 
arated therefrom. 

_ Mr. Benton, in behalf of the Illinois commission, said he 
Wished to state that that body hoped to have Illinois entirely 
within Western territory. 

Commissioner Helm of the Kansas commission said he 
favored use of the three classification territories, but that there 
would be no opposition to dividing Western Classification terri- 
tory as suggested by the western trunk lines and the south- 
Western lines. 

“We are more interested in a rate adjustment,” said Mr. 
Helm, “that will cause no disturbance in existing relationships 
of rates. We hope the Commission will find some other method 
of apportioning the increased revenue than by applying a per- 


centage increase. We ask the preservation of existing rate ad- 
Justments,”’ 


Robinson for Short Lines 


ie Fain M. Robinson, president of the American Short Line Rail- 
re Association, speaking in behalf of 804 short lines with a 
be Mileage of 36,429 miles, said the Commission should start 
in the property investment accounts as the basis of determin- 
mn the aggregate value for rate-making purposes. He said his 
es was that the valuation data was “wholly incom- 
z €. As to the short lines, he said the property investment 
counts would show a conservative basis of value. 
eer ti Robinson urged that the value of the property of the 
rc ines be included with the value of the other carriers as 
nd by the Commission. He said that heretofore the short 


THE TRAFFIC WORLD 561 


lines had been left to shift for themselves, but that the new law 
gave them a well-defined status and that they should be permitted 
to earn a fair return on the investment or be permitted to aban- 
don their lines. 

Controverting the statement made by C. L. Henry that there 
were few electrically operated roads that would come within the 
terms of the act, Mr. Robinson said there were no fewer than 
97 electric roads engaged in the general transportation of 
freight and that where these roads did more than a local busi- 
ness and interchanged carload traffic with steam lines, they 
should be considered with the steam roads by the Commission. 

Mr. Robinson said the responsibility for the development 
of the transportation systems was on the Commission which, 
he declared, should recognize present values in fixing the basis 
for the return of 5% per cent. 

At the afternoon session of March 23 the questions were dis- 
cussed in five, ten and twenty minute efforts by Charles E. Elm- 
quist, J. C. Lincoln, Edgar J. Rich, J. V. Norman, C. E. Cotterill, 
J. H. Fishback, Guy M. Freer, Mr. Vandergrift, H. C. Barlow, F. 
M. Field, Henry G. Herbel, H. W. Prickett, F. A. Jones, Mr. Ted- 
row, A. H. Brown, H. D. Driscoll and George N. Brown, the latter 
speaking for the Texas Traffic League at the request of J. A. 
Morgan. ° 

At the end of the session the Commission announced fiat no 
briefs would be received on the subjects under discussion. The 
announcement was made by Chairman Clark by way of answer to 
a request by E. J. White, counsel for the Missouri Pacific, who 
telegraphed his request. He desired to be heard on the pro- 
posal to separate the southwestern lines from the rest of Western 
Classification territory. None of the men who had addressed 
the Commission or hoped to do so had asked the privilege of 
filing briefs. Mr. White’s was the first request. He wired in and 
Mr. Thom publicly asked for the privilege. The public announce- 
ment was made in such way that the question was immediately 
closed. 

A majority of the speakers at this session were attorneys or 
traffic managers for shippers. The dominant note in their dis- 
cussion was that of liberal treatment for the carriers, in the 
matter of placing a temporary valuation on their property for 
the purpose of finding the amount on which the rates to yield 
5.5 per cent should be based. 

In giving the answer of the Northern Pine Association to the 
two questions asked by the Commission, Charles E. Elmquist sug- 
gested that the Commission defer any action looking to any in- 
crease in rates until the railroads had shown that they could 
make good on their suggestions that, if their properties were re- 
turned to them they would be able to achieve great economies. 

“The railroads have insisted that private operation is more 
economical than public operation,” said Mr. Elmquist. “We take 
the railroads at their word and believe they can effect economies, 
but the burden is not on the shippers to prove it.” 

He suggested that the Commission send out a questionnaire, 
answers to be in by August 1, to show what economies they can 
put into effect, such as a reduction in the number of employes 
and readjustment of wages. 

“There is large room for economy in the operation of rail- 
roads, which the Commission should consider before it consid- 
ers a rate increase,” said Mr. Elmquist. 

On the question of valuation, Mr. Elmquist said that $16,- 
000,000 of public money had already been spent by the Commis- 
sion for the valuation of the property of the carriers and that 
Director Prouty was of the opinion that by the end of 1921 he 
would have all the information for all railroads over five hundred 
miles long. 

“It is absurd to say that Congress did not contemplate that 
the Commission should not use this data,” said he. 


J. C. Lincoln, for the National Industrial Traffic League and 
the New York Merchants’ Association, said he favored the use of 
the three classification territories for both valuation and rate- 
making purposes. He said they were the only groups that 
could be used without going to an immense amount of trouble. 

Edgar J. Rich, for organizations of shippers in Massachusetts, 
including the Boston Chamber of Commerce, at the request of W. 
H. Chandler, and the New England Transportation Conference, 
solemnly warned the railroads not to press too hard for the use 
of their property account as the sole measure of the value of 
their property for this temporary rate-making purpose. He also 
protested against the position taken by the railroads that the cost 
of reproducing their property at present prices should be used. 
Admitting that the courts had apparently said that the cost of 
reproduction at the time of the rate-making must be used, Mr. 
Rich said that if that is the law, then the law will be changed 
by constitutional amendment if necessary. 

He said the shippers desire service. They are more inter- 
ested in getting service than they are just now in rates and they 
are inclined to be liberal. His implication was that the railroads 
should not now insist on the Commission doing things that would 
force a return to the former function of Congress—that of pass- 
ing corrective legislation. This most recent legislation, he point- 
ed out, is not corrective, but a recognition of the fact that the 
country must have railroads and that the one way to obtain 
adequate service is to allow adequate revenues. But he said 
that as between the views of the railroads and the state com- 
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missioners on the subject of valuation he was more inclined to- 
ward the position taken by Mr. Benton than the implications of 
the arguments made in behalf of the railroads. 

Another thing Mr. Rich commented on at some length was 
the disposition to hold that the railroads of a given section are 
supported by the people of the particular section. He said the 
railroads of New England are supported by the people of Florida 
and the railroads of Florida are supported by the people of New 
England, and that the state of Pennsylvania does not alone sup- 
port the railroads that traverse that state. The whole purpose of 
the new law is to have the railroads supported as national in- 
stitutions, he said. If the valuation ideas of the state commis- 
sions prevail, he suggested capital would not be attracted, while 
if the ideas of the extremists among the railroads prevail, the 
people of the country will have to pay more than they should to 
support the carriers. 

J. V. Norman, in behalf of the Southern Hardwood Associa- 
tion, the West Kentucky Coal Bureau and the commonwealth of 
Kentucky, in a limited way, urged the elimination of the sharp 
rate-making barriers between the north and the south. He 
said the sharp break in rates at the Ohio River causes Kentucky 
to lose half her markets. 

In a recent editorial in The Traffic World, he said, it was 
urged that no one should speak at this hearing except in the 
public interest. He said he hoped he was keeping within that 
rule. It was his intention so to do. He said he knew little 
about valuation, wherefore the language of the new law did not 
seem so mysterious, or doubtful. His idea was that the Com- 
mission was directed to consider everything and then say what, 
in its judgment, was the fair value of the property devoted to 
transportation service. 

His central thought was that the Commission should treat the 
railroads as being one group, establish a national level and then 
grade up or down from it as the local necessities required, but 
above all else strike down the barriers between the sections of 
the country, such as exists at the Ohio River. That was the re- 
quest of the Kentucky legislature as embodied in a resolution 
on the sharp rate-breaking barrier that exists at the Ohio River. 

C. E. Cotterill, for the Southern Traffic League, said it should 
be the effort of every shipper and every railroad man in the 
country to make the work of the Commission easy. 

“Unless the railroads are deprived of their opportunity to 
yell poverty the demand will be for government ownership,” said 
Cotterill. “Therefore, the Southern Traffic League will be for 
liberal treatment and not for cheese-paring.” He favored three 
groups, but protested against the elimination of the Chesapeake 
& Ohio and the Norfolk & Western from the southern territory. 
He said the railroad men in a recent meeting had voted to keep 
them in Official territory instead of allowing them to go where 
they are in a physical sense. He said that was an act of ungra- 
— in view of the policy the Southern Traffic League fav- 
ored. 

As to valuation, his advice was to use the facts that were in 
hand in such shape as to be of any value in the work. He said 
the feeling was that the property investment account is the 
thing that must be used as a starting point, because it is some- 
thing definite, ready for use. 

J. H. Fishback, for North Carolina interests, backed up Mr. 
Norman in his argument for the destruction of the barriers be- 
tween sections of the country. He said that North Carolina, in 
relation to Virginia, is in much the same situation of Kentucky 
in relation to Indiana. 

Guy M. Freer, executive secretary of the National Indus- 
trial Traffic League, said he would not need all the time that had 
been given him and would yield part of it. He said what he had 
to say was backed by the recent action of the League at its St. 
Louis convention. He said the country should be divided on three 
classification territory lines. As to valuation material, he said 
that which is complete should be used and the property account 
should be used for the carriers as to which the data are not 
complete. 

Mr. Vandergrift expressed the opinion that the Ohio River 
adjustments must be continued, because business had been built 
up on the scheme on which rates had been made practically 
ever since there have been railroads in that part of the country. 

H. C. Barlow, for the Chicago Association of Commerce, 
adopted the views expressed by Mr. Freer. 

F. M. Field, for the Illinois Manufacturers’ Association, 
adopted all that Mr. Freer had said, except as it might be 
applied to Illinois. He said that Illinois should not be divided, 
but should be placed entirely in Western Classification territory. 

Henry G. Herbel, for the Missouri Pacific, indorsed the ap- 
plication of the Southwestern lines to be treated as a separate 
district. He said he had noticed the spirit of helpfulness and 
generosity shown by the shippers and the state commissioners 
and expressed the belief that the railroads of the country from 
this time forward will prosper. 

H. W. Prickett, for the Salt Lake Commercial Club and the 
Utah Traffic Service Bureau, favored dividing Western Classifi- 
cation territory so as to put the Pacific and intermountain 
country into a district of its own. He submitted elaborate 
tables to show that that part of the territory has a greater traffic 
density and a better per-car revenue than the eastern half of 
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Western Classification territory. He said that the intermoun. 
tain country could stand in a district by itself on the existing 
rates and give the railroads what the new law requires. 

F. A. Jones, of the Arizona Corporation Commission, 
speaking also for the New Mexico commission, indorsed 
the position taken by Mr. Prickett and said that the 
suggestion to use the book value of the carriers bordered on 
the ludicrous. The Arizona Corporation Commission, he said, 
had had occasion to analyze the property investment accounts 
of important carriers in that state and found that the account 
was greatly inflated. He, said that the transcontinental part 
of Western Classification could stand as a separate group on 
existing rates. 

“Could you make a state a group?” inquired Commissioner 
Aitchison. 

“It could be done and possibly it should,” answered Mr, 
Jones. 

In behalf of the Seattle Chamber of Commerce, S. J. Wet- 
trick said there should be at least three groups, corresponding 
to the three classification territories, but if there were four 
groups, Western Classification territory should be divided by 
a north and south line and not by an east and west line, as 
suggested by Mr. Elmquist. He said shippers were asking more 
about service than about rates. 

In behalf of Kansas City interests, Mr. Tedrow said that if 
the country was divided, there should be three districts. He 
favored treating the ‘carriers as being in a single group. He 
said that if Western Classification territory is divided it will 
be but the begnning of a creation of a large number of groups 
and the end would be the making of each state a group. 

In regard to the two questions on which the views of the 
public were desired, the Cleveland Chamber of Commerce, rep- 
resented by A. H. Brown, said: 

“First—For the purpose of making a proper rate adjust- 
ment under the provisions of section 15 (a) of the interstate 
commerce act, the country should be divided into rate-making 
groups and not be considered as a whole. We take this posi- 
tion because of the facts that rates and conditions of trans- 
portation vary fundamentally as between sections. 

“In dividing the country into rate-making groups it is our 
opinion that, broadly speaking, the present recognized major 
rate territories should be used. We feel that at present Trunk 
Line and Central territories should be considered by themselves 
and with only such relationship to New England, Southern, 
Western and Southwestern territories considered as may be 
necessary to prevent commercial disorder. 

“In suggesting the grouping of Central and Trunk Line 
territories, we wish to be understood as making such sugges- 
tion only because of the immediate necessity for action and 
because we feel that a consideration of Central territory alone 
would cause undue complications and delay. Under ordinary 
circumstances, the character of the traffic, its volume and the 
general operating conditions of Central territory justify its con- 
sideration as a group apart from any other rate territory in 
the country. 

“Second—It is our opinion that, for the present purposes, 
the book value of the roads should be taken as the general 
basis on which to predicate rates, except in so far as physical 
value has been determined by the Commission. The use of 
book values should be without prejudice to further considera- 
tion as physical values are ascertained, and such values should 
be necessary and proper, with the end in view of removing 
known inflations and eliminating property not ‘held for and 
used in the service of transportation.’ 

“Here, again, we argue from the point of view of present 
necessity, there being no other available measure of values, and 
we believe that a generally just basis for rates may be s0 
obtained.” 

For Oklahoma City, H. D. Driscoll said that if he were 
suggesting a line for dividing Western Classification territory, 
he would suggest the rails of the St. Louis-San Francisco Rail- 
road. That would divide Oklahoma into two parts, but if there 
is to be division, he said it should be made in the way indicated. 

“In an emergency like this,” said George N. Brown, speak- 
ing for the Texas Industrial Traffic League, “follow the line 
of least resistance. Congress spent months in trying to group 
the railroads. Over my desk and in my mail there passed 
as many suggestions as to how the grouping should be done, 
while Congress was trying to do that work, as there were men 
interested in the subject. Congress gave up in despair. It said 
‘consider them as a whole, and then, if possible, divide them 
into groups and make rates needed to yield the return.’ It is 
a big job, not to be done of a Saturday afternoon. 

“The suggestion that the three classification territories be 
used as groups is the best that can be made. The grouplné 
is not to be permanent. The law authorizes the Commission, 
from time to time, to revise its work. I find no warrant 12 
it, however, for separating the sheep from the goats, by put- 
ting the prosperous roads into one group and the not prosperous 
into another. There will be burdens enough to go around. 

The allusion to burdens to go around was by way of we 
ment on a suggestion made by J. V. Norman. He suggeste 
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March 27, 1920 


that Congress intended the Commission to consider the subject 
from the point of view that the railroads constitute a national 
system and no community should put itself into the position of 
demanding to be relieved of a burden because the railroads 
that served it happened to be prosperous. 


Luther Walter Testifies 


Disavowal that they intended that the Commission should 
accept blindly the property investment accounts of the railroads 
as the basis for determining the aggregate value of the carriers’ 
property for rate-making purposes was made before the Com- 
mission by representatives of the railway executives and the 
owners of raliroad securities at the final session March 24. 

“Take all the information you have available,” said Luther 
M. Walter, who spoke briefly for the National Association of 
Owners of Railroad Securities, the main plea in behalf of the 
organization having been made the first day of the hearing by 
Forney Johnston. 

Mr. Walter said the Commission, while using the property 
investment account as the “backbone,” should avail itself of 
whatever information it could get tending to show the value 
of the property. He also said the results of investigations which 
have been made by the Commission should be utilized. He 
declared that the satisfaction of the investor and the public 
should be the true criterion of the value to be fixed, with the 
Commission keeping in mind that Congress intended that the 
carriers should have a fair return on a fair value. 

The property investment account should not be taken as an 
absolute basis of value, Mr. Walter said, but it should be tested 
by all the facts available. He said if the Commission had 
available data from its valuation work it should use that and 


‘that if anything ought to be taken out of the property invest- 


ment account, it should be taken out. 


“The property investment account has its weaknesses,” said 
S. T. Bledsoe, speaking for the railway executives. “It isn’t 
perfect, but if you took out all the so-called flagrant cases you 
would not get 2 per cent of the total amount involved. 

“We have not said that where the valuation data is suf- 
ficiently complete that it should not be used. We do not want 
to be placed in the position of asking the Commission to ex- 
clude anything that will tend to establish the fair value of 
these properties.” 

Mr. Bledsoe said capitalization of the standard return under 
federal control would not be an unfair method in aiding in the 
determination of the value. He said the carriers were not now 
asking that the law of present value be invoked and that there- 
fore they had asked that the book value be taken. 

Fred H. Wood, closing for the carriers, said the temporary 
valuation must be made as soon as possible in order that the 
solvency of the roads may be assured and that they be enabled 
to go forward with improvements which must be made in order 
to meet the transportation needs of the country. He said the 
carriers had been pleased to note: that the representatives of 
the shippers were interested more in the question of adequate 
service than in “exact rates or the measure thereof.” 

“What the Commission should strive to do is to arrive at 
a round sum which in its judgment represents a conservative 
figure upon which the aggregate value may be stated,” said 
Mr. Wood. 

Under present conditions, he said, the property investment 
account represents the minimum value, taking the carriers’ 
property as a whole. 

“The carriers have not asked the Commission to take the 
Property investment account blindly,” he declared. 

Mr. Wood quoted figures from reports made by the Census 
Bureau showing the value of the railroads to have been $11,224,- 
000,000 in 1904, when the book value showed $11,511,000,000, 
and in 1912, when the value was reported as $16,184,532,000 and 
the book value showed $15,874,000,000. He said he did not offer 
these figures as conclusive. 

“Nothing is conclusive on the Commission,” he said. “It 
must make a common-sense judgment.” 

E. V. Dabney, representing the International & Great North- 
ern, declared that no one could doubt that the property invest- 
ment account was below normal value if measured in the 
Shrunken dollar” of today. He said it seemed to him that the 
Property investment account represented the minimum value 
of the roads. 

_ S. H. Cowan, speaking for live stock shippers, said he be- 
lieved that it would have been better to have left the law as to 
Just and reasonable rates unchanged. 

. , But Luther Walter didn’t think so and so you have it as 
it is,” he added, causing considerable laughter. 

He urged the use of the three classification territories for 
Tate groups. 

“Since rates,” he said, “in cents per hundred pounds vary 
under classifications and must always be higher on some articles 
than others, and since the character of the traffic and methods 
must useful, and the difference in rates and rules respecting 
traffic classification in the different parts of our country has re- 
Sulted in the three territories, why not accept that for practical 
burposes, if the country is to be divided into groups at all?” 
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Mr. Cowan said he would make rates to meet the situation 
if he were doing the job. 

“It’s unfortunate we can’t delegate this job to you,” jocularly 
remarked Chairman Clark. 

“Luther Walter is here,” replied Mr. Cowan, whereupon 
there was more laughter. 

Clifford Thorne brought challenges from Alfred P. Thom 
and Mr. Walter when he began his statement to the Commission, 
both asserting that he was not stating the facts. He drew a 
challenge from Mr. Walter when he said he “had a faint recol- 
lection of some organization that tried its best to have a railroad 
corporation created by act of Congress and a secretary of trans- 
portation,” and that if he was wrong, “of course Mr. Warfield 
will correct.me.” Mr. Walter declared the owners of railroad 
securities had not advocated those things. 


Mr. Thom challenged Thorne cn the ground that he was at- 
tributing to him statements that had been made by counsel for 
the owners of railroad securities, and Thorne modified his state- 
ment so that it applied to “counsel.” 


Mr. Thorne attacked the arguments made by the representa- 
tives of the executives and the securities owners in behalf of 
the property investment account. He asserted the transporta- 
tion act could not be interpreted by resort “to congressional 
debates and private interviews with the members of Congress.” 

“In order to learn the purpose or intent of Congress we 
have listened during this discussion to quotations from the de- 
bates, extracts from newspaper interviews and portions of oral 
conversations between some railroad attorneys and certain mem- 
bers of Congress,” he continued. “In the event of an ambiguity 
in the law it may be proper to quote from the statement of a 
congressional committee in reporting a bill for passage, but 
those other quotations are highly improper as showing the intent 
of Congress.” 


Mr. Thorne said he desired to state that the shippers for 
whom he appeared were not opposed to advances in rates, but 
that their purpose was to help see that the foundation was not 
laid for excessive increases in rates. He said the railroads had 
not stated in the hearing how much of an increase would be 
necessary, but that the president of the Chicago & North West- 
ern had said recently that “as a result of these and subsequent 
proceedings the railways expect to justify an advance of at least 
25 per cent for the country as a whole. 

“A 25 per cent increase applied to both passenger and 
freight traffic would involve more than a billion dollars an- 
nually,” said Mr. Thorne. “Twenty-five per cent applied to 
freight alone would mean $889,000,000. These stakes are un- 
usual. We used to think that a billion dollars was a large sum 
of money, but times have changed. 

“The property investment accounts of the railroads do not 
constitute trustworthy or reliable evidence of either the present 
value or the original cost of American railroads,” he continued, 
adding that the words “book value” should be substituted for 
“property investment account” so that the public “would realize 
what we are talking about.” 

Thorne quoted a mass of figures and referred to decisions 
of the Commission in which reference had been made to prop- 
erty investment accounts. He said another objection to the use 
of the property investment accounts was that they contain the 
cost of improvements and betterments made out of surplus 
earnings, as investments out of surplus should not be capitalized. 

“In spite of the three unanimous decisions of the Commis- 
sion in 1910, where the proposition was thoroughly and clearly 
considered and decided, in spite of the declaration of the two 
leading railroad presidents in the 1910 advance rate case, in 
spite of the declaration of this Commission in the five per cent 
case, these carriers are here today demanding that this so-called 
property investment shall be adopted as the basis,” he said. 

“We do not believe that this Commission is ready now to 
reverse itself upon this issue and to adopt as a basis for its con- 
clusion figures which include several hundred million dollars 
which you have previously held can not be used to justify in- 
creases in rates.” 

Mr. Thorne said that from a table showing the summary for 
forty-eight roads, for which tentative valuations have been com- 
pleted or have been approved by the Commission, he found that 
approximately three-fourths of the companies show a greater 
property investment than present value as tentatively reported 
by the Commission. 


“For these forty-eight roads,” he said, “I find a total invest- 
ment in road and equipment as claimed by the carriers to be 
$276,249,888. The total cost of reproduction new less deprecia- 
tion for property other than land, added to the present value 
of the land, produces a total of $155,503,587.” 

On December 31, 1917, Thorne said, the book value of the 
railroads was reported as being $18,423,000,000, while the net 
railway capitalization on that date was $16,401,000,000, or two 
billion dollars less than the property investment account. 

“Fifteen years ago,” he continued, “under the administration 
of Theodore Roosevelt, if anybody had proposed to have adopted 
the total capitalization of American railroads, including all 
stocks and bonds outstanding, water and all, as the basis on 
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which to compute or determine the reasonableness of railroad 
rates, the proposition would have been hooted from one end of 
the country to the other.” 

Mr. Thorne said the Commission should consider all the 
principal elements of value under the law of the land in de- 
termining the aggregate value, and that it should consider all 
the data it has available. 

E. G. Buckland, representing the New Haven system, said 
those roads approved the position taken by Mr. Thom as to 
the use of the property investment account, but that in the cases 
of the New York, New Haven & Hartford and the Central New 
England the valuation data was sufficiently complete to justify 
its use in determining the value of those properties in the 
present instance. As to the Maine Central, the Bangor & Aroos- 
took and the Rutland roads, he said they were ready to co- 
operate with the Commission on the data it had in arriving at 
valuations on those properties. 

Chairman Clark, in closing the hearing, thanked those who 
had made statements. 


RULES OF PRACTICE 


The Trafic World Washington Bureau 


In two orders promulgated March 22 the Commission es- 
tablished rules for guidance of complainants in proceedings be- 
fore it. In the first order it notified complainants that in all 
cases in which they asked for reparation on account of things 
done during federal control] it had substituted, or would substi- 
tute, the name of W. D. Hines as agent of President for him as 
Director-General of railroads. It did that with his consent. This 
substitution will apply on complaints filed within one year from 
the end of federal control wherein reparation for things done 
under federal control is requested. 

In complaints asking rates for the future, all carriers in- 
volved must be named, whether the complaint was filed before 
or after federal control. If defendants added under this rule 
do not ask for additional hearing or rehearing within twenty 
days the Commission will assume they are satisfied with the 
record as made. In complaints for reparation prior to federal 
control, all carriers must be named, but Hines, neither as Direc- 
tor-General nor as agent, will be a necessary party. In com- 
plaints asking only for reparation for things done under federal 
control, Hines as agent is the only necessary party. In complaints 
asking rates for the future, only the carriers are necessary. 

In complaints asking for reparation for things done under 
federal control and rates for the future, all carriers and Hines 
as agent will be necessary parties. 

The rules are as follows: 


“The Commission having under consideration Section 206 of 
the Transportation Act, 1920, and the Proclamation of the Presi- 
dent, dated March 11, 1920, wherein he designated Walker D. 
Hines, Director-General of Railroads, as the agent referred to 
in said Section 206; and said Walker D. Hines having consented 
to and requested the substitution of himself as such agent for 
himself as Director-General of Railroads in all reparation claims 
of the character described in subdivision (c) of said section 206, 
pending at the termination of federal control as provided in 
subdivision (d) of said section, or upon which complaints pray- 
ing for reparation may have been or may be filed with the Com- 
mission within one year after the termination of federal control 
as provided in subdivision (c) of said section. 


“It is ordered, That in all proceedings before the Commission 
upon complaint praying for reparation for any cause set forth 
in subdivision (c) of said section 206, which were pending at 
the termination of federal control, or which have been or may 
be filed with the Commission within one year after the termina- 
tion of federal control, as provided in said section 206, whether 
said complaints be formal or informal, or filed as applications 
upon the special docket, wherein said Walker D. Hines, Director- 
General of Railroads, is named as a defendant, the said Walker 
D. Hines, Director-General of Railroads, as agent, be and he here- 
by is substituted as a defendant in the place of himself as Di- 
rector-General of Railroads, for all intents and purposes of said 
section 206. 

“It is further ordered, That this order be and it hereby is 
made a part of each such proceeding, and that a copy of this 
order be filed in the docket of each such proceeding.” 

The second order, concerning procedure to be followed as 
to causes of action arising out of federal control, is as follows: 

(1) Except as hereinafter provided, proceedings upon causes 
of action arising out of federal control will be governed by the 
Commission’s Rules of Practice, in so far as applicable. 

(2) Attention is directed to subdivisions (a), (c), (d), (e) 
and (f) of Section 206 of the Transportation Act, 1920: 


(a) Actions at law, suits in equity and proceedings in admiralty, 
based on causes of action arising out of the possession, use or opera- 
tion by the president of the railroad or system of transportation of 
any carrier (under the provisions of the Federal Control Act, or of the 
Act of August 29, 1916) of such character as prior to Federal control 
could have been brought against such carrier, may, after the termi- 
nation of Federal control, be brought against an agent designated by 
the President for such purpose, which agent shall be designated by 
the President within thirty days after the passage of this Act. Such 


Vol. XXV, No. 13 


actions, suits or proceedings may, within the periods of limitation 
now prescribed by the State or Federal statutes, but not Jater than 
two years from the date of the passage of this Act, be brought in any 
court which but for Federal control would have had jurisdiction of 
the cause of action had it arisen against such carriers. 

(c) Complaints praying for reparation on account of damage 
claimed to have been caused by reason of the collection or enforce- 
ment by or through the President during the period of Federal con- 
trol of rates, fares, charges, classifications, regulations or practices 
(including those applicable to interstate, foreign or intrastate traffic) 
which were unjust, unreasonable, unjustly discriminatory or unduly 
or unreasonably prejudicial, or otherwise in violation of the interstate 
Commerce Act, may be filed with the Commission, within one year 
after the termination of Federal control, against the agent designated 
by the President under subdivision (a), naming in the petition the 
railroad or system of transportation agianst which such complaint 
would have been brought if such railroad or system had not been 
under Federal’ control at the time the matter complained of took 
place. The Commission is hereby given jurisdiction to hear and 
decide such complaints in the manner provided in the Interstate 
Commerce Act, and all notices and orders in such proceedings shall 
be served upon the agent designated by the President under sub 
division (a). ; ; 

(d) Actions, suits, proceedings and reparation claims of the 
character above described pending at the termination of Federal con- 
trol shall not abate by reason of such termination, but may be 
prosecuted to final judgment, substituting the agent designated by the 
President under subdivision (a). : <4 

(e) Final judgments, decrees and awards in actions, suits, pro- 
ceedings or reparation claims, of the character above described, 
rendered against the agent designated by the President under sub- 
division (a), shall be promptly paid out of the revolving fund created 
by section 210. 

(f) The period of Federal control shall not be computed as a 
part of the periods of limitation in actions against carriers or in 
claims for reparation to the Commission for causes of action arising 
prior to Federal control. 


“(3) On March 11, 1920, the President, under the provisions 
of Section 206 of the Transportation Act, 1920, designated Walker 


D. Hines, Director-General of Railroads, and his successor in. 


office, as the agent provided for in that section. The Commis- 
sion, by General Order dated March 18, 1920, substituted Walker 
D. Hines, Director-General of Railroads, as Agent, for Walker 
D. Hines, Director-General of Railroads, in all proceedings before 
the Commission upon complaints praying for reparation for any 
cause set forth in subdivision (c) of said Section 206, which 
were pending at the termination of federal control, or which 
have been or may be filed with the Commission within one year 
after the termination of federal control, as provided in said sec- 
tion 206, wherein said Walker D. Hines, Director-General of 
Railroads, was or is named as a defendant. 

(4) If in any complaint so pending the complainant alleges 
that the rates, fares, charges, classifications, regulations, or prac- 
tices complained of are (or) (and) will be in violation of any 
provision of the Interstate Commerce Act and seeks relief there- 
from for the future, and the carriers over whose lines the rates, 
fares, charges, classifications, regulations or practices complained 
of apply are not already defendants, the complainant should 
promptly file with the Commission a supplemental complaint 
containing appropriate allegations and naming said carriers as 
additional defendants, together with copies of the supplemental 
complaint in sufficient number for service upon all parties to 
the proceeding, including the new defendants named, and also 
3 additional copies for the use of the Commission. Service 
thereof will be made by the Commission. If within 20 days after 
such service the new defendants do not notify the Commission 
of their desire for resetting of a hearing already set, or for 
further hearing if hearing has already been had, it will be under- 
stood that no resetting or further hearing is desired. 

“(5) Where the complaint seeks only reparation for a 
cause of action arising prior to federal control the participating 
carrier or carriers must be made parties defendant, but neither 
the Director-General nor the agent designated by the President 
is a necessary party. 

“(6) Where the complaint seeks only reparation for any 
cause set forth in subdivision (c) the agent designated by the 
President is the only necessary party defendant, but the carriers 
whose railroads or systems of transportation were under federal 
control and over which the rates, etc., applied, should be speci- 
fied in an appropriate place in the body of the complaint. (See 
Form 6, Rules of Practice.) 

“(7) Where the complaint seeks only the establishment of 
rates for the future the individual carriers must be named as 
defendants. Neither the Director-General nor the agent desig- 
nated by the President should be so named. 

“(8) Where the complaint seeks reparation for any cause 
set forth in subdivision (c) and also the establishment of rates 
for the future, both the agent designated by the President and 
the carriers should be named as defendants.” 


CINCINNATI TERMINAL OPERATION 


Co-ordination of terminal operation in the Cincinnati district 
will be continued permanently, with John A. Morris in chargé 
acting as chairman of the Cincinnati terminal operating commit- 
tee, representing all of the initial lines. This decision was 


reached at a meeting of railroad officials representing all 0 
the roads entering the Cincinnati terminals. 


Samples of The Daily Traffic World may be had for 
the asking. 
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March 27, 1920 


N. I. T. L. MEETING 


(By a staff correspondent at St. Louis) 


The National Industrial Traffic League closed its spring 
meeting at St. Louis the afternoon of March 19. Following was 
the report of the freight claims committee, J. H. Beek, chairman, 
in addition to that printed in the Traffic World of March 20: 

“There has been very little that the freight claims commit- 
tee could do since its appointment early in December of last 
year. The railroads were at that time under federal control. 
year. The railroads were at that time under federal control. We 
think it is conceded that the payment of claims for loss and dam- 
age during the period of federal control has been in the main very 
satisfactory. The committee has been concerned, therefore, mostly 
with what arrangements would be made for the settlement of 
claims for loss and damage arising under federal control and 
filed with the carriers after the roads had been returned to their 
owners. 

“The chairman of the committee while in Washington in 
December discussed this matter with Mr. J. J. Hooper, freight 
claim agent of the Southern Railway and chairman of the con- 
ference committee of the American Railroad Association, and 
with Mr. Max Thelen, director of public service, and urged upon 
both of them, that if possible, the settlement of claims arising 
under federal control should be handled by the freight claim 
agents of the several railroads in exactly the same manner as 
they had been under federal control. He also took the matter 
up with Hon. J. J. Esch, chairman of the committee on interstate 
and foreign commerce of the House, explained the whole sub- 
ject to him in detail, and urged him to make provision in what- 
ever legislation was finally passed for the prompt payment of 
all just claims arising under federal control. We are of the 
opinion that section 202 of the “Transportation act, 1920,’ covers 
this subject as specifically as is necessary. 

“During the months of January and February the chairman 
of the executive committee, Mr. H. C. Barlow, and the chairman 
of this committee had several conferences with various officials 
of the United States Railroad Administration upon the subject 
of loss and damage elaims. On February 18 they called upon 
Mr. Koplin, assistant to Mr. Underwood, the attorney for the 
department of claims, and Mr. John H. Howard, manager claims 
and property section for the United States Railroad Administra- 
tion, and went over the matter with them at length. A tentative 


' plan then under consideration by the United States Railroad Ad- 


ministration for the handling of claims was submitted to us, 
which, if adopted, would in our opinion prove very satisfactory. 
The plan, however, had not been definitely adopted and we were 
requested not to make it public. At the close of the conference 
both Mr. Barlow and the chairman of your committee were of 
the opinion that satisfactory arrangements will be made for 
the settlement of all meritorious claims with as little delay as 
possible. 

“On February 28 the chairman of this committee telegraphed 
Mr. John H. Howard, manager claims and property section, as 
follows: 

If definite plans for settlement of claims arising under Federal 
control have been completed please write me explaining it fully, 
earliest possible moment. Am compiling report for meeting National 


Industrial Traffic League, St. Louis, March 17 and 18. Have you any 
suggestion you would like me to incorporate? 


“Under date of March 5 the following reply was received 
from Mr. Howard: 


Your wire. Definite plans for settlement of claims not yet com- 
pleted. Have no suggestions at this time to offer. 


“Your chairman has discussed this whole subject within the 
past few days with the freight claim agents of two of the lead- 
ing carriers in the western territory, and both of them expressed 
the opinion that claims for loss and damage arising under fed- 
eral control would be handled in a satisfactory manner and paid 
as promptly as heretofore. 

“A meeting of the freight claim agents, members of the 
Freight Claim Agents’ Association, the official organization 
through which the freight claim agents acted prior to federal 
control, was held in Chicago on March 10. Your chairman is 
expecting advice within a day or two as to what action, if any, 
was taken of interest to this committee. 

“It is due the members of the freight claims committee for 
your chairman to state that this report is a personal report 
tather than a committee report. While he has endeavored to 
keep in touch with members of the committee by letter, no meet- 
ings of the committee have been held, nor it has not bten pos- 
ma to submit this report to the members for criticism or amend- 

nt. 

“Under the more favorable conditions of private manage- 
oon Which now exist, your committee hopes to do more effective 

Inland Waterways 


The executive committee presented the following report 
relative to the report submitted by the inland waterways com- 
Mittee at the annual meeting held at Chicago, November, 1919: 
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“At the recent annual meeting the report of the committee 
on inland waterways was referred to the executive committee 
for further consideration. 

“The executive committee, at a recent meeting, approved 
the report, with the understanding that the recommendations in 
general apply to inland waterways of the United States only; 
further, that paragraph two applies to port-to-port traffic. The 
report as amended follows: 


This committee is unanimous in the belief that inland water trans- 
portation is a vital necessity in the growing needs of this country, 
and its development and progress should be assisted and furthered in 
every practicable way. 

In giving conideration to the improvement and rehabilitation of 
our inland waterways, the issue as it presents itself to us divides 
itself into five fundamental questions, the solving of which, we believe, 
is absolutely necessary in making the great inland waterways of the 
pa ee States commercially profitable. We therefore recommend as 
ollows: 

1. That the channels be improved and maintained by the Fed- 
eral or State governments, or both. 

. The establishment of free competition among boat operators, 
with no interference of Federal or State bodies in the fixing or regu- 
lation of their rates. (Applies to port-to-port traffic.) 

: 3. That legislation be favored, looking to the establishment of 
joint through rail and water, and rail, water and rail rates, so far 
as may be consistent, which shall reflect the economies of the water 
haul in such joint movement. : 

That the fullest use be made of existing terminals, and con- 
struction of new terminals where needed. 

q dequate and up-to-date terminal equipment and facilities for 
the loading and unloading of freight. 

: Little explanation of the above is necessary. Federal and State 
improvement and maintenance has always been the practice and 
further improvement and development should be encouraged. The 
inability to regulate all water carriers, for example, tramp boats, makes 
the regulation of others impracticable, and where development is de- 
sired there is danger of stifling it by regulation. Terminals of an ade- 
quate nature, equipped with up-to-date labor and expense saving de- 
vices for handling and transferring freight, are essential to economical 
and profitable water transportation. One main reason for the failure 
of water transportation projects to come up to expectations in the 
past has been the lack of terminal facilities and the use of old, inade- 
quate and expensive methods of handling freight. 

_. We further recommend that the government compel the estab- 
lishment of through rail and water routes and joint rail and water 
rates, covering the entire country, so far as practicable, and that rail- 
ways should be compelled to interchange traffic with water lines on 
exactly the same basis as with other rail lines. The institution of 
joint rates and routes with rail lines on a proper basis is essential 
to the development of water transportation. 

This committee is in correspondence and endeavoring to keep in 
touch with different waterway organizations such as the National 
Rivers and Harbors Congress and the Mississippi Valley Waterways 
Association, and so far as possible, to harmonize our views with theirs 
without departing from the established views of our committee or the 
general policy of the League in regard to waterway and rail legisla- 
tion. We feel that a free exchange of views and a close association 
with other organizations interested in waterway development is bene- 
ficial to the general subject and enables all parties involved to keep 
better posted. It is the purpose of this committee to have some mem- 
bers in attendance at all waterway meetings, to represent the League 
and identify it with the proceedings and make report to the General 
Committee of such progress as may be made. 


The report was adopted. 
The committee on inland waterways, R. M. Field, chairman, 
made the following report: 


“The principal question this committee has to bring before 
the League at this time is in regard to the scope of its work. 
The appointment of this committee was authorized by the 
League, and the committee appointed by the president shortly 
after the Pittsburgh meeting in August, 1919. A meeting of the 
committee was held and a short report rendered at the Novem- 
ber meeting, setting forth the views of the committee in regard 
to waterway development, which report was referred to the 
executive committee and approved by it. 


“The question has arisen, however, and it is a serious ques- 
tion, as to how far this committee may function in matters of 
waterway development, which in the main are sectional in 
character. We do not know of any plan for improvement of 
inland waterways that is national in its scope, and under the 
constitution of the League without definite instructions from 
the League itself or from the executive committee, our com- 
mittee is without power to back up or advocate any of these 
projects. 


“There is, of course, this feature to be considered that the 
development of any inland waterways, whether it be the Mis- 
sissippi River, the Ohio River, the Missouri River, or the Great 
Lakes, is more than a sectional proposition and affects the 
United States as a whole. It is manifest that the rail carriers 
of the United States today have more tonnage offered than they 
have freight cars or motive power to handle satisfactorily and, 
therefore, any development of waterways that will afford facili- 
ties for movement of part of this freight by water relieves the 
rail carriers to this extent and leaves more of their facilities 
free for the use of those shippers in other sections who are not 
served by water transportation. If the committee on inland 
waterways is going to be able to function to the extent con- 
templated in the minds of those who proposed the organization 
and appointment of this committee, the League will have to look 
at the matter from this broad viewpoint as expressed above, 
viz., that the development of waterways in different sections of 
the United States is a general plan or policy and not merely 
a combination of different projects for sectional development 
confined to the interests of one section or group of shippers 
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alone. The work of this committee will otherwise be greatly 
restricted and its main usefulness lost in that the committee 
will become merely an avenue for such information as may be 
transmitted by its means, being forced to remain merely passive 
and without power to use the influence of the League in behalf 
of the various meritorious waterway development propositions 
which are so vital to the business interests of the United States 
as a whole. 

“The following letter was addressed by the chairman to the 
members of this committee on January 30, after some correspond- 
ence with President Chandler, and a copy of this letter was sent 
to the president, the chairman of the executive committee and 
the executive secretary: 


Several matters have been referred to the Committee on Inland 
Waterways lately, asking that this committee, as representing the 
National Industrial Traffic League, shall go on record as favoring wa- 
terway projects, sectional in character, such as appropriations for de- 
velopment of inland waterways in different sections of the United 
States. For example, the Newton Bill now before Congress, having 
reference to development work on the Mississippi, Missouri and Ohio 
rivers; a proposition looking to the deepening of the Hudson River to 
permit ocean going vessels to navigate this river as far as Albany; 
a proposition covering the deepening of the St. Lawrence River and 
other work necessary to permit ocean going vessels to come up the 
St. Lawrence River and through the Great Lakes to Chicago. This 
latter being a joint proposal to the Canadian and United States gov- 
ernments for the benefit of shippers in both Canada and United States 


territory. 

I have felt that the League, being a national organization, could 
not properly go on recerd as favoring sectional projects of this char- 
acter, and I wrote to President Chandler setting forth my views in 
this respect, and asking for advice on the subject, inasmuch as this 
committee is working at present without definite instructions from 
the League and without any clear outline of the policy to be pursued 
in such matters, I attach copy of Mr. Chandler’s letter to me of Janu- 
ary 27, and in line with this, I am writing each of you as a member of 
the committee, in order that I may have your views on this subject. 
My personal feeling is that this committee and the League should 
get back of and assist in promoting all meritorious waterway develop- 
ment projects, subject, of course, to the decision of a majority of the 
Committee on Inland Waterways as to what projects of this character 
merit our consideration and what do not. We do not want to take 
action to assist one section of the country in such a manner as might 
result in ‘‘treading on the toes’? of some other section. Without 
definite instructions from the League or the Executive Committee, I 
have felt that up to the present time we could not endorse these 
different projects, although my personal idea is that we should do 
so. I should like to have your views on the subject, and in line with 
my suggestion to Mr. Chandler and his agreement with same, have this 
matter submitted to the League at the next meeting so that it may 
be fully discussed and some definite policy outlined. I am sending a 
copy of this letter to Mr. Chandler and Mr. Freer for their informa- 
tion and to develop any suggestions they may have to offer. 


“Practically all the committee have replied giving their 
views, and it is not practicable to reproduce their replies in de- 
tail. Suffice it to say that the committee is not a unit on this 
subject and the members appear to be fairly well divided as to 
being for or against the proposition of using the League’s influ- 
ence in behalf of different waterway propositions, which, as ex- 
plained, are all sectional in character. 

“The subject is herewith presented to the League with the 
hope that there will be a full and free discussion at the St. 
Louis meeting and that some definite line of policy may be fixed 
for the work of this committee.” * 

The action taken was told in The Traffic World of March 20. 


Diversion and Reconsignment 


The report of the committee on diversion and reconsign- 
ment, H. D. Rhodehouse, chairman, was as follows: 

“Your committee has given careful consideration to the Di- 
version and Reconsigning rules, particularly to the many com- 
plaints regarding the heavy penalties imposed by the application 
of rules 10, 11 and 12. Many of these complaints, however, have 
been made on account of the different interpretations placed by 
the carriers and shippers on these as well as other rules in the 
Diversion and Reconsignment tariffs. 

“The majority of these complaints will be eliminated if 
the Commission gives due consideration to the exceptions filed 
by the complainants in connection with Examiner Smith’s tenta- 
tive report in No. 10457 (see League Circular No. 205), wherein 
they ask that the changes recommended by the Examiner be 
made to apply uniformly throughout the country; that changes in 
tariffs be made so as to eliminate the confliction between Rule 2 
of the Demurrage tariff and Rule 11 of the Diversion and Recon- 
signing tariff, and that the $5.00 charge under Rule 11-C be con- 
demned and a more reasonable charge established. 

“The most vigorous complaints are directed against the 
charge of $5.00 per car assessed under Rules 10 and 12 on cars 
reforwarded or reshipped on a combination of local rates to and 
from the point of reconsignment. Commission’s Opinion No. 
6029 in No. 10585, Natchez Chamber of Commerce vs. Director- 
General and Y. & M. V. R. R., upholds the $5.00 charge under 
Rule 10 on cars reconsigned or reforwarded after arrival at orig- 
inal destination, but before placement for unloading at the com- 
bination of local rates to and from the reconsigning point when 
the through rate from original point of origin to ultimate desti- 
nation does not apply through the point of reconsignment. The 
$5.00 reconsigning charge under Rule 12 on cars placed for un- 
loading at original billed destination and reforwarded therefrom, 
without being unloaded, to points outside of the switching limits 
on a combination of local rates to and from the point of recon- 
signment, was upheld by the Commission in I. and S. Docket No. 
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1050, but your committee is of the opinion that the $5.00 charge 
in each of these cases is unreasonable and should be canceled. 

“We appreciate that any changes in the rules cannot be 
effected without a lengthy case before the Commission, but 
in view of the serious complaints we have received from the 
members and owing to the fact that many railroad officials ad- 
mit that these charges are unreasonable, we recommend that 
the League make application to the Commission to have either 
the $5.00 charge eliminated in each of the above cases or the 
tariffs changed to permit the application of the through rate from 
the original point of origin to ultimate destination plus $5.00 per 
car, providing the through rate applies through the point of re- 
consignment. 

“Question has been raised by League members as to whether 
it would be advisable to attempt to have the reconsignment 
tariffs corrected so as to permit the second reconsignment; in 
case of a bona fide refusal of a reconsigned shipment at the 
destination to which it has been diverted, or in case of insolvency 
of the consignee. is 

“If such changes were made it would lead to abuses, make 
it difficult to determine which cases of refusal were bona fide. 
Your committee recommends that no attempt be made te make 
such changes in the tariffs. 

“The carriers recognize that the rules are being interpreted 
differently by their employes and are collecting data which they 
hope will enable them to agree on interpretations which will be 
applied uniformly by the carriers. In view of this and the 
fact that different interpretations are made by shippers, your 
committee recommends that the League direct them to meet, if 
possible, with a committee representing the carriers under an 
arrangement similar to the one under which the demurrage 
rules are agreed upon and attempt to agree on interpretations of 
the application, definition, conditions and rules and charges of the 
diversion and reconsigning rules, and have such interpretations 
embodied in the tariffs, so that the rules be applied uniformly 
throughout the country.” 

The report was received, no action being taken on it except 
that it was noted that because of the decision of the Commission 
settling that point, it would not be wise now to file a complaint in 
the matter of objectionable $5.00 reshipping charge. 

That part of the report of the committee on express and par- 
cel post (Mr. Harkrader, chairman) which was not published 
March 20 was as follows: 

“There has been complaint of failure of wagon service of 
the American Railway Express Company, necessitating the haul- 
ing of goods to and from depots. It has been suggested that an 
allowance out of the rate should be made where the delivery and 
pick-up service is not performed by the express company. The 
American Railway Express Company says that this is a big ques- 
tion. This matter will be discussed further if the League con- 
siders the subject important. These failures in service did not 
occur under competitive conditions. 

“We have had correspondence in regard to credit arrange- 
ments for payment of express charges. The custom and practice 
in different districts vary. Under section 405 of the new act the 
Commission may prescribe rules and regulations which will pre- 
vent unjust discrimination in this respect. 

“The League’s complaint before the Interstate Commerce 
Commission against the express companies in the matter of the 
time limit of two years for suit has been ably presented. Subse- 
quently the American Railway Express Company in view of the 
Commission’s decision in the Decker case announced that it 
would not decline settlement of claims on account of the two 
year clause. (See League’s Circular No. 197.) Wells Fargo & 
Company and the American Express Company have been adjust- 
ing meritorious claims without regard to the two year clause. 
However, section 206 (f) of the new transportation act reads as 
follows: 


The period of Federal control shall not be computed as a part of 
the periods of limitation in actions against carriers or in claims for 
reparation to the Commission for causes of action arising prior to 
Federal control. 


“Further, section 438 of the act provides: 


Provided, further, That it shall be unlawful for any such common 
carrier to provide by rule, contract, regulation or otherwise a shorter 
period for giving notice of claims than ninety days, for the filing of 
claims than four months, and for the institution of suits than two 
years, such period for institution of suits to be computed from the 
day when notice in writing is given by the carrier to the claimant 
that the carrier has disallowed the claim or any part or parts thereo: 
specified in the notice. 


“Under section 206 (f) of the act quoted under the preced- 
ing heading, claims less than two years old on November 21, 
1918, which have been declined on account of the two year 
clause, may now be reopened. 

“The American Railway Express Company has agreed to 
provide for a period of nine months for filing of claims on export 
shipments. The committee is negotiating for a six month period, 
instead of four, for filing of claims on domestic shipments, the 
same as applies on freight and insured parcel post shipments. 
Section 438 of the new act does not extend the four month 
period. 
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“The committee has under consideration with the American 
Railway Express Company the matter of the adoption of a form 
for the support of concealed loss and damage claims on express 
shipments. 

“The committee is still receiving complaint that the old ex- 
press companies are now unwilling to settle claims in accordance 
with the principles of rule 9-B, which was made effective August 
1, 1918. Vice-President Elliott of the American Railway Express 
Company wrote the Interstate Commerce Commission on Decem- 
ber 30, 1919, as follows: 


I submitted the matter to General Counsel Harrison and he 
replies that while he has a distinct recollection that he advised your 
Mr. Keane in March, 1918, as stated, and that the express companies 
followed the practice of settlement named while conducting an express 
business, it is another matter as to whether the old companies desire 
to continue the application of such settlements after they ceased to 
do a transportation business. 


“We are hopeful of getting the old companies, except the 
Adams and Southern, to live up to this agreement. 

“It is believed that the new system of express waybills and 
receipts which went into effect on December 1 and the packing 
requirements which were effective December 10 are working sat- 
isfactorily. 

“The executive committee recently placed parcel post mat- 
ters in charge of this committee. Parcel post claims and parcel 
post shipments to Cuba are now under consideration.” 


Export and Import Traffic 


The following report was made by C. J. Austin, chairman 
of the committee on export and import traffic: 

“Demurrage and Storage Charges at Seaboard on Export 
Traffic—(a) The matter referred to the committee at the Chi- 
cago meeting which had been covered by a special committee of 
which Mr. Sangster was chairman, and had to do with the 
negotiations between the Railroad Administration and the steam- 
ship lines on through bills of lading, was brought to a success- 
ful termination and has since been made a matter of record 
through the League’s publications to its members. In effect we 
now have an arrangement whereby on through bills of lading 
shippers may know exactly what the charges are from point of 
origin to destination, and it occurs to me that no greater sub- 
ject of a general character, in which the League has had any- 
thing to do with, has been brought to a more successful con- 
clusion. The original committee having this in charge which 
carried the negotiations up to turning same over to this com- 
mittee is entitled to the thanks of the entire League. 


“Three Per Cent War Tax on Transportation Charges—(b) 
The application of the interpretations of the three per cent tax 
on transportation was referred to this committee and particular 
attention has been given to same through several interviews 
with the authorities in Washington. We were fortunate enough 
to succeed in getting the modification of the former regulations 
which now permit shipments to move from points in the United 
States to points in Canada and Mexico on a through bill of 
lading exempt from all taxation. Prior to this modification ship- 
ments moved to the border of the foreign country and were 
there subject to rebilling and the tax up to the border. We 
were also successful in having a clause inserted in the modifica- 
tion which permits the filing of temporary exemption certificates 
at the port of embarkation by the shipper who pays the freight. 
In many instances this is of great value to the shipping public. 
The committee has also had up with the same authorities the 
question of the modification of the application of the tax on 
traffic which moves through transit points and is subject to the 
milling-in-transit rules. A great many transit tariffs, as they 
how read, are not at all alike, and it frequently occurs that the 
assessment of the tax on the raw products from the point of 
origin to the transit point different methods are employed fol- 
lowing the different tariffs. We requested that a modification 
be made that where there are through rates in effect from point 
of origin to destination and these rates are protected there 
should be no assessment of the tax in the event of the freight 
being for export. The department at Washingion, nowever, feel 
that the present rules should stand, although being willing to 
take the matter under consideration. It may be possible that 
another meeting will be held before the St. Louis meeting of 
the League in March, but of that I am not certain. 


“As to the general proposition taken as a whole with which 
we were requested to consult with counsel, beg to say that the 
committee, as a committee, has not availed itself as yet of the 
opinion of counsel, due to the fact that we had some of these 
matters in process of adjustment and did not want to do any- 
thing until they were out of the way. It will be fair, however, 
to state that it is our opinion that the League should actively 
join with other interests that are now at work with the congres- 
Sional committee having the matter in charge, looking toward 
a general revision of the internal revenue laws, on the grounds 
that they absolutely need revision and, further, that it is our 
understanding that the same committee of Congress that framed 
the bill originally never intended that it should be applied as 
it is on export traffic or traffic in the course of exportation, 
and, further, the Constitution of the United States says you 
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cannot tax exports. Your committee now respectfully requests 
permission to take this step. 

“Proposed Storage Charges on Export Freight at Philadel- 
phia and Other Points—(c) There has come before the com- 
mittee the request to oppose the application of what is known 
as the Philadelphia and Richmond application to raise storage 
rates on export freight. This was successfully done on the 
grounds that if any changes should be made they should be 
uniform at all north Atlantic ports. 

“Unification of Terms Used in Export Traffic—(d) The at- 
tention of the committee was brought to the advisability of the 
League taking some action in regard to the unification of terms 
used in export traffic. 

- “There was forwarded to the League office at Chicago, under 

date of January 27, a pamphlet which was the result of 
conference of various trade bodies held at the New York Pro: 
duce Exchange, which defined export quotations and general 
recommendations to be used as a standard of American export 
practice, and it is the hope of that conference that the recom- 
mendations will receive such adherence on the part of American 
producers and distributers as to make them in fact a standard 
American practice, and it is therefore expected that in due time 
they will receive the sanction of legal authority. 

“Traffic Circular No. 1, Issued by United States Shipping 
Board—(e) The attention of the committee was called to the 
Traffic Circular No. 1 issued by the United States Shipping 
Board, containing tariff regulations, and the committee was 
asked to make suggestions and criticism prior to January 30. 
Inasmuch as the circular was received Janudry 26, no oppor- 
tunity was had to consider same by the committee. 

“Export vs. Domestic Rates—(f) There was referred to the 
committee the question of export vs. domestic rates, and it was 
felt this subject frequently involved conflicting interests and 
seemed to be one that should be handled by interested individual 
interests. However, the chairman of this committee, in connec: 
tion with the executive secretary of the League, at the request 
of the Southern Pine Association, appeared before the Division 
of Traffic and Public Service in Washington, and the executive 
secretary read the resolution adopted at New Orleans last year 
regarding this subject, which was in effect that the National 
Industrial Traffic League indorses the present plan of making 
lower rates on export traffic than on domestic traffic when such 
rates are necessary to enable industries in the United States 
to compete in foreign markets. The result of this conference 
is not available as yet. 

“Ship Mortgage Bill—H. R. 8873 and 9419—(h) There was 
referred to this committee H. R. 8873, known as the ship mort: 
gage bill. This matter was turned over to Mr. F. H. Price of 
the committee and will have to be made the subject of a later 
circular or left to the meeting at St. Louis. 

“Through Bills of Lading-—(i) The attention of the chair- 
man of the committee was called to the question of a continu- 
ance of the present arrangement of issuing through bills of 
lading after the roads are returned to private control. The sub- 
ject was circularized among the members of the committee and 
the consensus of opinion was that nothing should be done until 
the roads would go back to private ownership. 

“In H. R. 10453, which is known as the railroad bill, com- 
mencing on page 114, the interstate commerce act is amended 
to the extent of making provision, under certain conditions, yet 
to be worked out, a compulsory issuance of a through bill of 
lading and, assuming that this amendment is carried out, it 
would seem to the chairman of the committee at least ample 
opportunity will be given the shipping public to put before the 
Interstate Commerce Commission their views as to the regula- 
tions and rules that the Commission will be obliged to put out 
in compliance with this amendment and which, if fulfilled, should 
practically take care of all shipments destined or requested to 
be moved under a through bill of lading.” 

Mr. Price not being in attendance, the matter of the ship 
mortgage bill was sent back to the committee for further con- 
sideration. The rest of the report was adopted. 


Legislative Committee 


U. S. Pawkett, chairman, made the following report of the 
legislative committee: 

“Liability of Telegraph Companies—At the annual meeting 
of the League in November, 1919, the Legislative Committee re- 
ported recommendation that the League urge enactment of 
legislation that would make the telegraph companies fully liable 
for default on unrepeated messages caused by the telegraph 
companies’ negligence, and the report and recommendation of the 
committee was adopted. This subject was given further con- 
sideration by the Legislative Committee and recommendation 
made to the Executive Committee at meeting January 8, that the 
League’s attorney be requested to look into the matter and re- 
port such amendment to existing law or prepare such new bill 
for legislative action as to bring about the application of ade- 
quate liability of telegraph companies. The subject was referred 
back by the Executive Committee for further consideration and 
report at the spring meeting. 

“The act to regulate commerce provides that different classes 
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of service may be offered by the telegraph companies and differ- 
ent rates charged according to the different classes of repeated 
and unrepeated massages, etc., but is silent as to liability, leaving 
only such law or rule as may be otherwise provided to cover 
that feature. It has not been possible to get an expression from 
the entire committee as it was referred back, but the view seems 
to be that the recommendation made to the Executive Commit- 
tee be affirmed and that necessary action be taken to secure 
amendment to existing law which will provide proper measure 
of liability. Suggestion made by one member of the committee 
that a law which would compel telegraph companies to become 
an absolute insurer of the accuracy of all telegrams would re- 
sult in material inereases, but agreeing at the same time that 
50 per cent extra charge for repeating is entirely too high and 
should not be more than 10 per cent. The League’s attorney, 
Mr. Walter, has furnished opinion to the effect that in his judg- 
ment the United States Supreme Court will adhere to its former 
decision, and in the Bowman and Bull case reverse the decision 
of the Illinois Supreme Court, and that the League should take 
no action in so far as that or similar cases is concerned. In this 
opinion the committee concurs, but repeats its original recom- 
mendation to the Executive Committee. 

“Iten Biscuit Company’s Case—The committee has given 
consideration to decision of the Commission in this case, Docket 
9163, 53 I. C. C. 729, in which the Commission laid down a gen- 
eral rule that reparation would not be awarded in the absence of 
proof by the complainant that actual damage had been sustained. 
The decision further, in effect, gives standing to the application 
of higher rates from a point or points through which business 
may move from more distant points than apply from such further 
removed points, which in itself is a violation of the fourth sec- 
tion. The League’s attorney, Mr. Walter, expresses the opinion 
that the questions involved are of such vital importance that it 
should be tested out in the courts, believing the Commission’s 
decision to be wrong, that the courts will so hold and that the 
Commission will not reverse its position. The eommittee con- 
curs in this view and recommends that efforts should be made to 
secure a reversal of the decision through the courts if necessary. 
Upon request of the committee Mr. Walter has been requested to 
advise what steps are necessary to undertake to secure a reversal 
of the Commission’s decision through the courts and what would 
be the approximate cost of prosecuting the case. The informa- 
tion has not been received, but will possibly be in hand by the 
first day of the spring meeting. 

“Prohibiting Issue of Attachment, Etc., for One Year—H. B. 
10368—The committee has considered House Bill No. 10368, by 
Mr. Sims, which bill has for its object the prohibiting the issuing 
of any attachment, execution, order of sale, or other process, 
mesne or final, upon or against the property of any railroad 
company subject to the act, used, or necessary to be used by such 
railroad company as a common carrier engaged in general trans- 
portation, but providing that actions at law or suit in equity 
may be brought and judgments rendered as now provided by law. 
The committee recommends that the enactment of this bill be 
strongly opposed by the League. There would seem to be no 
good and sufficient reason for the enactment of such a law, legis- 
lation already having sufficiently cared for the necessities of the 
railroads. Attention is called to the further fact that in some 
of the states the law provides that executions shall issue and 
levy be made within one year else the judgment becomes of no 
force. Should the bill become law it would create a situation 
not to be justified, practically voiding many state court judg- 
ments and delaying litigants in the collection of just claims.” 

The part of the report referring to the Iten case was referred 
to the executive committee. The rest of the report was adopted. 

J. W. Tomkins, chairman of the Special Committee on 
Claims Resulting from Intensive Loading, reported progress. 
The committee was continued and was instructed to confer with 
the American Railroad Association. 


Car Distribution 


Mr. Rhodehouse offered a resolution, which was adopted, 
for the appointment of a special committee to confer with the 
car service commission of the A. R. A. and the Interstate Com- 
merce Commission, with a view to obtaining the maximum 
utilization of freight car equipment, and offering the co-operation 
of the League. 

An increase of membership to 735 was reported as com- 
pared with 681 reported at the preceding meeting. 

It was reported to the meeting by several members that 
they had heard that Canadian lines, because of the rate of 
money exchange, were refusing to accept prepayment of freight 
on shipments to the United States. Others reported that some 
of the roads in this country were requesting prepayment on 
shipments into Canada. The executive secretary was instructed 
to ascertain the facts. 


; Reduced Rates 
A resolution offered by C. L. Bishop was adopted, instruct- 
ing the executive secretary to confer with the Interstate Com- 
merce Commission with a view to seeing if something could not 
be done to bring to a conclusion proposed rate reductions that 
were pending when the roads were restored to their owners 
and now have been dropped. 
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Mr. Webster of Dayton offered a resolution, which was 
adopted, looking toward some arrangement, if possible, with 
the Commission so that shippers may have, in the period be- 
tween now and September 1, equal right with the carriers in 
the matter of reduced rates and may make application for such 
reductions when there is delay by the carriers. 

Charles Rippin, chairman of the Commitee on Car Demur- 
rage and Storage, recommended, as the rate of storage to be 
recommended by the League in conference with the A. R. A., a 
charge not exceeding one cent a hundred pounds a day for the 
first fifteen days, two cents a day after the first fifteen days, 
and a minimum charge of twenty-five cents. That rate would 
be somewhat higher than the commercial rate. The report was 
adopted. 

Report on Railroad Bill 


Following was the report of the executive secretary for the 
executive committee on the subject of railroad legislation, 
adopted by the League: 

“This subject has been continuously before the members of 
the League since the annual meeting in Cincinnati in November, 
1918. It will be recalled that at that meeting, which was held but 
a few days after the signing of the armistice, the League adopted 
resolutions expressing opposition to government ownership or 
operation of railroads, advocating the passage by Congress of 
additional legislation to govern the regulation of the carriers 
upon their return to private operation, and instructing the presi- 
dent to appoint a special committee to study the subject and 
recommend to the executive committee the legislation which 
the League should favor. 

“Reports of the recommendations made by the special and 
executive committees and of the statements presented to the 
Senate and House committees by your president have been sub- 
mitted to the members from time to time, and these reports have 
been approved by the members by action taken at the Milwaukee, 
Pittsburgh and Chicago meetings in 1919. 

“The railroad bill as passed by the House was substantially 
in conformity with the views of the League, except as to its 
labor provisions, while the bill as passed by the Senate was radi- 
cally different, and, on the whole, was quite unsatisfactory to 
the League. The House bill as amended by the Senate was re- 
ferred to a joint conference committee which labored earnestly, 
conscientiously and without regard to politics to agree upon some 
legislation which would best meet the needs of the country, and 
which, even if far from perfect, might provide for the orderly 
return of the carriers to their owners, give them reasonable pro- 
tection in shape of a government guaranty while they were build- 
ing up their organizations and adjusting themselves to the new 
conditions, and furnish to the Commission more complete author- 
ity and more definite directions to enable it to properly regulate 
the carriers in the public interest. 

“When your executive secretary was appointed, it was the 
opinion of the executive committee that the interests of the 
League should be kept before the conference committee and it 
was therefore decided that he should go to Washington and re- 
main until the railroad bill was disposed of, there to do whatever 
was possible to secure legislation which would most nearly meet 
the views of the League. Accordingly the executive secretary 
spent five weeks in Washington on this work. The president, 
chairman of the executive committee, and various members of 
that committee were also in Washington from time to time dur- 
ing that period, and it can be stated that everything possible was 
done to protect your interests. Except for the labor and rate- 
making sections of the bill, the conferees were able to reach an 
agreement which, on the whole, was quite satisfactory to us. In 
the labor section the Senate conferees were insistent on some 
anti-strike clause and this was also desired by the League. How- 
ever, canvass of the House showed the impossibility of passing 
such legislation, and a compromise provision was agreed upon. 
This was bitterly fought by organized labor, apparently for the 
reasons that it gave the public a voice in the settlement of wage 
controversies and that it permitted one hundred or more unor- 
ganized employes to have their grievances heard. Though this 
labor section was not as strong as we desired, the passage of it 
in the House over the violent opposition of organized labor, was, 
in my opinion, a most gratifying sign. With respect to the rate- 
making section we were on record as strongly opposing the fix- 
ing of rates to yield a specified rate of return and the recapture 
from the more prosperous carriers of a percentage of the excess 
earnings over such rate of return. As the Senate conferees re- 
fused to yield on the principle of this section, it was finally 
agreed to by the conferees in a modified form. 

“When this situation had developed, the executive commit- 
tee held a special meeting in Washington, at which time the el- 
tire subject was carefully considered, and by a majority vote the 
following statement was adopted and transmitted to the mem- 
bers of the joint conference committee: 


The executive committee of the National Industrial Traffic League 
has carefully considered your report on railroad legislation which is the 
result of your earnest efforts to harmonize the two bills passed by the 
different branches of Congress. Without abandoning the position hereto- 
fore taken by the League on this subject, and while not approving 
certain features of your report, we believe that in the interest of al 
concerned it is vitally necessary that some legislation be passed 
immediately, and that, to accomplish this result, it would be better 
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March 27, 1920 


he Congress to adopt your report than to pass no legislation safe- 


pe ee the return of the railroads to private control on March 1. 


Ge are convinced that changes in this legislation will later be found 


necessary in order to deal fairly with all interests concerned, but these 
can be taken care of in the future by such amendments as experience 
may warrant. If it will be helpful to you in the present situation you 
are at liberty to use this communication in any way that you see fit. 


“In answer to the above communication, the following was 
received from Chairman Esch of the House committee: 


Your letter of February 18 advising me as to the views of the 
executive committee of the National Industrial Traffic League with 
reference to the pending bill, just received. I am very much gratified 
to learn the attitude of your League. I believe that the only wise 
course to pursue is to get the bill through the House at the earliest 
possible date. Should experience demonstrate weaknesses in our bill 
in any particulars the bill can always be amended. I can make good 
use of your letter and thank you for sending the same. With kindest 
regards and hoping that favorable action may be taken tomorrow, I 


remain. 


“Like all compromise measures, the result of the conference 
committee’s work was not wholly satisfactory to anyone, includ- 
ing the conferees, but it was unquestionably the only legislation 
which could be enacted at the time, and it was very desirable, if 
not absolutely essential, that some legislation be had before 
March 1, when, by the President’s proclamation, federal control 
would terminate. The fact that the bill as finally adopted was 
not entirely satisfactory to any interest may perhaps indicate 
that it reasonably measures up to the standard of legislation for 
the benefit of the whole people without unduly favoring any in- 
terest. Congressman Johnson of South Dakota said during the 
debate in the House: 


None of us are satisfied with the conference report as it stands. 
The carriers do not like it, the employes are opposed to it, and the 
public doubtful of it. That fact alone, to my mind, does more to prove 
the fairness of the conference report than any other one thing. 


“Notwithstanding the failure to secute legislation which, in 
every particular, meets the views of the League, the executive 
committee is persuaded that the action which has been taken by 
it and by the executive secretary was for the best interests of 
the League, under all the circumstances found to exist, and there- 
fore respectfully asks that the members now signify their ap 
proval by adopting this report. 

“In conclusion it should be said that, regardless of differ- 
ences of opinion, respecting the wisdom of certain features of this 
legislation, it is now the privilege and the duty of the League 
and each of its members to accept it cheerfully, and do our 
utmost to see that it is given a fair trial. To that end we have 
already advised the Commission and the associations represent: 
ing the railroads of our earnest desire to co-operate with them 
and with other interests in working out the problems which may 
arise under the new conditions. As recently stated by Commis- 


sioner Clark: 


The degree of success of the new law will be in direct proportion 
to the extent of co-operation in good faith between the shippers, the 
carriers, the state commissions and this Commission, 


PORT WAREHOUSE FACILITIES 


The Trafic World Washington Bureau 


The House committee on interstate and foreign commerce 
heard members of a delegation from Minnesota, March 22, in 
support of the Anderson bill authorizing the Interstate Com- 
merce Commission to investigate warehouse facilities at Atlan- 
tic, Pacific and Gulf ports and if they are found inadequate to 
require the carriers to provide such facilities. 

Commissioner Jacobson, of the Minnesota commission, which 
has been advocating passage of such a measure for some time, 
said that grain and other products of the soil were stored in 
cars at the ports and that this added to the car shortage. The 
purpose of the proposed law is to prevent the use of cars for 
storage purposes while they are needed to move agricultural 
products from the fields. 


OCEAN FREIGHT RATES 


The Traffic World Washington Bureau 


Officials of the United States Shipping Board said March 20 
that the board had no intention of requiring common carriers 
by water in foreign commerce to file their freight rates with it, 
as had been reported. The erroneous reports resulted from a 
misconstruction placed on action of the division of regulations in 
submitting to the board for approval revised tariff regulations 
applicable to common carriers by water in interstate commerce. 
_ H. E. Manghum, head of the division of regulations, which 
1s the division of the board having regulatory powers over com- 
mon carriers by water in interstate commerce, has requested the 

rd to act on the proposed regulations, which will become ef- 
fective when approved. Copies of these regulations have been 
available for some time and have been sent to interested persons 
with the request that suggestions as to changes or modifications 

made. 

The reports that the board would require océan carriers in 
foreign commerce to file their rates, caused considerable discus- 
8l0n among representatives of steamship companies as to whether 
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the board had that power under the shipping act of 1916. The 
act gives specific power as to regulation of rates applicable to in- 
terstate commerce by water and common carriers handling this 
commerce filed tariffs with the division of regulations. 

Section 21 of the shipping act was quoted in support of the 
statement that the board would now extend its regulatory power 
over ocean freight rates. This section reads as follows: 

That the board may require any common carrier by water, or 
other person subject to this act, or any officer, receiver, trustee, 
lessee, agent or employe thereof, to file with it any periodical or 
special report, or any account, record, rate or charge, or any memo- 
randum of any facts and transactions appertaining to the business of 
such carrier or other person subject to this act. Such report, account, 
rate, charge or memorandum shall be under oath whenever the board 
so requires, and shall be furnished in the form and within the time 
prescribed by the board. Whoever fails to file any report, account, 
record, rate, charge or memorandum as required by this section shall 
—S to the United States the sum of $100 for each day of such 

efault. 

Whoever willfully falsifies, destroys, mutilates or alters any such 
report, account, record, rate, charge or memorandum shall be guilty 
of a misdemeanor and subject upon conviction to a fine of not more 
than $1,000, or imprisonment for not more than one year, or both 
such fine and imprisonment. 


Counsel for steamship companies construe this section as 
giving the board “inquisitory” powers under which it could re- 
quire a given rate in a given instance to be filed by ocean car- 
riers maintaining regular routes, but that the section is not broad 
enough to permit the board to recognize the filing of all rates. 
The argument is made that if Congress had intended that the 
Board should have general regulatory powers over the rates of 
common carriers by water in foreign commerce, such delegation 
of power would have been made specific as it was to common 
carriers by water in interstate commerce. However, the an- 
nouncement that the Board had no intention of requiring such 
rates to be filed generally, disposes of these contentions. Had 
the report been correct, however, there is little doubt but that 
the order would have been contested. 

Conferences between Board officials and the operating agents 
under the new agency agreement established by the Board as to 
rates to be fixed by the agents will be held in Washington. It 
had been planned to hold these conferences in New York. That 
arrangement was in accord with the scheme to transfer the di- 
vision of operations to New York and which was favored by the 
recent chairman of the Board—John Barton Payne, now secre- 
tary of the interior. Chairman Benson, however, is opposed to 
making this change and while no official announcement has been 
made, it is regarded as settled that the division will not be moved 
to New York. 

Under the agency agreement, the matter of fixing ocean 
freight rates on vessels owned or controlled by the Board is being 
left to the operators under the supervision of the Board. At the 
conferences to be held, the operators will submit their rates, 
which will then be passed on by officials of the Board dealing 
with that subject. 

The Board also will take up with the operators the matter 
of allocations of ships to various trade routes. It is understood 
that the operators will submit recommendations on this subject 
and the Board will pass on them. 

As illustrated by his attitude on the question of moving the 
division of operations to New York, Chairman Benson is follow- 
ing a policy opposite to that adopted by former Chairman Payne. 
The new chairman believes that the main activities of the Board 
should be centered in Washington. 


The Shipping Board issued the following statement in regard 
to the filing of rates: 

“The Shipping Board now has under consideration the pro- 
mulgation of Tariff Regulations to govern the publication, post- 
ing, and filing of maximum rates by Interstate Water Carriers, 
subject to the jurisdiction of the Board. Its authority in the 
premise is derived from Section 18 of the Federal Shipping Act 
of September 7, 1916, this section imposing upon Interstate Water 
Carriers the obligation of establishing, observing and enforcing 
reasonable rates, fares and charges. It further provides: 


Every such carrier shall file with the board and keep open to 
public inspection, in the form and manner and within the time 
prescribed by the board, the maximum rates, fares and charges for 
or in connection with transportation between points on its own route; 
and if a through route has been established the maximum rates, 
fares and charges for in connection with transportation between 
agony its own route and points on the route of any other carrier 

y water. 

No such carrier shall demand, charge or collect a greater 
compensation for such transportation than the rates, fares and 
charges filed in compliance with this section, except with the approval 
of the board and after ten days’ public notice in the form and manner 
prescribed by the board, stating the increase proposed to be made; 
but the board, for good cause shown, may waive such notice. 


“The term ‘Interstate Water Carrier’ is defined in Paragraph 
2 of Section 1 of the Federal Shipping Act as ‘a common carrier 
engaged in the transportation by water of passengers or property 
on the high seas or the Great Lakes on regular routes from port 
to port between one State, Territory, District, or possession of 
the United States and any other State, Territory, District, or pos- 
session of the United States, or between places in the same Ter- 
ritory, District, or possession.’ 

“The idea back of Section 18 is that interstate water carriers 
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shall publish and file their rates in such a manner that they 
may be instantly available to shippers and will form a definite 
standard of charges for the various services to be rendered by 
the carrier. 

“The regulations above referred to will not apply to common 
carriers operating between ports of the United States and ports 


of foreign countries. It is not the intention of the Board to 
compel such common carriers in foreign service to file their rates 
with the Board; nor is it the purpose of the Board to discourage 
or eliminate the formation of conferences or the making of agree- 
ments within the purview of Section 15 of the Shipping Act.” 


SECTION NO. 441 OF NEW ACT 


The Traffic World Washington Bureau 


The Commission, March 24, called on carriers to furnish 
information needed by it for the enforcement and administra- 
tion of section 441 of the transportation act, which adds three 
new sections to the act to regulate commerce. One of the new 
sections requires carriers by water whose ships are regisfered 
under the laws of the United States to file with the Commission 
schedules showing, as to each ship that is to carry general 
cargo, the ports of loading, the dates on which each ship will 
begin receiving freight and dates of sailing, and the route and 
itinerary each vessel will follow and the ports of call for which 
cargo will be carried. 


This information is to be filed with the Commission for 
distribution among the carriers by railroad, so that a shipper 
may apply to a railroad and receive information from it, as to 
ships, itinerary, ports of call, dates of loading and sailing, and 
when so informed he may apply to the rail carrier and compel 
it to procure from the water carrier a specific rate applying 
on a particular commodity or commodities, and port charges, 
if any, which would accrue in addition to any that would be 
published by the railroad. All this is to the end that the ship- 
per, through the railroad, may make firm acceptances of the 
rates so quoted and a firm reservation of space for the ship- 
ment covered by the firm acceptance of the rate or rates. 


The additions to the act to regulate commerce were made 
with a view to promoting the easy movement of freight from 
the interior to foreign ports, without, however, connecting the 
rail and ship lines in such an arrangement for through carriage 
as would bring the water lines under the control of the Com- 
mission. The water lines procured the additions so as to have 
the benefit of through route and practically joint rate arrange- 
ments without the burden of control by the Commission. The 
Commission’s notice to the railroads is as follows: 

“Section 441. The interstate commerce act is hereby 
further amended by adding at the end thereof three new sec- 
tions, to read as follows: 


Sec. 25. (1) That every common carrier by water in foreign com- 
merce, whose vessels are registered under the laws of the United 
States, shall file with the Commission, within thirty days after this 
section becomes effective and regularly thereafter as changes are 
made, a schedule or schedules showing for each of its steam vessels 
intended to load general cargo at ports in the United States for for- 
eign destinations (a) the ports of loading, (b) the dates upon which 
such vessels will commence to receive freight and dates of sailing, 
(c) the route and itinerary such vessels will follow and the ports of 
call for which cargo will be carried. 

(2) Upon application of any shipper a carrier by railroad shall 
make request for, and the carrier by water shall upon receipt of such 
request name, a specific rate applying for such sailing, and upon such 
commodity as shall be embraced in the inquiry, and shall name in con- 
nection with such rate, port charges, if any, which accrue in addition 
to the vessel’s rates and are not otherwise published by the railway as 
in addition to or absorbed in the railway rate. Vessel rates, if con- 
ditioned upon quantity of shipment, must be so stated and separate 
rates may be provided for. carload and less than carload shipments. 
The carrier by water, upon advices from a carrier by railroad, stating 
that the quoted rate is firmly accepted as applying upon a specifically 
named quantity of any commodity, shall, subject to such conditions 
as the Commission by regulation may prescribe, make firm reservation 
from unsold space in such steam vessel as shall be required for its 
transportation and shall so advise the carrier by railroad, in which 
advices shall be iricluded the latest available information as to pros- 
pective sailing date of such vessel. 

(3) As the matters so required to be stated in such schedule or 
schedules are changed or modified from time to time, the carrier shall 
file with the Commission such changes or modifications as early as 
practicable after such modification is ascertained. 'The Commission 
is authorized to make and publish regulations not inconsistent here- 
with governing the manner and form in which such carriers are to 
comply with the foregoing provisions. The Commission shall cause to 
be published in compact form, for the information of shippers of com- 
modities throughout the country, the substance of such schedules, and 
furnish such publications to all railway carriers subject to this act, 
in such quantities that railway carriers may supply to each of their 
agents who receive commodities for shipment in such cities and towns 
as may be specified by the Commission, a copy of said publication; the 
intent being that each shipping community sufficiently important, 
from the standpoint of the export trade, to be so specified by the 
Commission shall have opportunity to know the sailings and routes, 
and to ascertain the transportation charges of such vessels engaged in 
foreign commerce. Each railway carrier to which such publication is 
furnished by the Commission is hereby required to distribute the same 
as aforesaid and to maintain such publication as it is issued from 
time to time in the hand of its agents. The Commission is authorized 
to make such rules and regulations not inconsistent herewith respect- 
ing the distribution and maintenance of such publications in the sev- 
eral communities so specified as will further the intent of this section. 

(4) When any consignor delivers a shipment of property to any 
of the places so specified by the Commission, to be delivered by a rail- 
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way carrier to one of the vessels upon which space has been reserved 
at a specified rate previously ascertained, as provided herein, for the 
transportation by water from and for a port named in the aforesaig 
schedule, the railway carrier shall issue a through bill of lading tp 
the point of destination. Such bill of lading shall name Separately 
the charge to be paid for the railway transportation, water transpor. 
tation, and port charges, if any, not included in the rail or wate 
transportation charge; but the carrier by railroad shall not be liabje 
to the consignor, consignee, or other person interested in the Ship- 
ment after its delivery to the vessel. The Commission shall, in su@ 
manner as will preserve for the carrier by water the protection of 
limited liability provided by law, make such rules and regulations not 
inconsistent herewith as will prescribe the form of such through }jjj 
of lading. In all such cases it shall be the duty of the carrier by rajj. 
road to deliver such shipment to the vessel as a part of its under. 
taking as a common carrier. 


(5) _The issuance of a through bill of lading covering shipments 
provided for herein shall not be held to constitute ‘an arrangement 
for continuous carriage or shipment’ within the meaning of this act, 


“Paragraph 1 of section 25 of the interstate commerce act, 
section 441 of the transportation act, 1920, directs water car. 
riers engaged in foreign commerce, whose vessels are registered 
under the laws of the United States, to file certain information 
with the Commission,. within thirty days from the effective 
date of the act (March 1, 1920), and paragraph 3 requires the 
Commission to publish this information and furnish such pub. 
lications to railroad carriers subject to the act. 

“In order that the Commission and railway carriers subject 
to the act may carry out the provisions of section 25, it be. 
comes necessary for the Commission to secure the information 
called for below; therefore railway carriers are requested to 
supply the Commission with the following information at the 
earliest possible date: 


1. Name the points of origin on your lines from which traffic is 
now moving, or from which there has been a movement in foreign 
commerce since October 1, 1919. 

2. Name the points on your lines which, in your opinion, are of 
sufficient importance as points of origin of foreign traffic to warrant 
including them in the list of points at which the publications referred 
to in the third paragraph of section 25 shall be placed in the hands of 
your agents. 


3. Give the name and address of an officer of your company to 
whom the Commission shall send the publication provided for in the 
third paragraph of section 25, and to whom will be assigned the duty 
of distributing such publications to the various agencies of your com- 
pany which will hereafter be designated by the Commission. 


“All communications in reference to this matter should be 
addressed to Bureau of Tariffs, Interstate Commerce Commis- 
sion, Washington, D. C. 

“Prompt response to this request will enable both the Com- 
mission and the carriers to intelligently comply with the re 
quirements of section 25.” 


MERCHANT MARINE BILL 
i The Trafic World Washington Bureau 


_ Senator Jones, of Washington, chairman of the Senate com- 
merce committee, has submitted to the sub-committee which will 
draft a merchant marine bill, a revised form of the House mer- 
chant marine bill. The sub-committee, which is composed of 
Senators Jones, Fernald, Calder, Colt, McNary, Fletcher, Cham- 
berlain, Ransdell and Simmons, has begun work on the subject. 

Discussing the changes he has made in the House merchant 
marine bill, Sentaor Jones said: 

“The idea of the House bill seems to be to get rid of our 
ships as soon as may be, with little regard to the price to be 
paid for them. Nothing is done to aid our merchant marine 
when it gets into private hands, and so we are likely, after 4 
short while, to be in the same fix we were before the war—with- 
out a merchant marine under the American flag. 

“My suggested amendments, if agreed to, would, among 
other things, do the following: 

“Declare the need for a merchant marine large enough to 
carry the major part of our foreign commerce as a means of 
national defense as well as commercial growth and that it will 
be our policy to do what may be needed to maintain it. 

“Such a marine is to be owned and operated ultimately by 
private parties and capital. 

“In the sale of ships the board is given the widest discre- 
tion to use good business judgment and use its discretion to aid 
in the building up of an adequate merchant marine. 

“The board is directed to decide what routes and lines shall 
be established, and it is authorized to establish and maintain the 
same to promote our commerce and carry our mails if private 
parties will not do it. 

“A fund is created which the board can use to construct 
or aid in constructing up-to-date, most highly equipped and most 
suitable and economical ships needed in our contest for the 
world’s trade. 

“A new board is created of seven members to be taken from 
the different sections of the country; a salary ($12,500) is given 
that will attract and hold strong, able men. This ought to bring 
about a fixed, wise and able administrative policy and helpful 
recommendations to Congress for future legislation. (The ShiP- 
ping Board at present has five members.) 

“The law against transfers of our ships to aliens without 
the consent of the board is made clear and certain. The board is 
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given the power to make and change at will rules affecting ship- 
ping and to meet conditions and methods of trade of our com- 
petitors, and it is given full control over all rules, except health 
rules, affecting our shipping. This will help us to meet Orders in 
council and other things that have heretofore kept our shipping 
down. It will also make uniform the rules to govern shipping 
and it will also give that body charged especially with aiding 
our merchant marine the power to see that rules are made that 
will aid in the great purpose we hvae. 

“The Seamen’s Act is amended to carry out the original in- 
tent, and it is made clear that it affects in certain respects for- 
eign ships and sailors as well as our own. It also makes it pos- 
sible for American citizens to have the rating of able seamen 
after one year’s service at sea to the extent of one-fourth of the 
crew. This ought to help get the Americans on the sea. 

“The board may provide for apprentices on ships of the 
poard or ships having contracts for carrying our mails. 

“The board and the Postmaster-General can fix the price to 
be paid for carrying our mails and our mails must be carried 
on American ships when that can be done. 

“Our coastwise laws are extended after six months to the 
Virgin, Sandwich and Philippine Islands, and the board is di- 
rected to see that these islands have adequate service. This 
will do much towards the construction and operation of fine 
ships in the Pacific and do much for our trade in that great the- 
ater of the world’s commerce. 

“The board is directed to see that ample ship service is made 
from the terminal of the Alaska railroad. This is highly im- 

rtant. 
- “Marine insurance associations are taken out from under the 
Sherman Act to encourage American marine insurance which is 
now largely in British hands. 

“A most carefully drawn mortgage provision is presented. 
This is necessary if American capital is to become interested in 
shipping. This will do much to get our ships in private hands 
and have our people become interested in shipping securities. 

“The great terminals acquired at many of our ports during 
the war are placed under the control of the board to be used by 
itin aid of our shipping. This ought to be of great service. 

“TI want the Shipping Board to become a great agency to aid 
our merchant marine. The Board of Trade in England is the 
greatest single force and aid to the British shipping. Our Ship- 
ping Board should be as nearly as may be to our shipping what 
the British Board of Trade is to British shipping. Our Shipping 
Board should do all it can to aid our merchant marine. That 
should be its highest aim and purpose. 

“T have tried to set forth a national aim and purpose in these 
amendments. Timid, hesitating action will do nothing in this 
contest. We must be active, aggressive and determined in seek- 
ing our own interest. If we do not look after our own interests 
no one will.” 


NEW STEAMSHIP SERVICE 


The Luckenbach Steamship Company, Inc., announces that 
it will re-establish service between New York and the Pacific 
Coast. It will have a steamer on berth at New York April 1, 
sailing about April 10. This steamer will make the ports of 
San Pedro (port of Los Angeles) and San Francisco via the Pan- 


ama Canal. It is the intention to have a sailing about every 
three weeks thereafter. The company has completed compiling 
the tariff. 


INTERNATIONAL WATER ROUTE 


The Trafic World Washington Bureau 


“One of the greatest and most important problems in the 
economy of our national life today is the problem of adequate 
transportation at reasonable cost to both producer and consumer,” 
said Representative Nelson of Wisconsin, in urging in the House, 
March 19, development of the proposed international water route 
to accommodate ocean-going vessels from the Great Lakes 
through the St. Lawrence River to the sea. 

Mr. Nelson said the feasibility and desirability of the de- 
velopment of this project had been discussed for several decades. 
The Great Lakes and St. Lawrence Tidewater Association, com- 
posed of members representing the states of Wisconsin, Minne- 
sota, Michigan, Illinois, Indiana, Ohio, Iowa, North Dakota, South 
Dakota, Idaho, Montana, Wyoming, Colorado and Nebraska, he 
said is urging action on the project that the vast territory it rep- 
resents may have a proper outlet to the Atlantic seaboard by 
way of the Great Lakes. 

Engineers appointed by the governments of the United States 
and of Canada are now engaged in the making of surveys and 
the preparation of estimates in connection with the proposed de- 
velopment for the International Joint Commission which has 
charge of the investigation in regard to the matter, Mr. Nelson 
said. The commission has requested all national, state, pro- 
Vincial, municipal, commercial, transportation and other bodies 
interested in the development of trade routes from the Great 
Lakes to the Atlantic seaboard to submit concise statements as 
to the desirability of the suggested deep waterway; its probable 
effect on the commerce of the Great Lakes and between lake 
ports and ocean ports; what influence it would have on industrial 
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development on either side of the boundary waters; what its 
effect would be, if established, on existing or other projected 
water routes between the Great Lakes and the Atlantic; and the 
advantages and disadvantages of combining power development 
with the improvement of navigation on the upper St. Lawrence. 

Mr. Nelson submitted statements from Secretary of the 
Navy Daniels; John Barton Payne, former chairman of the Ship- 
ping Board; Maj. Gen. Leonard Wood and Franklin K. Lane, for- 
mer secretary of the interior, in support of the development of a 
deep waterway for ocean-going vessels from the Great Lakes to 
the sea. He said Herbert Hoover, former food administrator, 
and Julius H. Barnes, chairman of the United States Grain Cor- 
poration, had indorsed the project. |. 

“They are agreed,” he said, “that it is essential to increased 
production and as an aid to the reduction in the cost of living, 
as it will relieve the annual congestion caused by the shortage 
of railroad cars, which often amounts to a stricture in the free 
flow of commodities from the farmer and producer to the con- 
sumer. 

“The standard rate for wheat shipped from Superior or Du- 
luth to Liverpool was formerly 14 cents per bushel, divided ap- 
proximately as follows: From Superior or Duluth to Buffalo, 
980 miles, including loading into elevator, 2.5 cents; from Buffalo 
to New York, 450 miles by rail or barge canal, including terminal 
charges, 6.5 cents; from New York to Liverpool, 3,000 miles, 5 
cents. But it is no longer possible for the farmer to ship his 
grain to Liverpool at this rate. The cost now exceeds 50 cents 
per bushel, and there is no prospect of a reduction to anything 
like former rates. The savings by an all-water route amount to 
one-third of the charges by any other method, indicating a sav- 
ing of abdut $12,000,000 to $15,000,000 annually, based on prewar 
freight rates, and several times as much, based on present rates. 
These large savings would go into the pockets of the farmers.” 

Mr. Nelson said the only opposition to the project came from 
Montreal and New York, Montreal arguing: “Why should Mont- 
real give up her prestige for the benefit of ports of the United 
States on the Great Lakes and a few Canadian villages on the 
north shore?” and New York saying: ‘‘“Why should we spend our 
money to develop a waterway through Canada and promote the 
commerce of foreign ports and lessen the commerce of the port 
of New York?” 

“Both are wrong,” said Mr. Nelson. “Both are selfish. It is 
merely a case of selfish monopoly by reason of strategic posi- 
tion in the seaboard against the welfare and happiness of the en- 
tire people. Superior, Duluth, Ashland, Milwaukee, Chicago, To- 
ledo, Detroit, Cleveland, Buffalo and Erie have just as much right 
to have ocean steamers load and unload at their ports as do New 
York and Montreal. New York will always continue to have the 
advantage. She will always grow. She will always be the com- 
manding port of the continent. This commanding commercial 
position no project can or will take away from her, nor would 
we care to do so. But let me say right here, New York, in place 
of blocking this noble project, should whole-heartedly support it, 
remembering what she owes to the great West and its develop- 
ment her own wonderful growth and place. The great West has 
helped New York; New York should aid the great West in re- 
turn in a project of nationwide mutual interest.” 

Mr. Nelson said he believed New York would overwhelmingly 
support the project when it came to a realization of the benefit 
it would derive therefrom. 

Representative Cleary of New York asked the House to listen 
“to a few practical remarks from a fellow who has listened to 
all that has been said on this subject for years and years.” He 
said no ocean vessel would ever run successfully up the St. 
Lawrence River and through the Great Lakes, and that neither 
would any lake vessel run successfully to Europe. 

“The main thing is,” Representative Cleary said, “that it has 
been determined by men who have looked into it that an ocean 
steamer is not a successful lake steamer, nor a lake vessel a suc- 
cessful ocean vessel, and neither are or can be made profitable 
river and canal steamers over long routes, as the St. Lawrence 
River and canals and dams and locks which would have to be 
built on the long stretch between Lake Ontario and Montreal, 
where there are a series of rapids to be overcome at a tremen- 
dous cost and many, many years of time necessary to complete 
such a route, would then only be fit for barge navigation 
in order to operate profitably.” 

Representative Dempsey of New York also declared against 
the practicability and feasibility of the project. He said that Mr. 
Nelson could not find anyone who would agree with him that “you 
can have a single boat that economically will navigate the ocean, 
the canal and the lakes.” He said in reply to the charge that 
New York was selfish, that instead of being selfish the state had 
a modernized canal running through the state on which traffic 
from the West could move. He said he favored the part of the 
plan providing for development of water power, but that it would 
not be in the interest of the United States to build up a water- 
way in a foreign country. 

The New York barge canal, Mr. Dempsey said, is ample for 
the transportation of grain from the west and that by the pro- 
posed Canadian route “you will not be answering the purposes 
of domestic commerce at all.” 

“The best commerce in the United States,” he said, “is do- 
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mestic commerce, the commerce which pays the largest returns, 
the commerce which is most profitable. The greatest part of our 
commerce is among ourselves and not abroad, and all that would 
be obliterated by the St. Lawrence route.” 


INCREASED WAGE DEMANDS 


The Trafic World Washington Bureau 


Representatives of the railroads and the organized railway 
employes this week began in Washington consideration of the 
employes’ demands for increased wages. The representatives 
constitute the bi-partisan wage adjustment board which was 
established at the request of President Wilson under the terms 
of the new transportation act providing for voluntary adjust- 
ment of wage disputes. E. T. Whiter of the Pennsylvania Rail- 
road Company was selected chairman of the board. 

The board began examination of the records and data re- 
lating to the wage situation which was turned over to it by 
the Railroad Administration. There had been some question 
as to whether this data would be used, but it was finally decided 
to consider it, the representatives of the unions urging that it 
be done. 

It is expected that the board will have a long session. 

The representatives of the railroad labor unions March 22 
presented. to the conference of railroad and labor executives, 
called by President Wilson, in accordance with the terms of the 
new transportation act, the demands which they laid before 
Director-General Hines at various times between August 1, 1919, 
and the end of federal control. The presentation was a 
formality required by the return of the railroads to their owners. 

If the routine prescribed by the new law is followed, the 
executives of the railroads and the labor organizations will work 
out a scale of wages to be paid. If they cannot, then boards 
of adjustment will be appointed, composed of an equal number 
from each side. If they agree the question will still be open for 
review by the board of appeals appointed by the president, those 
representing the railroads from a list nominated by the railroad 
executives and those representing the labor unions from a list 
submitted by them, with three others to represent the general 
public. 

If the adjustment board or boards cannot agree on the 
seale, then either side may take the matter to the appellate 
body. That body will also have power to call for the case, on 
its own motion, either to review an agreement, or to make a 
settlement, if no agreement has been made. 

No official estimate has ever been made by either the Rail- 
road Administration, the railroad executives, or the labor execu- 
tives as to how much more the public would have to pay if the 
wage increases demanded by the unions were granted. Director- 
General Hines used to assume that it would take $1,000,000,000 
from the treasury of the Railroad Administration to cover the 
increases. 


An unofficial estimate recently made by some of the railroad 
executives places the total additional disbursement that would 
have to be paid at $1,100,000,000—or just about the total net 
railway operating income that would be required to meet the 
mandate of the new transportation law requiring the Commis- 
sion to allow rates that would afford a return of 5.5 per cent on 
the value of the property devoted to transportation service. 

Last year the class I roads earned only a little more than 
$515,000,000. Grant of the increases would require the making 
of rates that, on the volume of business done last year, would 
bring in a net of $2,200,000,000, or more than four times as much 
as was really earned. The wage demand and the requirement of 
the new law that the owners of the railroads be allowed 5.5 
per cent on the property investment would require the addition 
of $1,685,000,000 to the net of 1919. 


ORGANIZATION OF LABOR BOARD 
The Trafic World Washington Bureau 


The Commission, in supplemental regulations relating to 
nominations to the Railroad Labor Board, March 23, designated 
what classes of railroad employes are “subordinate officials” 
and created a fourth group of employes entitled to submit nom- 
inations to the President for the labor group on the board. 

The law provides that not less than six nominations shall 
be made for each of the two groups which will represent the 
employes and the carriers, the President to appoint the other 
three members who will represent the public. 


In the original regulations put out by the Commission only 
the recognized organized railroad employes’s organizations were 
named as entitled to nominate for the employes. Protest was 
made by employes who claimed to be “subordinate officials” 
and by employes not identified with the regular railroad unions. 

The regular unions have already submitted the names of 
ten nominees. The new group may now submit six or more 
names and out of the total the President will select the three 
members of the board who will represnt the employes. 

The regulations designating the classes of employes that 
are to be included within the term “subordinate official” follow: 
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“Paragraph 5 of section 300 of the Transportation Act, 1920, 
provides: 


(5) The term “subordinate official’ includes officials of carriers 
of such class or rank as the Commission shall designate by regula. 
tion formulated and issued after such notice and hearing as the 
Commission may prescribe to the carriers, and employes and 
subordinate officials of carriers, and organizations thereof, directly 
to be affected by such regulations. 


“Public hearing having been had on March 15, 1920, ‘for 
the purpose of determining what classes of officials of carriers 
shall be included within the term “subordinate official,” as that 
term is used in sections 300 to 313, both inclusive, of saiq 
Transportation Act, 1920,’ the Commission prescribes that the 
term ‘subordinate official’ as used in said portions of said act 
shall include the following: 


Claim Agents. This class shall include district claim agents and 
those lower in rank, who are not vested with authority to settle 
claims, with or without limit, or to bind the company to pay claims, 
without securing such authority after reporting to a superior officer, 

Engineers of Mechanics. This class shall include civil engineers 
inferior in rank to engineers of maintenance of way, chief engineers 
and division engineers, draughtsmen, engineers of maintenance of 
way, and other engineers of mechanics who are not vested with 
authority to employ, discipline or dismiss subordinates. _ 

Foremen. This class shall include foremen of mechanics, shops, 
tracks, bridges, etc. who are not vested with authority to employ, 
discipline or dismiss subordinates. , 

Supervisors of Signals. This class shall include those who are 
employed as supervisors of signals with rank below the grade of 
assistant supervisor of signals. 

Yard Masters. This class shall include yard masters and assist- 
ant yard masters who are not vested with authority to employ, 
discipline or dismiss employes. It does not include general yard 
masters at large and important switching centers where of neces- 
sity such general yard master is vested with responsibilities and au- 
thority that stamp him as an official. : : é 

Train Dispatchers. This class shall include train dispatchers 
who are not vested with the authority to employ, discipline or dis- 
miss employes. 

Storekeepers. This class shall include storekeepers or foremen 
of stores who are not vested with authority to employ, discipline 
or dismiss employes or to make purchases. It does not include 
general storekeepers or assistant general storekeepers. 

“The above definitions include all of the classes of em- 
ployes whose claims to recognition as ‘subordinate officials’ 
were presented at the hearing, except traveling auditors and 
supervisory station agents. The traveling auditors have a 
fiduciary relationship to the company. Their duties and re- 
sponsibilities vary, but all partake of the same specific relation- 
ship of trust. The supervisory station agents are those who 
have supervision of the work of other station employes. They 
cover the range from the station where one employe other 
than the agent is employed to the agents at the largest and 
most important points. They are the official and responsible 
representatives of the company in its relationships with the 
public and frequently in a legal sense. Their compensation 
naturally varies with the responsibilities of their positions. It 
is not believed that either of these classes can be consistently 
included within the term ‘subordinate official,’ as that term is 
used in Title III of the Transportation Act, 1920. 

“The list of subordinate officials above prescribed may be 
enlarged or restricted after due notice and hearing if and when 
occasion warrants.” : 

The supplemental regulations governing the making and 
offering of nominations for appointment of members of the Rail- 
road Labor Board follow: ; 

“Under date of March 8, 1920, the Commission prescribed 
a grouping of organizations of employes for the purpose of mak- 
ing and offering nominations for original appointment as mem- 
bers of the labor group on the Railroad Labor Board provided 
for by section 304 of the Transportation Act, 1920. 

“By reason of the fact that section 305 of that act con- 
templated the making of nominations and offering of nominees 
in accordance with the regulations of the Commission, within 
30 days after the passage of the act, the Commission prescribed 
the aforesaid regulations with a view to the most expeditious 
making and offering to the President of nominations representa- 
tive of the great bulk of those to be represented by the labor 
group. We are of opinion that the intent and purpose of the 
Transportation Act, 1920, is that the three members of the 
Labor Board representing the labor group shall be primarily 
representative of the rank and file of the employes. We were and 
are of the opinion that the overwhelming majority of those to 
be represented by the labor group are members of or represented 
through the organizations of employes named and grouped in 
our regulations of March 8, 1920. 

“Since the issuance of the regulations aforesaid, representa- 
tion as to their right to nominate members of the labor group 
has been made to the Commission by certain organizations whose 
members are not, in certain cases, members of the organizations 
named in those regulations. These representations include cer- 
tain employes of sleeping car companies. 

“Paragraph (1) of section 304 of the Transportation Act, 
1920, reads as follows: 


Section 304. There is hereby established a board to be known 
as the ‘Railroad Labor Board’ and to be composed of nine mem- 
bers as follows: F 

(1) Three members constituting the labor group, representing 
the employes and subordinate officials of the carriers, to be appointed 





Mar 


by t 
from 
offer 
by ré 


the 

offic 
jnee 
ploy 
pres 


thre 
the 

to b 
exp! 
tion 
dina 
grou 
seel 
emp 
mak 
nal 
pert 
ding 
be 1 
ally 
seri 
the 


our 
subi 
org: 


em] 
and 
cluc 
orig 


to § 
fou! 
for 

Lak 
izat 
rect 
tior 
exc 


shi} 
din: 


me} 


dul 
nol 
joi 
the 
tiv 


org 
of 

Pre 
hay 
als 
res 
tio 
no! 
clu 


dis 
the 
elu 


an 
an 








0. 13 


1920 


, 


riers 
Fula- 
> the 


and 
ectly 


‘for 
riers 
that 
Said 
the 
act 


and 
ettle 
ims, 
ficer, 
1eers 
1eers 
e of 
with 


10ps, 
ploy, 


are 
e of 


sist- 
ploy, 
yard 
CeS- 

au- 


hers 
dis- 


men 
line 
lude 


em- 
als’ 
and 
a 

re- 
ion- 
who 
hey 
her 
and 
ible 
the 
ion 


wn 
m- 


ng 
ed 


March 27, 1920 


py the President, by and with the advice and consent of the Senate, 
from not less than six nominees whose nominations shall be made and 
offered by such employes in such manner as the Commission shall 
py regulation prescribe; 


“It is to be observed that the three members constituting 
the labor group are to represent ‘the employes and subordinate 
officials of the carriers,’ and that, from not less than six nom- 
inees, these nominations are to be made and offered by ‘such em- 
ployes in such manner as the Commission shall by regulation 
rescribe.’ 

. “According to the literal wording of the above paragraph, the 
three members constituting the labor group are to represent both 
the employes and subordinate officials, but the nominations are 
to be made and offered by ‘such employes.’ It is urged that the 
expression ‘such employes’ entitled to make and offer nomina- 
tions is to be interpreted as including both employes and subor- 
dinate officials. As the three members constituting the labor 
group are to represent both employes and subordinate officials, it 
seems not unreasonable to conclude that the expression ‘such 
employes’ entitles both employes and subordinate officials to 
make and offer nominations. Inasmuch as the organizations 
named in our original regulations include or may include a small 
percentage of subordinate officials, it would appear that subor- 
dinate officials not so included as well as employes who may not 
be members of or represented through the organizations origin- 
ally named by us, are entitled, under appropriate regulations pre- 
scribed by us, to make and offer nominations for members of 
the labor group. 

“In coming to this conclusion it is appropriate to reaffirm 
our conviction that the great mass of the railroad employes and 
subordinate officials are members of or represented through the 
organizations named in our original regulations. 

“It is also true that a percentage of the organizations and 
employes who now contend for their separate right of making 
and offering nominations for members of the labor group is in- 
cluded in the membership of the organizations named in our 
original regulations. 

“In view of the above considerations we have determined 
to supplement the regulations originally put forth by adding a 
fourth group for the purpose of making and offering nominations 
for original appointment as members of the labor group on the 
Labor Board. Included in this group 4 are the following organ- 
izations which comprise all organizations from which we have 
received averments that their separate right to make nomina- 
tions ought to be accorded under the Transportation Act, 1920, 
except the Railway Traveling Auditors’ Association of America 
and the Supervisory Station Agents’ Association, the member- 
ship of which we have held are not included in the term ‘subor- 
dinate official’: 

Railway Men’s International Benevolent Industrial Association. 

American Federation of Railroad Workers. 

Order of Railroad Station Agents. 

American Train Dispatchers’ Association. 

The Roadmasters’ and Supervisors’ Association of America. 

National Order of Railroad Claim Men. 

Railroad Yardmasters of Amtrica. 

International Association of Railroad Supervisors of Mechanics. 

International Association of Railroad Storekeepers. 

Colored Association of Railway Employes. 

Brotherhood of Railroad Station Employes. 

Order of Railroad Telegraphers, Despatchers, Agents and Signal- 
men. 

Brotherhood of Railway Clerks. 

American Association of Engineers. 

Grand United Order of Locomotive Firemen of America. 

Porters’ Union. 

Skilled and Unskilled Laborers (Railway). 

Order of Railway Expressmen. 

“The accredited representatives of the above organizations, 
duly authorized so to act, shall agree among themselves upon 
nominees representative of each organization, or of nominees 
jointly representative of a number of such organizations, provided 
they agree among themselves upon nominees jointly representa- 
tive of any of the organizations above named. 

“The nominations agreed upon by each of the above-named 
organizations, or agreed upon as jointly representative of any 
of the above organizations, shall be transmitted direct to the 
President, accompanied by a certificate that the nominations 
have been made in acordance with these regulations; and should 
also include statements submitted by the duly authorized rep- 
Tesentatives of each of the organizations, or of such organiza- 
tions voluntarily associated for the purpose of making joint 
Nominations, setting forth their present total membership, ex- 
Clusive of officials not embraced within the class of subordinate 
officials as defined by the Commission’s regulations of this date, 
distinguishing between subordinate officials and higher officials; 
the percentage of the membership of such organizations, ex- 
clusive of such higher officials, who are or may be members 
of the organizations named in our regulations of March 8, 1920; 
and the distribution of such membership as between employes 
and subordinate officials.” 


INDUSTRIAL CONFERENCE REPORT 
The Trafic World Washington Bureau 


Recommendation as to methods to be employed in adjust- 
ment of disputes between carriers and their employes was not 


THE TRAFFIC WORLD 573 


made in the final report of President Wilson’s second industrial 
conference because provision for such settlements had been 
made in the new transportation act. As to other industries the 
conference indorsed the principle of collective bargaining and 
advocated the creation of adjustment tribunals along the lines 
cited in the preliminary report made public some time ago. It 
recommended the establishment in Washington of a national 
industrial board of nine members and the creation of regional 
boards. The tribunal in Washington would have general super- 
vision over the local boards. 





Personal Notes 





W. K. Vandiver was 
born in Louisville, Ky. 
He began his railroad 
work in the general freight 
office of the L. & N. 
Railroad and _ occupied 
various positions, finally 
becoming chief rate clerk, 
which place he held when 
he went to Atlanta, Ga., 
as chief clerk in the office 
of the Southeastern 
Freight Association. Sep- 
tember 16, 1899, he. be- 
came chief clerk in the 
general freight office of 
the Mobile & Ohio Rail- 
road Company, St. Louis. 
October 1, 1906, he was 
appointed assistant gen- 
eral freight agent, and he 
still holds this position. 
April 1 he goes to Wash- 
ington, D. C., to handle 
interstate commerce mat- 
ters for the United States 
Railroad Administration. 
His work will be under 
the immediate supervision 
of Cyrus B. Stafford, manager, traffic department, this being a 
section of the Administration work under direction of Max The- 
len. 





j 





The Central of Georgia announces the appointment of James 
A. Henderson, contracting freight agent, Philadelphia; BE. A. 
Tomlin, traveling freight agent, Macon, Ga.; W. R. McQuillan, 
contracting freight agent, St. Louis. 

N. J. Van Schoyck has been appointed supervisor mail and 
express traffic, Chicago, Milwaukee & St. Paul Railway Com- 
pany, with office at Chicago. 

The appointment of E. E. Eckert as general agent of the 
Akron, Canton & Youngstown Railway Company and Northern 
Ohio Railway Company at Akron is announced by S. J. Witt, 
general freight and passenger agent. 

The traffic department of the Rock Island announces the ap- 
pointment of E. R. Hines as general agent of the freight and 
passenger departments at Boston. 

B. F. Seggerson is appointed assistant general freight and 
passenger agent of the Gulf, Texas & Western Railway Company, 
with headquarters at Jermyn, Texas. 

The Charleston & Western Carolina Railway Company an- 
nounces the appointment of George. T. Bryan, general agent, 
Greenville, S. C.; T. B. Curtis, general agent, Atlanta, Ga.; 
George E. Momberg, general agent, Cincinnati, Ohio; J. S. Wurst, 
traveling freight agent, Cincinnati, Ohio; F. J. Nelson, com- 
mercial agent, Charleston, S. C.; T. B. Puryear, commercial 
agent, Augusta, Ga.; S. R. Harris, commercial agent, Spartan- 
burg, S. C. Ernest Williams is general freight and passenger 
agent and R. A. Brand is freight traffic manager. 

The Lehigh Valley Railroad Company, C. A. Blood, traffic 
manager, announces the following: F. J. Woulfe, assistant traf- 
fic manager, New York; E. J. Henry, western traffic manager, 
Chicago, Ill.; H. C. Hamilton, general freight agent, New York; 
H. C. Burnett, assistant general freight agent, New York; W. L. 
Donaldson, assistant general freight agent, Buffalo, N. Y.; F. H. 
Moser, coal freight agent, New York; B. F. Dewey, milk agent, 
New York; T. Clem Beck, chief of tariff bureau, New York; O. 
F. Johnson, assistant to traffic manager, New York; M. J. Or- 
mond, foreign freight and lighterage agent, New York; A. C. 
McIntyre, city freight agent, New York; P. H. Burnett, industrial 
agent, New York; G. E. Taylor, division freight agent, Bethle- ° 
hem, Pa.; R. G. McDowell, division freight agent, Wilkes-Barre, 
Pa.; I. F. Kurtz, division freight agent, Sayre, Pa.; A. J. Whit- 
ney, division freight agent, Auburn, N. Y.; M. P. Howell, general 
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agent, Rochester, N. Y.; G. B. Peterson, commercial agent, New- 
ark, N. J.; F. W. Lyons, commercial agent, Hazleton, Pa.; Frank 
Erdman, commercial agent, Geneva, N. Y.; W. T. Moore, foreign 
freight agent, Philadelphia, Pa.; Ira S. Auch, district freight 
agent, Philadelphia, Pa.; W. H. Morrison, general agent, Boston, 
Mass.; J. F. Sullivan, general agent, New Haven, Conn.; E. F. 
Neagle, general agent, Detroit, Mich.; B. B. Harris, general 
agent, Cleveland, Ohio; G. A. Gamble, general agent, St. Louis, 
Mo.; J. P. Brazill, general agent, Minneapolis, Minn.; F. H. 
Briggs, general agent, Kansas City, Mo.; E. R. Thorpe, general 
agent, Toronto, Ont.; M. Wolf, general agent, Indianapolis, Ind.; 
N. A. Rahte, general agent, Milwaukee, Wis.; J. F. James, Jr., 
general agent, Toledo, Ohio; A. D. Fowler, city frieght agent, 
Chicago, Il. 

J. R. Ruffin, freight traffic manager of the Norfolk & West- 
ern Railway, announces the following revised organization of the 
freight traffic department: B. W. Herrman, general freight 
agent, Roanoke, Va.; T. D. Hobart, general coal freight agent, 
Roanoke, Va.; T. Gilbert Wood, agricultural agent, Roanoke, 
Va.; S. S. Bridgers, assistant general freight agent, Columbus, 
Ohio; G. F. Butler, assistant general freight agent, Roanoke, 
Va.; Samuel Claggett, commerce agent, Roanoke, Va.; H. L. 
Daw, division freight agent, Roanoke, Va.; F. T. Brinkley, di- 
vision freight agent, Winston-Salem, N. C.; W. A. Huse, division 
freight agent, Roanoke, Va.; J. Harmon Wilson, foreign freight 
agent, Norfolk, Va.; S. M. Stevenson, general eastern freight 
agent, New York City; C. A. Cowles, general southern freight 
agent, Atlanta, Ga.; C. H. Kingsbury, general western freight 
agent, Chicago, Ill.; F. W. Jones, general agent, Richmnod, Va.; 
S. Ruffin, general agent, Petersburg, Va.; R. M. Taliaferro, gen- 
eral agent, Lynchburg, Va.; C. L. Baumgardner, general agent, 
Bristol, Va.-Tenn.; G. C. Van Zandt, general agent, Cincinnati, 
Ohio; W. M. Macomber, New England agent, Boston, Mass.; .T. 
S. Harwood, commercial agent, Philadelphia, Pa.; T. E. Barrett, 
commercial agent, Baltimore, Md.; J. F. McMahon, commercial 
agent, Rochester, N. Y.; M. P. Williams, commercial agent, Nor- 
folk, Va.; H. D. Wilkerson, commercial agent, Pittsburgh, Pa.; 
O. W. Cox, commercial agent, Toledo, Ohio; A. B. Brown, com- 
mercial agent, Chicago, Ill.; D. W. Champlin, commercial agent, 
St. Louis, Mo.; S. A. Campbell, commercial agent, Louisville, 
Ky.; Theo. Doty, commercial- agent, Portsmouth, Ohio; J. M. 
Brown, commercial agent, Atlanta, Ga.; W. T. Cooper, com- 
mercial agent, Birmingham, Ala.; J. H. McAlister, commercial 
agent, Chattanooga, Tenn.; R. S. Cooley, commercial agent, 
Knoxville, Tenn.; H. F. Daniels, commercial agent, Memphis, 
Tenn.; L. D. Jones, Florida agent, Jacksonville, Fla.; J. S. Hoff- 
man, commercial agent, Charlotte, N. C.; S. E. Coldiron, com- 
mercial agent, Wilmington, N. C. 

The C. B. & Q. Railroad Company has established traffic de- 
partment agencies as follows: Birmingham, Ala., H. R. Todd, 
general agent; Boston, Mass., Alex. Stocks, general agent; Butte, 
Mont., L. J. Doran, general agent; Cincinnati, Ohio, H. K. Miles, 
general agent; Cleveland, Ohio, E. H. Smith, general agent; Dal- 
las, Texas, C. J. Rohwitz, general agent; Detroit, Mich., T. P. 
Hinchcliff, general agent; Los Angeles, Cal., W. W. Elliott, gen- 
eral agent; Milwaukee, Wis., F. D. Hunter, general agent; New 
Orleans, La., G. B. Magruder, general agent; New York, N. Y., 
J. A. Martin, general agent; Philadelphia, Pa., W. S. Dewey, gen- 
eral agent; Pittsburgh, Pa., W. V. Taffner, generai agent; Port- 
land, Ore., R. W. Foster, general agent; San Francisco, Cal., H. 
H. Van Swearingen, general agent; Seattle, Wash., G. B. Smith, 
general agent; Spokane, Wash., H. A. Bradt, general agent; Win- 
nipeg, Manitoba, A. R. Brown, general agent. 


H. S. Garvey has been appointed general western agent of 
the Baltimore Steamship Company, Inc., the Baltimore-Oceanic 
Steamship Company, the Cameron Lines, Inc., the Standard 
Steamship Company, Inc., and the States Marine of Baltimore, 
succeeding A. M. Dudley, who has accepted services with an- 
other company. His office is in Chicago. 

The Detroit & Mackinac Railway Company announces the 
following: H. K. McHarg, president, New York, N. Y.; J. Me- 
Neil, secretary and treasurer, New York, N. Y.; J. D. Hawks, 
vice-president and general manager, Detroit; H. K. McHarg, Jr., 
assistant to vice-president and general manager, East Tawas; N. 
Salsbery, chief clerk to vice-president and general manager, De- 
troit; C. A. Pinkerton, superintendent of car service, East Tawas, 
Mich.; E. H. Gilman, land agent, Detroit; J. McNamara, general 
counsel, Detroit; Charles R. Henry, attorney, Alpena, Mich.; Carl 
R. Henry, attorney, Alpena, Mich.; C. E. Glass, auditor, Detroit; 
G. F. Townsend, assistant auditor, Detroit; G. L. Wakeman, gen- 
eral freight and passenger agent, Bay City, Mich.; A. S. Matter- 
son, freight claim agent, Bay City. Mich. 

The Houston & Brazos Valley Railway Company announces 
the appointment of J. E. Reed, traffic manager, headquarters at 
Freeport, Tex., and A. E. Masterson, general attorney, head- 
quarters at Angleton, Tex. 

, George W. Vaux has been appointed general agent of the 
Union Pacific at Toronto, Canada. 

The Decorah (Iowa) Commercial Club has endorsed C. E. 
Doak, traffic manager, Adams Seed Company, for state railroad 
commissioner. 
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J. E. Stubblefield has been appointed traveling freight and 
passenger agent of the Denver & Rio Grande and Western Pa- 
cific at Fort Worth, Tex. 

Frank P. McEwen, general western agent, and C. A. ‘Smith, 
general freight agent, of the Carolina, Clinchfield & Ohio, an- 
nounce the appointment of H. O. Yant, commercial agent, and 
E. H. Smith, traveling freight agent, Detroit; A. J. Van Ornum, 
traveling freight agent, Chicago; Robert Hunter, commercial 
agent; George F. Orme, traveling freight agent, and Percy M. 
Rechter, soliciting freight agent, Pittsburgh; L. E. Sauer, com- 
mercial agent, Columbus, Ohio; E. S. Hiner, commercial agent, 
Cincinnati. 

C. M. Levey, president of the Western Pacific, announces 
the appointment of E. W. Mason, general manager, and H. K. 
Faye, traffic manager. Archibald Gray is appointed general 
freight agent at San Francisco; Theodore Harte is appointed 
assistant general freight agent at San Francisco, and B. F. 
‘Nevins becomes general live stock agent at San Francisco. 

The Great Northern Railway Company announces the fol- 
lowing: G. H. Smitton, freight traffic manager; M. J. Costello, 
western traffic manager; H. H. Brown, assistant freight traffic 
manager; P. H. Burnham, general freight agent; F. H. Parker, 
assistant general freight agent; W. J. Power, assistant general 
freight agent; P. B. Beidelman, assistant general freight agent; 
Jas. Robinson, assistant general freight agent; E. C. Leedy, 
general agricultural development agent; F. W. Graham, assistant 
agricultural development agent; Fred A. Hills, general baggage 
agent; W. S. Baskerville, general agent mail traffic; S. A. Volk- 
man, general agent refrigerator service, all at St. Paul, and the 
following traffic department agencies: Boston, Joseph Werne, 
general agent; Bellingham, Wash., C. D. Thompson, district 
traffic agent; Billings, Mont., J. B. Cook, traveling agent; Buf- 
falo, A. Kneubuehl, traveling freight agent; Butte, Mont., E. 0. 
Boyle, general agent; Chicago, R. K. Pretty, assistant general 
freight agent; Cincinnati, J. H. Brinkman, general agent; Cleve- 
land, F. P. Engel, general agent; Duluth, H. R. Carl, general 
agent; Detroit, E. B. Clark, general agent; Des Moines, Geo. R. 
Lally, traveling freight agent; Fargo, N. D., J. L. Rohan, general 
agent; Grand Forks, N. D., J. H. Griffin, division freight agent; 
Great Falls, Mont., J. F. Pewters, general agent; Helena, Mont., 
L. B. Woods, assistant general freight and passenger agent; 
Lewistown, Mont., D. C. Bates, traveling freight agent; Los 
Angeles, J. W. Phalon, district freight and passenger agent; 
Minneapolis, P. E. Meaney, general agent; Milwaukee, E. A. 
Fradenburgh, general agent; New York, H. G. Dow, assistant 
general freight agent; New York, W. F. Morris, commercial 
agent; Nelson, B. C., E. L. Buchanan, city freight and passenger 
agent; Pittsburgh, J. M. Morris, general agent; Philadelphia, 
E. D. Forde, general agent; Portland,.Ore., W. E. Hunt, general 
agent; St. Paul, P. J. Pheeney, general agent; St. Louis, J. M. 
Sanford, general agent; San Francisco, A. J. Aicher, general 
agent; Seattle, H. W. Costigan, general agent; Sioux City, Iowa, 
P. J. Donohue, general agent; Sioux Falls, S. D., Thos. Simpson, 
general agent; Spokane, Wash., B. S. Merritt, general agent; 
Superior, Wis., A. J. Gilmore, contracting freight agent; Tacoma, 
Wash., D. G. Black, general agent; Vancouver, B. C., H. E. 
Watkins, general agent; Vancouver, Wash.., A. Christofferson, 
traveling freight and passenger agent; Victoria, B. C., W. R. 
Dale, general agent; Wenatchee, Wash., R. J. Smith, general 
agent; Winnipeg, Man., W. T. Hetherington, district freight and 
passenger agent. , 

The Minneapolis, St. Paul & Sault Ste. Marie Railway an- 
nounce the following: T. E. Sands, freight traffic manager, Min- 
neapolis; E. G. Clark, general freight agent, Minneapolis; J. H. 
Rees, assistant general freight agent, Minneapolis. Boston, L. R. 
Robinson, general agent, H. W. Hobbs, New England agent; Buf- 
faol, C. S. Richardson, district freight agent; Chicago, C. V. Gal- 
lagher, assistant general freight agent, W. A. Kittermaster, gen- 
eral agent, freight department; Chippewa Falls, Wis., E. C. 
Frost, division freight and passenger agent; Cincinnati, C. K. 
Landes, district freight agent; Cleveland, G. Hiam, district 
freight agent; Detroit, G. C. Cochlan, district freight agent; Du- 
luth, G. A. Sherwood, general agent; Kansas City, Mo., L. C. 
Jack, district freight agent; Los Angeles, A. A. Polhamus, gen- 
eral agent, passenger department; Milwaukee, J. A. Millington, 
general agent; Memphis, J. C. Carey, district freight agent; Min- 
neapolis, H. M. Weston, commercial agent, George T. Huey, gen- 
eral agent, C. F. Ronnan, commercial agent, G. W. Hawes, gen- 
eral agent; Neenah, Wis., A. C. Wilson, division freight and pas- 
senger agent; New York, N. Y., M. S. Throne, general agent, 
freight department; Philadelphia, F. T. Goodman, district freight 
agent; Pittsburgh, Robert Main, district freight agent; Portland, 
Ore., O. H. Becker, district freight agent; St. Louis, Mo., W. M. 
Porteous, district freight agent; St. Paul, A. L. Preston, assist- 
ant general freight agent; San Francisco, W. W. Smith, district 
freight agent; Seattle, J. W. Draper, district freight agent; Spo- 
kane, Wash., E. L. Cardle, traffic manager, Spokane International 
Ry.; Winnipeg, Manitoba, J. C. Peterson, general agent. W. L. 
Martin is vice-president in charge of traffic. 


You will get it quicker in The Daily Traffic World. 
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DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of San Francisco has elected the 
following directors: H. C. Ewing, Pacific coast manager, D. C. 


Andrews, Inc.; M. F. Cropley, A. G. F. A., Pacific S. S. Com-, 


pany; W. B. Hinchman, A. T. M., Tonopah & Tidewater R. R.; 
F. C. Lathrop, A. G. P. A., Southern Pacific Company, and D. M. 
Swobe, vice-president, McCloud River R. R. The following were 
elected officers: A. A. Moran of Dollar S. S. Company, president; 
D. M. Swobe, first vice-president; W. B. Hinchman, second vice- 
president; Henry Avila, D. P. A., Union Pacific, treasurer; R. G. 
Guyett, secretary. The total membership is 784. 

At a recent dinner of the traffic club of the Cincinnati Cham- 
per of Commerce a hundred or more invitations were extended 
to traffic department representatives and other officials of the 
railroads entering Cincinnati and to representatives of off-line 
agencies who had opened offices there since the return of the 
roads to their private owners. A total of 93 shippers and 97 
railroad representatives were present. The dinner was fol- 
lowed by remarks from the chairman, W. H. Lockwood, welcom- 
ing the railroad representatives back to Cincinnati. Mr. Lock- 
wood introduced C. R. Hebble, who told of the part Cincinnati 
had played in the development of railroads in its territory. J. W. 
Harnach was the principal speaker of the evening. 

The eighteenth annual dinner of the Traffic Club of Pitts- 
burgh will take place the evening of April 8 at the William 
Penn Hotel. The Rev. Dr. Charles A. Eaton of New York, as- 
sistant editor Leslie’s Weekly and formerly chief of national 
service section, United States Shipping Board and Emergency 
Fleet Corporation, and A. Dewitt Foster, superintendent of re- 
sources, Canadian National Railway System, Chicago, will be the 
principal speakers. J. Fred Townsend, traffic manager, National 
Tube Company, will be toastmaster. 

The Traffic Club of Chicago will hold its annual election 
March 30. The ticket has already been published in this col- 
umn. An amendment to the by-laws is proposed, making perma- 
nent the army and navy visiting committees. In the evening 
there will he a beefsteak dinner, followed by the annual busi- 
ness meeting, installation of the new officers, and an entertain- 
ment feature, made up of vaudeville acts and the performance of 
“The Traffic Club Revue.” 


CAR SUPPLY SITUATION 


The Trafic World Washington Bureau 


A confusion that is distracting prevails with respect to 
the car supply. Facts are being brought to the attention of the 
American Railroad Association’s commission on car service and 
the Interstate Commerce Commission, which, if they were not 
being carefully analyzed, might cause the regulating body 
seriously to consider the advisability of availing itself of the 
power over physical operation granted to it by the new trans- 
portation act. 


The outstanding fact is that the mechanical and operating: 


officials of the railroad corporations appear to consider that it 
is essential that the cars owned by the corporations they are 
serving should be on the rails of the owners. The operating 
officials are telling shippers that they have only thirty, thirty-five 
or forty per cent of their own cars on their own rails, and there- 
fore they cannot meet the requests for cars made by shippers. 
The latter, without analyzing the declarations of the operating 
officials, in many instances, are writing or wiring to the Inter- 
state Commerce Commission or to senators or representatives, 
demanding that the Commission do something to remedy the 
situation. 

A good part of representations of that kind are regarded 
as propaganda and evidences of a desire for alibis. Two western 
roads, for instance, have been telling grain shippers that they 
have few of their grain cars on their own rails. The implica- 
tion is that if they could only get back their own cars, they 
would render better service. The fact is that those roads had 
the grain cars of other railroads and the talk about their own 
cars being off their rails, it is believed, is intended to cause the 
commission on car service to bring pressure on other roads to 
return their grain equipment to them. 

The desire for a return of their grain cars is founded on 
the theory of the mechanical department that the cars away 
from home are not receiving the care and attention that should 
be bestowed on them and that what repairs are being made 
are being made in an uneconomical manner. The mechanical 
department of nearly every railroad believes it can do better 
and cheaper repair work on its own cars than the mechanical 
department of any other road. 

Car service men are inclined to admit there is some truth 
in that contention. They admit also that the cost of repairs 
rises when it is necessary for the road that is about to repair 
a foreign line car finds it necessary to send to the owner of 
that car for extra parts. The cost of transporting those parts 
and the loss caused by the time used in transporting them, it 
is admitted, is an item in the bill showing the cost of repairing 
cars. But they are also inclined to hold that that increased 
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cost is less than the cost that would accrue if the out-of-order 
car were sent home empty, assuming that it could be sent home 
without endangering the train in which it might be placed. 

The statement by a road that so many of its cars are off its 
own rails, often heard by car service men, is regarded as a mere 
excuse for doing less, in the way of furnishing cars, than might 
be done. But the members of the American Railroad Associa- 
tion’s commission on car service, being joint employes of all 
roads, seldom, if ever, have the opportunity to point out to the 
Interstate Commerce Commission or to the shipper that the 
talk about cars being away from home is usually either an ex- 
cuse for slack methods in handling the supply of foreign line cars 
on the rails of the complaining road, or as the foundation for a 
propaganda to force the cars to the home rails so that the 
mechanical department can show that it can make repairs for 
less than the repair department of any foreign line. 

Transportation or operating officials, naturally, hold that the 
cars carrying the initials of the corporation for which they 
work are better than the cars bearing the initials of other 
corporations. Therefore, car service men think they may do 
more than is justifiable to force the return of the equipment 
stenciled with the initials of the corporations that make them 
so superior. 

If the commission on car service is permitted to carry out 
the plans outlined in the rules adopted about the time the roads 
were returned to their owners, unwarranted representations of 
the transportation and mechanical departments will not be per- 
mitted to interfere with a sane use of equipment. Drastic en- 
forcement of the rules pertaining to the return of cars to their 
owners will not be attempted. The desire is to have every car 
used to the maximum. Any disregard of the home routing 
rules that can be justified on the ground that it enabled the 
violating road to transport more freight than otherwise, will be 
condoned. But justification that would be accepted by reason- 
able men will be necessary. 

The foolishness of transportation and mechanical depart- 
ment men is not the only kind with which the car service men 
come into contact. There are a few shippers who profess not to 
care a picayune for the home-routing rule and who will load 
any car that comes into their possession for any destination. 
Shippers of that kind, there is reason for believing, will be 
deprived of their supply of cars. 

While the Interstate Commerce Commission has not said 
a word on the subject, it is well understood that a majority of 
the commissioners favor placing the burden of trying to operate 
the railroads on the backs of the corporation officials and they 
will stand by a corporation that finds it necessary to deprive a 
shipper of his car supply because he will not heed the home- 
routing rule, because there must be some regulation in the use 
of equipment. An owner may not be permanently deprived of 
the use of his cars, even when the shipper is furnishing revenue 
freight and the road that is hauling it for him is paying ninety 
cents a day for the use of the car. Ninety cents, it is believed, 
will not cover the cost of repairs and maintenance by a con- 
siderable margin, let alone a reasonable return on the invest- 
ment. The car, therefore, must be returned to the owning 
carrier, without delay. ‘Without delay” does not mean return 
empty by the most,direct route, but return, under load the whole 
way, or part of the way. Diversion from the most direct route, 
it is believed, will be justified by a showing that freight was 
moved which otherwise could not have been handled, because 
the carrier so diverting the car from the direct route could 
not have supplied a car in place of it. 


Restrictions are being strictly enforced in regard to coal 
cars for lines serving the lake ports, and automobile cars. There 
are four roads owning seventy-ton-capacity coal cars. The car 
service orders require their return to their owners, because 
the other.roads are not able to offer seventy-ton cars in ex- 
change for the heavy equipment. But under an order issued 
early in the month, a seventy-ton car given one of the four 
roads, regardless of its stenciling, is regarded as having been 
returned to its owner. That is to say the cars are so nearly 
identical that, for purposes of exchange, the car o6wned by one 
road is considered as good as the car owned by any of the other 
three. Automobile cars are considered special equipment, to be 
returned in strict accord with the rules, to the roads that 
invested their money therein. 

New England is now and for three months has been the sink 
hole in which cars have gone out of sight. The winter in that 
part of the country has been the worst in forty odd years, worse 
even than the winter of 1917-18, which, for the country as a 
whole, was the worst ever known. The blizzard that hit the 
eastern part of the country on March 5 made a bad condition 
worse. The railroads of New England, by that time, were well 
dug out of the snow deposited by a prior storm. But before 
the blizzard of March 5 turned cold, rain washed the snow that 
had been piled along the tracks into the trenches that had been 
dug for the trains in the form of slush. Then when the freeze 
came, in many places the tracks were put beneath a sheet of 
ice so thick that it covered the rails. Snow plows could do 
nothing with such a situation. The sheet of ice derailed the 
plows. Passenger trains, to which four engines had been at- 
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tached, stuck in the snow and the engines died because they 
ran out of fuel. The fastest passenger trains, in many instances, 
were stuck for two, three and four days. 

As a result of the adverse conditions, nearly every New 
England road has on its rails more than 100 per cent of cars 
owned. Some were above 150 per cent, but that gave the owners 
no pleasure. It meant that consignees were unable, on account 
of weather conditions, to unload. It meant, also, that cars were 
being held short of billed destinations, and that the freight 
money represented by the loads therein could not be collected. 

Ten days of real spring weather, it is certain, would put 
New England into fair condition, but it will take at least a 
month to get the cars out of that part of the country. 

About thirty-five per cent of owned cars were on the rails 
of their owners on March 20. On January 1 about 27 per cent 
were at home. During the whole of 1919 the Railroad Adminis- 
tration tried to get cars to their home rails and last July more 
than 31 per cent were at home. That figure declined toward 
the end of the year, but it rose from January 1 onward. When 
a road has 65 per cent of its owned cars on its rails, the situa- 
tion is considered satisfactory. For the last four years eastern 
lines have always had more than 100 per cent of cars owned 
on their own rails. That was because the overwhelming pre- 
ponderance of tonnage was eastbound and because most of the 
eastern lines are short, in comparison with many of the origi- 
nating lines. It is notorious that the delays are in the termi- 
nals. The eastern lines, being the delivering carriers, it has 
followed that equipment in excess of the number of cars owned 
by the delivering lines, has accumulated in the eastern terri- 
tory. Even if the winter in New England had been mild, the 
car supply of the New England roads would have been in excess 
of the number of cars owned by them, because the trend of 
freight is still toward Europe, to much greater extent than be- 
fore the war. 

Some of the shortage is due to the poor repairs of cars. In 
January, 1920, 6.6 per cent of the 2,453,000 cars were reported 
as unserviceable. That was a larger percentage than in 1919, 
the report for January of that year being 5.8 per cent. In Janu- 
ary, 1918, a month after federal control was begun, the bad 
order cars amounted to 5.4 per cent of the whole number. 


’ REFRIGERATOR CAR BUREAU 


, The Traffic World Washington Bureau 


Users of railroad-owned refrigerator cars are trying (and 
they believe they will succeed) to have a refrigerator car bu- 
reau, with W. L. Barnes in charge, established at Chicago or 
Washington, by the American Railroad Association, to the end 
that there may be unified control of perishable freight equip- 
ment, such as was in effect during government control. The 
Joint Council of the Western Fruit Jobbers’ Association of Amer- 
ica, the National League of Commission Merchants of the United 
States and the International Apple Shippers’ Association are 
the prime movers in the matter. Fayette B. Dow is their ad- 
viser. 

At present the car service commission of the American 
Railroad Association is handling the subject, but the shippers 
think there should be a stricter control than can be exercised 
in that way. If the railroads do not bring about a stricter 
unification, they will file formal complaint with the Commis- 
sion, asking that body to step in, under the new transportation 
act, and take charge of the refrigerator cars owned by the 
railroads. The new law specifically exempts cars of all kinds 
not owned by the carriers. The Commission, by it, is author- 
ized to order the distribution of equipment “regardless of owner- 
ship, as between carriers.” That limitation was written into 
the law at the request of Representative Howard of Oklahoma, 
who, in doing so, was seeking to make assurance doubly sure 
by specifically exempting from the power of the Commission 
cars not owned by the railroads. Attorneys for many car own- 
ers said the exemption was unnecessary, because Congress 
could not give authority to the Commission to control the use 
of equipment furnished by a shipper, to supplement the equip- 
ment of the carrier, so long as the car was not leased to the 
carrier and thereby made a part of its supply of cars devoted 
to transportation service. 

Recognition of the seriousness of the situation was given 
by Chairman Kendall of the car service commission in a tele- 
gram sent to all railroads under date of March 23. In that 
telegram Mr. Kendall said: 


The railroads are confronted by a perishable crop situation which 
immediately and for several months to come makes imperative most 
effective utilization of refrigerator cars. Demands will be contin- 
uously far in excess of available refrigerator car supply. Unless other- 
wise advised by the Commission on Car Service refrigerator cars must 
not be loaded with other than perishable freight requiring the use of 
a refrigerator car. If perishable freight loading is not immediately 
available such cars must be expedited empty to perishable freight 
loading territory in strict accordance with instructions governing from 
time to time. 


The question of unified control over perishable freight 
equipment owned by the railroads has been under discussion 
by the Commission’s car service division, composed of Com- 
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missioners Clark, Hall and Woolley, representatives of the three 
associations mentioned, the shippers, and the railroad execu- 
tives. In one conference the railroads were represented by 
Alfred P. Thom, general counsel, Railway Executives; Carl Gray, 
.president, Union Pacific; J. H. Hustis, president, Boston & 
Maine; Henry B. Spencer, president, Southern Lines Refriger. 
ator Car Company; Joseph H. Young, president, Norfolk & 
Southern; Louis J. Spence, traffic director, Southern Pacific; 
Fred H. Wood, commerce counsel, Southern Pacific; L. V. Bald- 
win, vice-president, Illinois Central; J. H. Porterfield, superin. 
tendent transportation, Illinois Central; C. B. Strohm, superin- 
tendent transportation, Santa Fe; J. B. Crawford, superintend- 
ent transportation, Pacific Fruit Express; J. C. McClymonds, 
general agent, refrigerator service, Union Pacific; W. C. Ken- 
dall, chairman, American Railway Association’s Car Service Com- 
mission; W. L. Barnes, American Railway Association’s Car 
Service Commission. 


STOCK CAR DISTRIBUTION 


The Trafic World Washington Bureay 


In Circular CCS-11, Chairman Kendall, of the Car Service 
Commission, said: 

“The following rules will, effective at once, govern with 
respect to distribution of stock cars on all railroads: 


1. The distribution of privately owned stock cars as between rail- 
roads and as between stations on each railroad will be authorized by 
the owners of such cars. 

_ 2. Such privately owned stock cars as are placed for loading by 
direction of the owner shall count against the daily allotment of cars 
to the shipper. 

3. The owners of so-called private stock cars will give distribution 
to all their equipment before calling upon the railroads for assistance 
in filling orders for stock cars for their shippers or for their account. 

4. If the number of privately owned stock cars placed for a ship- 
per equals or exceeds that shipper’s pro rata share of the avialable 
supply, he shall not be entitled in addition to any railroad-owned stock 
cars. 

5. If the number of privately owned stock cars placed for a ship- 
per is less than his pro rata share based on his daily ability to load 
and ship, he is entitled to be allotted railroad-owned equipment in 
addition thereto to make up his pro rata share. 

The railroad will distribute available railroad-owned stock cars 
on a pro rata basis which shall take into consideration the ability of 
the shipper to load and ship. 


DISTRIBUTION OF GRAIN CARS 


The Trafic World Washington Bureau 


In Circular CCS-10, Chairman Kendall, of the Car Service 
Commission, says: 

“Effective at once the following rules will, during periods 
of car shortage, govern uniformly the distribution between ship- 
pers of cars available for grain loading at stations. 


1. Each shipper of grain will advise the carrier’s agent each Sat- 
urday of the total quantity of grain on hand tendered for rail ship- 
ment. The ratio of the quantity so reported by each shipper to the 
total quantity reported by all shippers shall be the percentage basis 
for the distribution of available cars at that station during the 
ensuing week for grain loading. 

2. Each shipper of grain shall make written order on the carrier’s 
agent for cars wanted for grain loading, showing the following in- 
formation: 

Date of order. 

Number of cars wanted (in units of 40-ton cars) and whether 
for sacked or bulk grain. 

Destinations. 

Date wanted to load. 

Quantity of each kind of grain on hang and _ conveniently 
located for prompt loading tendered for rail shipment. 

F. Name of shipper. 

Copies of orders by a shipper located on more than one carrier 
(steam, electric or water) shall be filed with the agent of each carrier. 
Such combined orders must not exceed the total grain conveniently 
located for prompt loading tendered for shipment. 

- Cars will not be furnished in excess of a shipper’s ability to 
load and ship promptly. 

4. When a shipper’s pro rata share of the available car supply is 
a fraction of a car, the fraction will be carried to his credit, and he 
will be entitled to car supply on the basis of the aggregate of such 
fractional credits. 

5. The term ‘“‘prompt loading,’’ as used in these rules, is intended 
to mean that a car placed for loading not later than 10 a. m. must_be 
loaded and billing instructions tendered before the close of the day 
on which it is placed, failing which, such car will be charged against 
the shipper’s allotment as an additional empty for each succeeding 
day held for loading, or for billing instructions. 


RETURN OF COAL AND ORE CARS 


The Trafic World Washington Bureau 

Chairman Kendall, in a circular CCS-9, dated March 18, on 
the subject of the return of self-clearing hopper coal and ore 
cars to their home lines, said: 

“Present information is that the volume of coal scheduled 
to move to Lake Erie ports this year and the volume of ore 
scheduled to move from such ports exceeds all previous records. 
It is, therefore, essential that all hopper or so-called self-clearing 
cars of the ownership of lines serving the Lake Erie ports 
be assembled on these lines with the least possible delay. Fur- 
ther, that these cars be confined to the lake coal and ore service 
to the extent necessary that the lake lines may transport to the 
maximum these commodities offered for movement during the 
coming season of navigation. 
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March 27, 1920 


“To accomplish this all lines are directed to give the home 
movement of cars belonging to roads as listed below (designated 
in the Official Railway Equipment Register under M. C. B. Class 
‘H’ and ‘GD’) preferred attention that their speedy return will 
be expedited. In the absence of prompt loading they should 
pe forwarded empty, without delay, by the most direct route: 
Baltimore & Ohio Railroad Company (Sandy Valley & Elkhorn 
Railway Company, Baltimore & Ohio Southwestern Railway 
Company); Bessemer & Lake Erie Railroad Company; Chesa- 
peake & Ohio Railway Company; Erie Railroad Company; 
Hocking Valley Railway Company; Kanawha & Michigan Rail- 
way Company; Kanawha & West Virginia Railroad Company; 
Louisville & Nashville Railroad Company; Montour Railroad 
Company; New York Central Railroad Company; Norfolk & 
Western Railway Company; Pennsylvania System; Pittsburgh 
& Lake Erie Railroad Company (Pittsburgh, McKeesport & 
Youghiogheny Railroad Company); Pittsburgh, Chartiers & 
Youghiogheny Railroad Company; Pittsburgh & West Virginia 
Railway Company (Wabash-Pittsburgh Terminal Railway Com- 
pany, West Side Belt Railroad Company); Southern Railway 
System; Toledo & Ohio Central Railroad Company; Union Rail- 
road Company; Western Maryland Railway Company; Wheeling 
& Lake Erie Railway Company.” 


STABILIZATION OF COAL CONDITIONS 
The Trafic World Washington Bureau 


A letter written by Secretary Tumulty at the request of 
the President to Chairman Clark calling the Commission’s at- 
tention to the recommendations of the bituminous coal com- 
mission as to seasonal rates and coal car supply was made 
public March 25. The coal commission urged that the Inter- 
state Commerce Commission give particular attention to the 
questions of seasonal freight rates, car supply and car distribu- 
tion, as well as the problem of railway coal purchase for stor- 
age. It was also urged that the Commission and the state com- 
missions issue, where lawful, rules controlling car distribution 
among mines to the end that no particular mine may be per- 
mitted to obtain, through a practice of car assignment and guar- 
antees, preferential car service; that the carriers and, if neces- 
sary, the Commission and the state commissions, issue the 
instructions necessary to abolish the practice whereby purchas- 
ing agents of the carriers use the companies’ control over car 
supply to force down the price of railway fuel; that the Com- 
mission make provision for enabling the carriers to increase 
the supply of cars. 

The recommendations to the Commission constitute part 
of the ¢oal commission’s program for stabilizing conditions in 
the coal industry. The Council of National Defense has assumed 
the duty of obtaining the general support of the public in the 
stabilization of the coal industry through purchase, transporta- 
tion and storage at point of ultimate consumption of its winter 
supply of coal. The first hearing will be held next Wednesday. 


PLANS FOR MOVING COAL 


The Trafic World Washington Bureau 


The American Railroad Association’s car service commis- 
sion has sent telegrams to more than six hundred railroads ad- 
vising them that on account of the depletion of the soft coal 
stock east of the Mississippi River during the coal strike and 
the low production thereafter, they must try immediately to be- 
gin moving more than eleven million tons a week instead of wait- 
ing to begin that drive in August, as has been the custom. Chair- 
man Kendall advised them to check their record for September 
and October last year and see that the record then made is ex- 
ceeded, because there is practically no coal in storage. The rail- 
roads, in particular, are in bad shape. Each road has been re- 
quested to report its scheme for getting coal moving early so 
that any new devices may be brought to the attention of all the 
roads. 

Chairman Kendall’s telegram is as follows: 


_ Bituminous coal stocks throughout country, particularly east of 
Mississippi River, greatly depleted during November-December strike 
period and production during winter months, has been below require- 
ments. In consequence critical condition now exists. Most urgently 
necessary bituminous production be immediately increased and main- 
tained above eleven million tons weekly beginning March 29. Con- 
unued and concerted attention to job by all concerned will make this 
Possible and still leave fair and reasonable car supply and transporta- 
tion for other commodities requiring coal cars. Coal loading lines 
should check their performance past few weeks with record attained 
September-October, 1919, in response my wire September 5, and en- 
deavor reach and surpass those figures. Appreciate roads suffering 
results hard winter and many coal cars weatherbound in northern 
States, but despite this railroads must at least equal administration’s 
last fall performance. Destination lines should get coal cars moving 
toward mines immediately and particularly should western lines get 
excess eastern cars home where situation is most acute. Require- 
ments of car service rules may be temporarily waived when necessary 
to obtain more prompt handling. Movement of empty cars from dis- 
tributing points to mines should be prompt and late placements 
avoided. Loads should be pulled from mines promptly and regularly 
each day. On all lines railroad fuel and other company material in 
open top cars should be cut to the irreducible minimum. Let con- 
Signees understand necessary to have their co-operation by prompt 
unloading and cars made empty should be promptly pulled from con- 
Signees’ tracks and hurried back to mines. Cinders and.other waste 
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products should be required to use the poorer run of open top equip- 
ment. Please instruct all concerned and acknowledge, advising your 
program. Appreciate most hearty co-operation. 


COAL DISTRIBUTION AND CONTROL 


The Trafic World Washington Bureau 

Establishment of lower freight rates on coal in the spring 
and summer months and higher rates in the fall and winter 
months for the purpose of encouraging: shipment of coal in ad- 
vance of seasonal needs and thus relieve the car shortage in the 
coal industry termination of control by the President over coal 
and coke under the terms of the Lever act, and the creation of 
the office of federal coal commissioner for the purpose of investi- 
gating from time to time the distribution, storage and sale of 
coal are among the things provided for in three bills introduced 
by Senator Frelinghuysen of New Jersey, on behalf of the sub- 
committee of the Senate committee on interstate commerce which 
has been investigating the price of coal and the car shortage as 
it affects the coal industry. 

The bill relating to changes in rates on coal, according to 
the season of the year, provides that from March 1 to September 
1, there shall be a reduction of 15 per cent below the published 
rates on coal and that from September 1 to March 1 there shall 
be an increase of 15 per cent above the published rates. Senator 
Frelinghuysen said the measure had the approval of Commis- 
sioner Clark. 

“It is believed that legislation requiring lower freight rates 
on coal during the spring and summer months, and higher freight 
rates during the fall and winter months,” said the senator, “would 
tend to encourage consumers to develop storage accommodations, 
to accept deliveries of coal in advance of their seasonal needs, 
and thus keep the mines operating more constantly throughout 
the year.” 

Senator Frelinghuysen read a statement which he said re- 
flected the views of Commissioner Clark on the subject. He said 
the proposed legislation would stabilize the price of coal as it 
would produce a demand for coal reasonably constant through- 
out the year and costs based on holding plant, capital and person- 
nel idle for a large portion of the time would disappear. 

Continuing his reference to Commissioner Clark’s views, Mr. 
Frelinghuysen said the legislation would obviate very largely the 
pressing necessity for more coal cars, and that while the present 
supply of cars was wholly inadequate to handle the fall and win- 
ter rush, there would be enough cars if they could be kept mov- 
ing with regularity throughout the year. Under the present sys- 
tem, he said, thousands of cars lie idle during the spring and 
summer. He said further that the proposed law would remedy 
the present inadequacy of terminal facilities. 

“The increasing inability of existing terminal facilities,” he 
said, “to handle extraordinary seasonal demands without entail- 
ing serious delays and disproportionate terminal costs is one of 
the most glaring weaknesses in the present American railroad 
transportation system.” 

The senator said the proposed measure would promote regu- 
larity of employment in the mines and thus settle most of the 
outstanding grievances of the miners. 

Senator Frelinghuysen read the following, which he said 
was a part of the statement submitted to him by Commissioner 
Clark: 

“An examination of some of the disadvantages which might 
appear to inhere in the requirement of lower spring and summer 
freight rates for coal shipments reveals that most of these ob- 
jections are untenable: 

“1. No confusion, either for carriers or shippers, would re- 
sult from changing the rate on coal twice every year. The pro- 
posed legislation prescribes that the carriers shall file their 
tariff rates on coal in the same manner as at present, and, in- 
stead of requiring them to alter these tariffs semiannually, pro- 
vides an automatic statutory differential below the tariff rate 
for one portion of the year and above the tariff rate for the re- 
mainder of the year, with discretion in the Interstate Commerce 
Commission to change the amount of the differential where it 
finds necessary. 

“2. The revenue of the carriers would not be affected. A 
large amount of coal would still have to be mined and shipped 
in fall and winter to consumers who Jacked the capital, credit, 
foresight, or storage accommodations to enable them to secure 
their supply during the winter months. If the 30 per cent dif- 
ferential in favor of the months between April and August, in- 
clusive, should prove an unnecessarily large inducement, so that 
too great a proportion of coal were shipped during this period, 
the Interstate Commerce Commission is authorized to change the 
percentage so as to balance the summer and winter shipments 
properly. 

“3. The transportation of coal in the spring and summer 
would not embarrass the railroads in handling other seasonal 
movements—for example, crops. In some localities cars carrying 
grain are loaded only in one direction, returning empty to the 
point of origin because of lack of shipments moving in that 
direction. If coal could be encouraged to move at the same time, 
this wasteful practice of hauling empty cars might be at least 
partially eliminated. Operating conditions during the clear 
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weather of the spring and summer months are much more favor- 
able, so that railroads can better withstand heavy demands for 
transportation at that period of the year than during the fall and 
winter months, when coal has heretofore moved in_ greatest 
volume. The cost to the railroads of transporting coal is also 
much less in warm weather, when locomotives can haul heavier 
trains, when they consume less fuel, and when fewer employes 
can handle more traffic. 

“4. The acquisition of more coal cars does not afford a prac- 
ticable and complete remedy for existing difficulties. Under the 
transportation act recently approved the Interstate Commerce 
Commission is given the power to require carriers to provide 
themselves with sufficient cars. But most of the railroads have 
neither the money nor the credit with which to buy a supply 
of coal cars adequate for current needs under the present system 
of large seasonal shipments, so it would be useless for the com- 
mission to order them to purchase this equipment. On the other 
hand, most of the railroads which have enough money or credit 
to finance such purchases already possess an adequate number 
of coal cars to care for the needs of their own patrons, and they 
could not reasonably be required by the commission to purchase 
additional cars to take care of the traffic of other lines. 

“The transportation act also appropriates $300,000,000 as a 
revolving fund from which loans may be made to the railroads. 
In view of the fact, however, that this money will very likely 
be used only in small part for new equipment, and that of the 
portion which is spent for equipment much will go for new 
locomotives, refrigerator cars, and other types of urgently needed 
rolling stock, it is not probable that any considerable number 
of coal cars will be purchased out of this fund. It has been 
estimated that 100,000 new coal cars will be necessary to handle 
properly the usual seasonable demand. These alone would cost 
the entire amount of the appropriation mentioned above. The 
same statute also provides for creating a general railroad con- 
tingent fund, made up of a portion of the excess earnings of pros- 
perous railroads, out of which loans may be made to the rail- 
roads, and out of which the commission may purchase equip- 
ment and facilities to be leased to the railroads. This fund will, 
however, be wholly an expectancy for many months to come, and 
at least one more winter, with its heavy demand on the present 
totally inadequate coal-car supply, would elapse before any relief 
could be had from this quarter. Even if funds were immediately 
available with which to purchase coal cars, and only coal cars 
were to be built, the car shops in the United States could not 
turn out sufficient cars between now and next fall to handle 
properly the coal shipments during the winter of 1920-21, assum- 
ing that the proposed legislation is not enacted in the mean- 
time. Finally, even if this money were obtainable and cars would 
be turned out in sufficient quantity, the acquisition of cars which, 
under the present system of uniform freight rates on coal, would 
stand idle the greater part of the year would entail enormous 
depreciation and capital charges, all of which would have to be 
borne by the coal transported during the rush season. 

“5. It may be urged that the interstate commerce act now 
contains ample provisions to permit the Commission or the car- 
riers to institute lower summer freight rates for coal. The con- 
clusive answer to this contention is that during the many years 
that the same provisions have been law this practice has never 
been introduced. When the carriers have been asked to initiate 
such seasonal rates on coal, the request has usually been coupled 
with a demand that while rates might be lowered in summer, 
they should not be raised in the winter; and the carriers, facing 
a consequent depletion of their revenues, have declined to co- 
operate on this basis. The shippers and consumers, motivated 
by their individual needs, have been by no means unanimous 
as to the amount of the differenece in rates or the seasons in 
which lower or higher rates should prevail. In the very nature 
of the case, it is a subject for legislation, where Congress, rep- 
resenting all the people, may enact rules which will take into 
consideration the interests of all the people. 

“The Interstate Commerce Commission, while it might feel 
justified in approving schedules initiated by the carriers insti- 
tuting such seasonal rates, could not make such percentages of 
difference in rates permanent. The carriers, pressed by coal 
operators or consumers, might at any time file new schedules 
abandoning or modifying these seasonal rates. General con- 
fusion would result. 

“It is understood that the Commission does not believe that 
it possesses the power to require the establishment of such sea- 
sonal rates on coal. It has never attempted to exercise this 
power, and it is known that it does not contemplate doing so in 
the future in the absence of further legislation. The Commission 
assumes that in prescribing.rates and practices it is not em- 
powered to initiate new systems of rate making designed prin- 
cipally to remedy general economic situations. It feels that this 
should be the subject of specific legislative determination and 
authorization, rather than of mere administrative action. 

“Even if the carriers, the shippers, and the Commission 
could and did institute such seasonal rate schedules, their action 
in this matter would be the subject of interminable litigation. It 
would be contended that no power had been delegated to the 
Commission to approve or initiate such seasonal rates, and the 
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action of the Commission in this connection would most likely 
be enjoined until the matter had been decided by the United 
States Supreme Court. The result would be that two or three 
winters might elapse before this urgently needed practice could 
be put into effect. Definite legislation, such as that proposed, 
will remedy the situation at once. In view of the fact that the 
courts have upheld similar differences in rates, based on no less 
cogent economic reasons—e. g., under the so-called long-and- 
short-haul clause—there should be no doubt as to the constitu- 
tionality of the measure proposed.” 

“Briefly stating the effect of this measure,” said Senator 
Frelinghuysen, “it means that from the Ist of April to the Ist 
of September consumers of bituminous and anthracite coal, used 
by the industries of the country to the extent of 500,000,000 tons, 
heretofore purchased practically during the winter months, will 
have the opportunity of having 15 per cent reduction in their 
freight rates and a penalty of 15 per cent advance from the Ist 
of September for the following six months. It means that it 
will induce the purchase of coal in the summer and, according to 
Commissioner Clark, will release 250,000 coal cars, which are 
idle during that period, at a time when the railroads are not 
congested, and at a time when the coal may be moved more 
efficiently and effectively. 

“I believe that this will solve the great problem in regard 
to the coal miner’s complaint that he is compelled during the 
summer months to remain idle a long period. 

“Therefore, feeling that this measure will be beneficial to 
the coal industry, we have decided to present it to the Senate, 
and ask that the Committee on Interstate Commerce consider it 
carefully, hopeful that it will be enacted into law. 

“A statement has been made by some one who has studied 
this question that it will save $1,000,000,000 a year to the coun- 
try in the wastage that now exists.” 

Taking up the bill under which federal control over coal 
and coke would be terminated, Senator Frelinghuysen said Di- 
rector-General Hines, by authority delegated to him by the 
President, was seizing coal belonging to other shippers and 
diverting it to essential industries. He referred to the recent 
priority order and creation of regional coal committees by the 
Director-General. He said he and other senators were “inun- 
dated” with complaints against the policy of the Director-Gen- 
eral. He said the sub-committee had reached the conclusion 
that the primary difficulty at this time was the exercise of power 
by the government under the Lever act and that the practical 
thing to do would be to repeal those war powers, and permit the 
law of supply and demand to regulate the situation. 

The bill provides that after enactment the President may no 
longer license the importation, storage, mining, or distribution 
of coal or coke, and thirty days’ time would be given to wind up 
matters arising out of federal control of coal. 

The second section of the bill would make it a misdemeanor 
for any railroad company to confiscate coal in the course of 
transportation over its lines. 

“It has been one of the great abuses in the coal industry,” 
said the senator, “that the carriers have confiscated coal in- 
voiced to private consumers, to industries, to public service 
corporations.” 

Senator Norris asked whether complaint had been made 
that the Director-Generai had been unfair to any industries in 
exercising the control over coal. 

“The methods employed by Mr. Hines, the Director-General 
of Railroads, in my opinion, have been ruthless and illegal to 
the extent of usurping powers which he does not possess, but 
which have been necessary to compose the situation,” said 
Senator Frelinghuysen. 


Senator Pomerene, of Ohio, read a telegram from the 


.Youngstown (Ohio) Chamber of Commerce, to the effect that 


car supply in the Pittsburgh and Connellsville regions had been 
inadequate but that results were more serious since the central 
coal administration reinstated the priority list. The Chamber 
recommended the cancellation of the priority list on coal and 
the establishment of positive orders by the Interstate Commerce 
Commission for the return of open-top cars to owning roads in 
that territory. The telegram stated that it was the understand- 
ing of the Chamber that western and southern roads have from 
120 to 250 per cent supply of this class of equipment, while 
lines in coal-producing territory are ranging from 20 to 60 per 
cent supply of coal cars owned by them. Senator Pomerene 
said the same condition existed in Cleveland and elsewhere. He 
said the railroads have been “exceedingly careless in this, that 
many of these cars are loaded with ashes and permitted to 
stand on tracks when they should be unloaded and used for coal- 
carrying purposes.” He said further that many of these cars 
were being used for the transportation of automobiles when 
they were needed for coal. Senator Pomerene said he believed 
that the situation could be remedied by a more careful super- 
vision by the Interstate Commerce Commission and that he 
understood that body was active in attempting to give relief 
in the matter. 

The bill creating the office of federal coal commissioner, 
Senator Frelinghuysen explained, was submitted with a view 
of having a governmental agency to obtain information about 
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the coal industry and to provide some method to prevent a re- 
currence of practices which in the past and at the present cause 
serious inconvenience to the public. The term of the coal com- 
missioner would be five years with an annual salary of $10,000, 
and necessary office force. 


Seasonal Coal Rates 


The bill providing for reduced freight rates on coal and 
coke during the spring and summer months and increased rates 
during the fall and winter months follows: 


That section 15 of the Interstate Commerce Act, as amended, is 
hereby further amended by inserting after paragraph (6) thereof a 
new paragraph to read as follows: 

“(6a). From and after 30 days immediately following the passage 
of this amendment, no carrier by railroad subject to this act shall de- 
mand, collect, receive or enforce, for the carriage of coal, coke, 
briquetets or boulets, any individual or joint rate which, during the 
period from April 1 to August 31 in each year, both dates inclusive, is 
greater or less than 85 per centum of the schedule rate in effect there- 
for on the date of shipment, or which, during the remainder of each 
year, is greater or less than 115 per centum of the schedule rate in 
effect therefor on the date of shipment. Whenever, after full hearing 
upon complaint or upon its own initiative, the Commission is of the 
opinion that any such individual or joint rate as so reduced or in- 
creased is or will be unjust or unreasonable or unjustly discriminatory 
or unduly preferential or prejudicial, the Commission is hereby author- 
ized and empowered to determine and prescribe what will be the just 
and reasonable individual or joint rate to be thereafter observed dur- 
ing the portion of each year to which the proceeding relates, and to 
make an order that each carrier affected shall cease and desist from 
demanding, collecting, receiving or enforcing a different rate than that 
so prescribed for the carriage in question. Whenever, after full hear- 
ing upon complaint or upon its own initiative, the Commission is of 
the opinion that the percentages of differences in rates for the car- 
riage of coal, coke, briquettes or boulets, as prescribed by this para- 
graph or by order of the Commission hereunder, cause or will cause 
shipments of coal, coke, briquettes or boulets to be made in such 
disproportionate quantities at any period of the year as to prevent the 
carriers affected from handling their traffic properly, from using their 
equipment and facilities efficiently, or from receiving just and reason- 
able revenue from such coal, coke, briquettes or boulets traffic as a 
whole, the Commission is hereby authorized and empowered to de- 
termine and prescribe what percentages of difference in rates for the 
carriage Of coal, coke, briquettes and boulets, below and above the 
schedule rates in effect therefor for all the carriers by railroad sub- 
ject to this act, will be just and proper, to be thereafter observed, 
and to make an order that each carrier affected shall cease and desist 
from demanding, collecting, receiving or enforcing a different rate 
than that fixed in conformity with the percentages so prescribed for 
the carriage of coal, coke, briquettes, or boulets. Nothing contained 
in this paragraph shall be construed to authorize or require any car- 
rier to demand, collect, receive or enforce any charge which is greater 
or less than that shown in its schedules for switching and other inci- 
dental services performed in connection with the carriage of coal, 
coke, briquettes or boulets.’’ 


Senator Frelinghuysen’s bill to terminate federal control of 
fuel and to prohibit carriers from confiscating coal in their pos- 
session follows: 


That the power and authority to license the importation, storage, 
mining and distfibution of coal or coke, to requisition coal or coke, to 
requisition or operate the plant, business, or any appurtenances 
thereof belonging to any producer of or dealer in coal or coke, to fix 
prices for coal or coke, to regulate the production, sale, shipment, 
distribution, apportionment or storage of coal or coke, and all powers 
and authority incidental thereto, conferred on the President, or on 
any other agency of the government, by or in pursuance of the act 
entitled, “‘An Act to provide for the national security and defense by 
encouraging the produtcion, conserving the supply, and controlling 
the distribution of food products and fuel,’’ approved August 10, 1917, 
as amended, are hereby terminated, except that such powers and 
authority shall continue in full force and effect for thirty days after 
this act becomes law, to the extent that may be necessary to settle 
and wind up all matters, affairs and transactions growing out of or 
incidental to the exercise of such powers and authority and the execu- 
tion of the provisions of such act of August 10, 1917, relating thereto. 
Such termination of powers and authority shall not affect any act 
done, or any right or obligation accruing or accrued, or any suit or 
proceeding had or commenced in any civil case before the date this 
act becomes law; but all rights and liabilities under such act of 
August 10, 1917, arising before the termination of such powers and 
authority shall continue and may be enforced in the same manner as 
if such powers and authority had not been terminated. Any offense 
committee, and all penalties, forfeitures or liabilities incurred prior 
to such termination may be prosecuted or punished in the same man- 
her and with the same effect as if such powers and authority had 
not been terminated. 

Sec. 2. That section 1 of the Interstate Commerce Act is hereby 
amended by adding, immediately following paragraph (12) thereof, the 
following new paragraph: 

“({2a.) Hereafter no carrier by railroad subject to this act shall 
confiscate, sieze or divert for its own use, or for any other purpose, 
whether with intent to make proper compensation therefor or not, 
any coal or coke of which it is in possession solely as a common 
carrier, and which the owner has not voluntarily sold or transferred, 
or — into a contract to sell or transfer, to such carrier by rail- 
road.”’ 


Coal Control Suspended 


All executive orders under which Director-General Hines 
has been exercising control over coal, with the exception of the 
order relating to the Tidewater Coal Exchange, were suspended 
by President Wilson in an executive order dated March 19 and 
given out at the White House March 23. The order restores 
the status existing immediately prior to October 30, 1919, when 
the President revived control over coal to meet the conditions 
resulting from the coal strike. The executive order follows: 


Pursuant to the authority vested in me by the Act of Congress 
of August 10, 1917, entitled ‘‘An Act to provide further for the national 
security and defense by encouraging the production, conserving the 
Supply, and controlling the distribution of food, products and fuel,” 
and other powers thereunto me authorizing, I, Woodrow Wilson, 
President of the United States of America, do hereby order and direct 
that from and after 12:01 o’clock a. m., on the first day of April, 1920, 
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the order issued by me on the 30th day of October, 1919, go ee | 
certain rules, regulations, orders and proclamations therein referre 

to, relative to the price of bituminous coal and other matters and 
things therein described, shall be suspended until further ordered, and 
that all other executive orders subsequent thereto issued by me, except 
the Executive Order of February 25, 1920, relative to the Tidewater Coal 
Exchange, and all orders subsequent thereto issued by the United 
States Fuel Administrator, or any person acting pursuant to authority 
conferred upon him either by me or the United States Fuel Adminis- 
trator, shall be suspended until otherwise ordered, on and after 12:01 
o’clock a. m., April 1, 1920, it being the intent and purpose of this 
order to restore at 12:01 o’clock a. m., on April 1, 1920, the rules and 
regulations of the United States Fuel Administration to the_ status 
existing immediately prior to the aforesaid Exectuive Order of October 
30, 1919, but not in any wise to affect the validity of any act or thing 
done under any of said orders or regulations prior to 12:01 o’clock 
a. m., April 1, 1920, or the Executive Order of February 25, 1920, 
relative to the Tidewater Coal Exchange. 


Hines Suspends Coal Orders 


Director-General Hines issued an order March 24 suspending 
all orders issued by him with respect to control over the distribu- 
tion of coal, effective April 1, as follows: 


I, Walker D. Hines, Director General of Railroads, acting, with 
respect to control of the distribution of coal, under authority delegated 
to me by certain orders of the United States Fuel Administrator, dated 
Oct. 31, 1919, and Dec. 8, 1919, and by certain executive orders of the 
President of the United States dated Feb. 28, 1920, March 5, 1920, 
and March 19, 1920, hereby order and direct as follows: That all rules, 
regulations, orders or directions issued by me or underauthorization from 
me under and by virture of the aforesaid delegation of authority to me 
shall be and until further notice shall remain suspended from and 
after 12:01 a. m., April 1, 1920; and especially a certain order made 
by me on March 5, 1920, establishing a certain preference or priority 
list and designating as my representatives certain regional coal com- 
mittees with power, within the limits and for the purposes therein 
specified, to make diversions of coal in the possession of railroads 
operating in the United States as common carriers. 


In addition, Mr. Hines authorized the following statement: 


Pursuant to the above order of the Director General, H. B. 
Spencer, as chairman of the Central Coal Committee, today instructed 
all regional and district coal committees, through which the control 
of the Director General over the distribtuion of coal has been exer- 
cised, to cease functioning as the Director General’s representative at 
12:01 a. m., April 1, 1920, and to give notice to all parties concerned 
that on and after 12:01 a. m., April 1, any and all orders issued by 
the committees will cease to have force or effect. The activities of 
these committees which since March 5 have beeen charged with the 
duty of protecting the emergency fuel requirements of railroads, pub- 
lic utilities and other consumers in the first five classes of the fuel ad- 
ministrator’s preference list, will be confined to carrying out to con- 
clusion settlements for coal diverted prior to April 1. The committees 
have been advised that during the period remaining in which the 
Director General will exercise control over the. distribution of coal it 
is imperative that diversions shall be held at the absolute minimum 
necessary to meet current requirements of consumers in the first five 
classes and they have been instructed to exercise the greatest possible 
vigilance in seeing to it that no railroad, public utility or other con- 
— is permitted to build up a reserve supply of coal through 

iversions. 


TELEPHONE REVENUE 


The Traffic World Washington Bureau 


The Commission’s summary of monthly reports of the large 
telephone companies for December, 1919, shows that the tele- 
phone operating revenue for the twelve months of 1919 was $408,- 
010,876, as compared with $343,461,714 for the same period of 
1918, an increase of $64,549,162; telephone operating expense 
for the twelve months of 1919 was $302,686,352, as compared with 
$245,441,496 for the same period of 1918, an increase of $57,244,- 
856; net telephone operating revenue for the twelve months of 
1919 was $105,324,524, as compared with $98,020,218 for the same 
period of 1918, an increase of $7,304,306; operating income for the 
twelve months of 1919 was $76,736,692, as compared with $72,077,- 
003 for same period of 1918, an increase of $4,659,689. 


For the month of December, 1919, the report shows the fol- 
lowing: Operating revenues, $37,150,919, as compared with 
$29,900,460 in 1918; operating expenses, $27,944,075, as compared 
with $23,213,530 in 1918; net operating revenue, $9,206,844, as 
compared with $6,686,930 in 1918; operating income, $6,737,728, 
as compared with $3,826,125 in 1918. 


CHICAGO EXPRESS EMBARGO 


The American Railway Express Company on March 25 re- 
duced the Chicago embargo by resuming the acceptance of ship- 
ments to New York City, including Brooklyn. The embargo has 
now been lifted on both outbound and inbound shipments to 
twenty-nine states as follows: Arizona, Arkansas, California, 
Colorado, Delaware, District of Columbia, Florida, Georgia, Idaho, 
Kansas, Louisiana, Maryland, Massachusetts, Minnesota, Mis- 
sissippi, Montana, Nevada, New Mexico, North Carolina, North 
Dakota, Oklahoma, Oregon, Rhode Island, South Carolina, Ten- 
nessee, Texas, Utah, Washington, Wyoming. All perishables, 
including cut flowers, will be picked up by the express com- 
pany’s wagons until 2 p. m., transportation charges to be col- 
lect. Nothing will be accepted at the depots. The embargo has 
also been lifted on inbound shipments from Philadelphia, Boston, 
Baltimore and New York City, including Brooklyn. Perishable 
food products and other perishables will be accepted for Chi- 
cago from all points on the Chicago & Northwestern System, 
Illinois Central System, and the C. & E. I. System. 
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INTERPRETATION OF TARIFFS 


(Seventh of a series of articles written for The Traffic World by 
R. R. Lethem.) 

In the preceding article we dealt with joint rates, showing 
how to check a rate on a certain commodity from a point of 
origin on one line to a destination on a different line, using 
what is known as a general commodity tariff. 

In this article we shall show how to determine a rate on 
a given commodity, where it is necessary to use the class rate 
tariffs of the lines operating between given points of origin 
and destination. For instance, we shall check the rate on pas- 
senger automobiles, carloads and less than carloads, from Cleve- 
land, O., to Sheridan, Ind., the latter point being a local point 
on the Chicago, Indianapolis & Louisville Railway. 

As a rule, automobiles, both in carloads and less than car- 
loads, move on class rates. However, it is never safe to assume 
that there are no commodity rates on any article, and we there- 
fore examine the tariff index of the C. I. & L.—namely, Freight 
Tariff No. 1245-B, I. C. C. No. 3823—the destination line, to 
make certain that no commodity rates are published. We use 
the tariff index of the destination line because of the fact that 
our point of destination is a local point—that is, a point located 
only on one line—and the index of the destination line will 
therefore list in section 2 the tariffs of all carriers which pub- 
lish rates from Cleveland to local stations on the C. I. & L. 

Cleveland, O., we find by reference to the Official Guide, is 
located on a number of lines, several of which probably publish 
joint rates from Cleveland to local points on the C. I. & L. Ry. 

As the tariff index is so constructed it is necessary to look 
in the list of tariffs published by each of the lines initial at 
Cleveland. 

We first look at the tariffs of the P. R. R. (West), listed 
on page 60. 

In the list of specific commodity tariffs of that line we do 
not find listed any tariff that names a rate on automobiles, 
either carloads or less than carloads. Next we examine the 
list of general commodity tariffs which name rates from Cleve- 
land to Sheridan. We find listed in Supp. 1, page 8, a tariff, 
P. R. R. (West), I. C. C. No. F-1059, which, from the description 
given in the tariff index, should name commodity rates from 
Cleveland to Sheridan. Examining this tariff, we find that it 
does name commodity rates on certain articles from and to 
those points, but not on automobiles. We, therefore, know that 
we must apply a class rate on our shipments. The tariff index 
of the C. I. & L. lists, on page 60, those tariffs naming class 
rates from P. R. R. (West) stations to points on the C. I. & 
L. Ry. We find P. R. R. (West), I. C. C. No. F-912 applying 
from P. R. R. stations to C. F. A territory 


Examining this tariff, we find that it applies from Cleveland, 
O., to Sheridan, Ind. We must next determine what class or 
rating to apply on automobiles, carloads and less than carloads. 

On the title page of P. R. R. (West), I. C. C. No. F-912, we 
find a provision to the effect that the rates named therein are 
governed by the Official Classification, except as otherwise pro- 
vided therein, and by exceptions to said classification, P. C. C. 
& St. L., I. C. C. No. P-653. The rule is that if a rating is con- 
tained in an exception sheet, the rating named therein takes 
precedence over a rating carried in the Official Classification 
proper. We find by referring to the exception sheet referred 
to, that it has been canceled and that the current exception 
sheet is P. C. C. & St. L. I. C. C. P-1140. Reference to the 
latter issue discloses no rating on automobiles either carloads 
or less than carloads. 


We therefore must look in the Official Classification, the 
current number of which is Official Classification No. 45, R. N. 
Collyer’s I. C. C. O. C. No. 45 (Consolidated Freight Classifica- 
tion No. 1), effective December 30, 1919. 

We find that the ratings on automobiles are carried on 
page 407, items 9 to 15, and page 408, items 1 to 3. 


Referring to page 407, we find that the rating on passenger 
motor vehicles, in L. C. L. lots, depends on the manner in which 
the automobiles are packed, a lower rating applying if packed 
in boxes than if in crates or loose, the rating applicable on 
shipments moving under tariffs subject to the Official Classifi- 
cation, when packed in boxes, being one and one-half times first 
class, when in crates two times first class, and when loose, 
two and one-half times first class, subject to a minimum charge 
of 5,000 pounds, each at first class rate. So that, if it is possible 
to crate or box the shipments, a considerable saving in freight 
charges will result, although, on the other hand, the cost of 
crating or boxing may exceed the saving in freight charges. 

When shipped in carloads, either loose or in packages, the 
rating on a minimum carload of 10,000 pounds is 110 per cent 
of the first class rate. 


Under the provisions of rule 27 of Official Classification No. 
45 (Consolidated Classification No. 1), all carload shipments 
must be loaded and unloaded by owners. This rule is the prin- 
cipal basis for the lower C. L. rating. However, under rule 15 
of the same classification, the charges on a less-than-carload 
shipment must not exceed the charges on a carload of the same 
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commodity; therefore, in figuring the proper charges on L. C. L, 
shipments, this rule should be taken into account. 

In connection with the rating on carloads it should be noted 
that it is subject to rule 34 of the classification. This rule 
consists of several sections numbered 1 to 7, inclusive. There. 
fore, before making a carload shipment of automobiles it should 
be determined, if possible, what size of car it will be necessary 
to have in order to load the shipment being made, as, by ref- 
erence to section 1 of rule 34, it will be observed that where 
articles are subject to this rule, the ratings apply on the mini- 
mum amount specified in connection with the rating only when 
shipments are loaded in or on cars 36 feet 6 inches or less in 
length, and that, in accordance with section 4, if a larger car 
is used, the minimum weight specified in section 6 of the rule 
for cars of larger size will be charged. Unless the size of car 
is specified, when a car is ordered from the carrier, charges 
will be assessed on the size of the car which is furnished by 
the carrier, regardless of the fact that the shipment could have 
been loaded into a smaller car. So that it is well to remember 
this fact when making shipments of articles which under the 
ratings in the classification are subject to this rule. If the size 
of car is specified when it is ordered and the carrier is unable 
to furnish a car of the size ordered, then, subject to provisions 
of sections 2 and 3 of rule 34, the charges will be assessed on 
the minimum weight for the size of the car ordered. 

As we have now determined the proper class rating in the 
classification to apply on our shipments, we will refer to Penn. 
Co. I. C. C. F-912 for the class rate to apply. We find that 
Cleveland, O., is shown in the index to points of origin on first 
revised page 9, as taking index No. 1770, and that Sheridan, 
Ind., in the index of destinations takes index 250 on page 80. 
On page 762 we find that to index 250 (Sheridan, Ind.) on the 
C. I. & L. Ry., from index No. 1770 (Cleveland, O.) on the P. C. 
C. & St. L. “Rate Basis” No. 38, shown on page 301 (Table of 
Rates) will apply via route 1110. 


On first revised page 302 we find that the first class rate 
for “Rate Basis 38” is 63 cents per 100 pounds, and in the 
“Table of Contents” shown on fourth revised page 3, that route 
1110 is explained on page 111, which page, in turn, refers us to 
P. R. R. (West), I. C. C. No. F-600. The latter issue provides 
for routing via Indianapolis, Ind., on shipments moving from 
Cleveland, O., to Sheridan, Ind. 


These tariffs, it will be observed, are published in loose- 
leaf form and, while six separate supplements to I. C. C. No. 
2912 have been issued up to December 1, 1919, which supple- 
ments make certain corrections, additions and corrections to 
the tariff, corrections are, as a rule, with tariffs of this sort, 
made by revising and reprinting the entire page on which the 
rate or item which it is proposed to amend appears, and substi- 
tuting for the amended page the revised page. This plan of 
issuing tariffs is followed to a considerable extent by the east- 
ern lines, but few, if any, of the lines operating west of the 
Mississippi River or in southeastern territory use this method 
of supplementing tariffs. 


We find, therefore, that the rate on passenger automobiles, 
in less than carload lots, from Cleveland, O., to Sheridan, Ind., 
routed via P. R. R. Co., Indianapolis, Ind., and C. I. & L. Ry., 
when shipped loose, is $1.57144, with a minimum charge of 5,000 
pounds at the first class rate of 63 cents per 100 pounds, when 
in crates $1.26, when in boxes 94% cents per 100 pounds, and 
when in carload lots, if loaded in a car 36 feet 6 inches or less 
in length, 68 cents per 100 pounds, minimum 10,000 pounds, 
with corresponding increases in the minimum weight for larger 
cars, depending on the size of the car used, as per section 6 
of rule 34, of Official Classification No. 45, except when cars 
of different length than ordered are furnished for carrier’s 
convenience in accordance with sections 2 and 3 of rule 34. 

In addition, however, to the route via the P. R. R. Co. in 
connection with the C. I. & L. through Indianapolis, Ind., further 
reference to the C. I. & L. tariff index discloses that the C. C. C. 
& St. L. Ry. publishes both commodity and class rates to points 
on the C. I. & L. No commodity rates being published on 
automobiles in C. C. C. & St. L. Ry. Tariff 525-A, I. C. C. 7325, 
from Cleveland, O., to Sheridan, Ind., we must again apply class 
rates via this route. In I. C. C. & St. L. Ry. Tariff No. 107-C, 
I. C. C. No. 7419, we find that the first class rate is 63 cents, 
the same rate as published by the P. R. R. Co. No routing is 
carried in the tariff of the C. C. C. & St. L., so the rate will 
apply via any junction at which the C. C. C. & St. L. has a con- 
nection with the C. I. & L. or via any lines parties to the tariff 
which form a through route between the two points in question. 

In the tariff index of the C. I. & L. we also find listed a 
general commodity tariff, issued by the Erie R. R. (west), which 
publishes commodity rates from Cleveland, O., to C. I & L. 
stations, but which tariff publishes no commodity rates on auto- 
mobiles from Cleveland to Sheridan. Via this route we must 
also apply a through class rate if one is published. We find 
listed tariff 655, I. C. C. A-5609, in which is published the 63- 
cent first class rate from Cleveland, O., to Sheridan, Ind. This 
tariff, like the class tariff of the C. C. C. & St. L., contains no 
routing instructions and shipments can therefore move via any 
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junction between the Erie and the C. I. & L. Ry. or via any lines 
parties to the tariff forming a through route between Cleveland 
and Sheridan. 

In addition to the tariffs issued by the P. R. R. Co., C. C. C. 
& St. L. and Erie (west), referred to above, we find that B. & 
0. R. R. I. C. C. No. 15164, N. Y. C. R. R (west) I C. C. No. 
Ls-443, N. Y. C. & St. L. I. C. C. No. 3908 and W. & L. E. R. R. 
LC. C. No. 1266 all publish the 63-cent rate. No routing instruc- 
tions are contained in any of these tariffs and the rate will 
therefore apply via any junction of the originating line with the 
c.I. & L. or via any lines parties to the tariff of the initial car- 
rier forming a through route between Cleveland and Sheridan. 

Therefore, we have available to us at least seven different 
routes over which shipments may be forwarded from Cleveland, 
0.,, to Sheridan, Ind., at the same rate. Which of these routes 
we use will depend, as to L. C. L. shipments, on the location 
of our plant at Cleveland with reference to the distance neces- 
sary to dray shipments, if packed, and as to both L. C. and 
L. C. L., the relative service furnished by the competing car- 
riers. No advantage in rate on C. L. shipments can be obtained 
by routing via the line on which our industry is located, for 
the reason that under the switching absorption tariffs of all 
the lines participating in traffic between the points in question, 
the traffic being competitive, the line handling the shipment 
out of Cleveland will absorb out of the through rate the switch- 
ing charges necessary to get the shipment to its line. 


REDUCTIONS IN STATE RATES 


The Trafic World Washington Bureau 


In a notice to carriers March 23, the Commission advised that 
applications for permission to reduce intrastate rates should be 
made by the initial carrier “preferably through the public service 
or utility commission” of a state and that such state commission, 
in transmitting the application, should express its approval or 


disapproval, in whole or in part, and state the notice of filing ~ 


the reduced rate it will require. In the event the state commis- 
sion has ordered a reduction and the carrier refuses to apply 
for permission, the state commission may apply for permission 
to make the reduction. A copy of the application for permission 
to reduce, filed by the state commission, should be served on 
the carrier and the latter has ten days in which to be heard. In 
states where there is no commission, the application of the car- 
rier must give information as to the time required in which 
the tariff may beceme operative and whether the state law has 
been obeyed. 
The Commission’s notice is as follows: 


The jurisdiction over intrastate rates, fares, charges, classifica- 
tions, regulations or practices passed to the state regulating author- 
ities at 12:01 a. m., March 1, 1920, with the limitation above referred 
to that such rates, ete., shall not be reduced prior to September 1, 
1920, without approval of the Interstate Commerce Commission. 

Requests for approval of reductions in intrastate rates, etc., 
should be made by the initial carriers or their agents, by applica- 
tions to the Interstate Commerce Commission to the effect and in 
the form set forth in Reduced Rate Order No. 1 of March 5, 1920, 
preferably through the public service, railroad corporation or utili- 
ties commission of that state with which the proposed rates must 
be filed, and such state commission in transmitting such application 
to the Commission should express its approval or disapproval, in 
whole or in part, and name the notice of filing which it will require. 
Any information in the possession of_the state commission which it 
is believed might be helpful to the Commission in disposing of the 
application and not set forth therein may be transmitted with the 
application. 

In the event that the state commission has after a hearing 

ordered a reduction in rates, etc., and defendant carriers refuse to 
fle an application with the Commission for approval of the reduc- 
tion so ordered, the matter may be presented to the Commission by 
the state commission by filing an application for a reduction in rates, 
etc. A copy of said application should be served upon the carrier 
and the application filed with the Commission should so state and 
name the date of such service. The defendant carrier shall have 
10 days from the date of such service in which to request an oppor- 
tunity to be heard before the Commission’s reduced rate board on 
the matters involved in said application. If the matter cannot thus 
be disposed of it can be made the subject of a formal complaint. 
_ In states where the law does not provide for a state commis- 
sion, or does not confer upon such commission the power 
to suspend a proposed _ reduced rate, fare or charge, the 
application of carriers should state whether or not the law of such 
state provides for a definite period of notice to the public before a 
rate can become lawfully effective, and if so, such period of notice 
must be shown therein. 


COMMISSION ORDERS. 


_ On motion of the complainants, the Commission has dis- 
Missed the following complaints: No. 10964, Johnson-Brown 
Co. vs. Appalachicola Northern Railroad et al.; No. 10934, Lowry 
Lumber Co. vs. St. Louis Southwestern et al.; No. 10940, Lowry 
Lumber Co. vs. Chicago & North Western et al. 

_ The following cases have been reopened for further hear- 
Ng on the question of reparation: No. 8118, Inman-Poulsen 
Lumber Co. et al. vs. Southern Pacific et al.; No. 9364, Inman- 
Poulsen Lumber Co. et al. vs. Southern Pacific et al. 

An order has been entered reopening for further hearing 
No. 9784, West Virginia Rail Co. vs. B. & O. et al. 

The defendants’ application for rehearing or reargument 

No. 10238, New Bedford Board of Commerce vs. New York, 

€w Haven & Hartford et al., has been denied. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

* * 





LOSS OF OR INJURY TO GOODS 


Value, Place and Time of Shipment: 

(Supreme Court of Nebraska.) The provision in the uni- 
form bill of lading in respect of an interstate shipment that 
the amount of loss or damage for which the carrier shall be 
liable in case of loss shall be computed as of the value repre- 
sented by the bona fide invoice price, if any, at the place and 
time of shipment, including the freight charges, if prepaid, is 
not a limitation of the carrier’s liability for negligence.—Bow- 
man-Kranz Lumber Co. vs. Bush, 176 N. W. Rept. 91. 





* a 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

a o 





REGULATION OF COMMON CARRIERS 


Carrier’s Right to Take Coal: 

(Supreme Court, Appellate Division, First Department.) 
Where the rules of a railroad, required and approved by the 
Interstate Commerce Commission, required a coal company each 
day to specify the cars it required for the following day, specify- 
ing separately those required for shipment of coal to be used 
by the railroad and to private consignees, railroad had the 
right to use coal put in cars requisitioned as being necessary 
for fuel to be used by the railroad, although the manifest card 
indicated that the coal should be shipped to private consignees, 
there being such a shortage of cars that the coal company 
would not have received such cars for shipment of coal to 
private consignees.—Phoenix Coal Co. vs. Pennsylvania Ry. Co., 
180 N. Y. Sup. 283. 
Filing Rates: ' 

(Supreme Court of Minnesota.) Under the interstate com- 
merce rule a carrier is required to file with the Commission 
its schedule of rates and tariffs, and to promulgate and dis- 
tribute the same so that shippers may have access thereto and 
ascertain its terms.-—Schaff vs. J. C. Famechon Co., 176 N. W. 
Rept. 197. 

To establish and render operative a $5 rental for a refrig- 
erator car in which potatoes are shipped from points in Min- 
nesota to points in Oklahoma, over connecting lines, the tariff 
— must be filed and published at the point of origin.— 
Ibid. 

Overcharges: 

(Supreme Court of Missouri.) A coal mining company, 
which shipped to customers, instead of f. o. b. at the mine, 
f. o. b. at destination, so that the customers paid the freight 
and remitted the railroad’s receipt for freight paid, with the 
balance of the price in cash, was injured in contemplation of 
law by the railroad’s exaction of an illegal charge, under the 
long-and-short-haul provision of the Constitution (article 12, 
12), and can maintain suit under statute to recover the illegal 
overcharge.—McGrew Coal Co. vs. Missouri Pac. Ry. Co., 217 
S. W. Rept. 984. 

The long-and-short-haul provision of. Const. art. 12, 12, be- 
ing self-enforcing, liquidates the amount of the overcharge by 
the carrier at the difference between the charge exacted and 
paid for the shorter haul and the rates charged for the longer 
haul, and, if wrongfully exacted and paid, is necessarily the 
amount to be recovered back.—Ibid. 


COMMISSION ORDER 

The Sacramento Northern Railroad, San Francisco & Sacra- 
mento Railroad, Central California Traction Company, Sacra- 
mento Transportation Company, Farmers’ Transportation Com- 
pany, Producers’ Transportation Company, California Transpor- 
tation Company, Rosenburg Brothers & Co., M. Phillips & Co., 
M. J. Brandenstein & Co., C. E. Grosjean Rice Milling Co., Stutt- 
gart Rice Mill Co., Louisiana State Rice Milling Co. and Joy 
Rice Mill Co., have been permitted to intervene in No. 9922, Lake 
Charles Rice Milling Co. vs. Abilene & Northern Railway Co. 
et al. 


You can keep in the closest possible touch with traf- 
fic and transportation developments through The Daily 
Traffic World. 
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DEPRECIATION AND OPERATING 
EXPENSE 


The Trafic World Washington Bureau 


To dispel any doubt as to the meaning of Section 435 of the 
new transportation act, prescribing the classes of property for 
which depreciation charges may be included in operating ex- 
penses, the Commission, March 22, promulgated the following 
notice to all carriers: 

“Section 435 of the Transportation Act, 1920, contains the 
following provision: 


The Commission shall, as soon as practicable, prescribe, for car- 
riers subject to this Act, the classes of property for which deprecia- 
tion charges may properly be included under operating expenses, and 
the percentages of depreciation which shall be charged with respect 
to each of such classes of property, classifying the carriers as it may 
deem proper for this purpose. The Commission may, when it deems 
necessary, modify the classes and percentages so prescribed. The 
earriers subject to this Act shall not charge to operating expenses 
any depreciation charges on classes of property other than those 
prescribed by the Commission, or charge with respect to any class 
of property a percentage of depreciation other than that prescribed 
therefor by the Commission. No such carrier shall in any case in- 
clude in any form under its operating or other expenses any deprecia- 
tion or other charge or expenditure included elsewhere as a deprecia- 
tion charge or otherwise under its operating or other expenses. 


“Information received by the Commission indicates the 
existence of doubt as to the propriety of carriers making any 
charges to operating expenses with respect to depreciation prior 
to such time as the Commission shall prescribe the specific per- 
centages of depreciation which shall be charged. 

“The purpose of this circular is to dispel any such doubt 
as may exist in the minds of accounting officers. 

“Until the Commission shall otherwise order, all carriers 
subject to the Act to regulate commerce should continue to ob- 
serve the requirements respecting the accounting for deprecia- 
tion which are embodied in the effective accounting classifica- 
tions prescribed by the Commission for the respective classes of 
carriers.” 


LOANS FROM REVOLVING FUND 


The Trafic World Washington Bureau 


A conference was held March 25 by Chairman Clark and 
Commissioners Meyer, Daniels and Eastman with a committee 
from the Association of Railway Executives with a view to an 
early formal consideration and determination of questions aris- 
ing in connection with loans to needy railroads from the re- 
volving fund of $300,000,000 provided in the transportation act, 
for use in the transition period immediately following, in the 
language of the statute, “the termination of federal control.” 

The act authorizes the Commission, after investigation, with 
or without notice, to make a finding as to the application of 
any carrier seeking a loan from that fund, and certify it to 
the Secretary of the Treasury. The finding is to say how much 
of a loan may be made to the carrier and the terms on which 
it shall be made. The statute authorizes the Commission, or 
the Secretary of the Treasury, to call on the Federal Reserve 
Board for advice and assistance with .respect to any application 
for a loan. 

On account of the last mentioned provision, Governor 
Harding of the Federal Reserve Board was also called into 
the conference. The primary object on the part of the com- 
missioners was to obtain an idea as to the total of loans the 
railroads of the country need. 

Inasmuch as the transportation act does not limit the grant- 
ing of loans to railroads that were under federal control, the 
association of executives and the Commission took the short 
lines into consideration. President Bird M. Robinson, of the 
American Short Line Railroad Association, was invited into the 
conference. 

Unofficially the commissioners know that the railroads be- 
lieve they need many more millions than are provided in the 
revolving fund of $300,000,000. The Railroad Administration 
has not been able to pay the rent the government promised 
the railroad corporations. It has not been able to do much 
more than provide the money for the payment of interest and 
dividends, wherefore many of the railroad corporations are in 
money distress. Improvemént and betterment work begun by 
the Railroad Administration, it is believed, alone calls for more 
than the sum put into the revolving fund by Congress. The 
railroads will have to borrow the money for continuing that 
work or allow it to come to an end uncompleted. 

Railroad executives have told the financial institutions in 
New York that the $300,000,000 fund is wholly insufficient. Their 
idea, as reflected in the expressed views of financial advisers, 
is that Congress immediately should make larger provision for 
the railroads. In the end the Commission may have to submit 


recommendations to Congress on that head. 

Chairman Clark took up the subject of loans with the execu- 
tives about ten days before the conference of March 25, with 
a view to having the association conduct an inquiry among the 
railroads of the country as to their irreducible requirements, so 
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that the Commission would have an idea as to whether jt 
could make an equitable distribution of the $300,000,000 in such 
a way as to do any real good, before undertaking to advise 
Congress that the sum was inadequate, or making any distriby. 
tion. 

If Congress had made provision for paying the debts of 
the Railroad Administration the task ‘of the Commission would 
be simpler. It refused, however, to make as large an appro. 
priation as Director-General Hines requested, largely, it is now 
generally believed, because the leaders therein were not con. 
vinced that the additional funds would be disbursed any more 
economically than the money in the first revolving fund. That 
fund, leaders in Congress professed to believe, was recklessly 
spent by Mr. McAdoo. Director-General Hines could not re 
duce expenses, wherefore the task of financing the carriers 
which have not received what is due them, from a $300,000,000 
fund, is now upon the shoulders of the Commission. 

In the conference March 25, Messrs. Hines and Sherley, 
representing the Railroad Administration, the feeling was gen. 
eral that the Commission would do well if it could control the 
loans from the three hundred million dollar revolving fund go 
as to have enough set aside to pay 25 per cent on the cost of 
80,000 freight cars, 20,000 refrigerators, 2,000 engines and 2,000 
passenger coaches to be built this year, if possible. Twenty. 
five per cent would absorb about one-third of the fund. The 
feeling was that the next most important thing was to complete 
the terminal improvements begun by Mr. Hines, so as to assure 
more prompt movement of equipment. No definite estimate 
as to the minimum amount for that purpose was made. Both 
items, however, must be held down to the amount left over 
after absolutely necessary loans to pay pressing bills of the 
railroads have. been made. 

Assistant Secretary Leffingwell represented the Treasury, 
Governor Harding, the Federal Reserve Board, T. DeWitt Cuy- 
ler’s committee, the railroad executives, and Bird M. Robinson, 


“the short lines, which must also be included in the loan pro- 


gram, although they were not under federal control. 


COMMISSION NEEDS MONEY 


The Traffic World Washington Bureau 


The Interstate Commerce Commission will need an addi- 
tional appropriation of $165,204.20 for the fiscal year ending 
June 30, 1920, to carry out the additional duties conferred on 
it by the new transportation act. This estimate has been for 
warded to the Secretary of the Treasury, who in turn has sub- 
mitted it to the House. The request has been referred to the 
committee on appropriations. The estimate made by the Com 
mission follows: 


Total Amount 
amount appropri- 
to be ap- ated for 


propriated the current 
under each fiscal year 
head of ap- ending June 
propriation. 30, 1920. 


Detailed objects of expenditures, and 
explanations. 


Interstate Commerce Commission— yy. 

For 2 commissioners, at $12,000 each; additional 
for 9 commissioners, at $2,000 each, and sec- 
retary, at $2,500, from Feb. 28, 1920, to June 
30 1920; in all, $15,204.20 (acts Feb. 4, 1887, 
vol. 24, p. 379, secs. 1-24; July 19, 1919, vol. 
41, p. 179, sec. 1; Feb. 28, 1920, vol. 41, p. —, 
a ER ee a He eerie $15,204.20 

(To carry out the provisions of sec. 24 of 
the act to regulate commerce as amended 
by sec. 440 of the transportation act, 1920, 
approved Feb. 28, 1920, providing for 11 com- 
missioners, at $12,000 each, and a secretary 
at $7,500; this appropriation is required in 
addition to the sum of $95,000 as salaries of 
commissioners and secretary carried in the 
sundry civil appropriation act approved July 
19, 1919. 

For all - authorized expenditures neces- 
sary in the execution of laws to regulate 
commerce, including per diem in lieu of sub- 
sistence when allowed pursuant to sec. 13 
of the sundry civil appropriation act ap- 
proved Aug. 1, 1914, $125,000, of which sum 
there may be expended not exceeding $50,000 
in the employment of counsel, not exceed- 
ing $3,000 for necessary books, reports, and 
periodicals, not exceeding $100 in the open 
market for the purchase of office furniture 
similar in class or kind to that listed in the 
general supply schedule, and not exceeding 
$85,000 for rent of buildings in the District 
of Columbia (acts Feb. 4, 1887, vol. 24, p. 379, 
secs. 1-24; July 19, 1919, vol. 41, p. 179, sec. 
1; Mar. 6, 1920, vol. 41, p. —, sec. 1)........06- 125,000.00 

Note.—The second deficiency appropriation 
bill for 1920 carries an item of $86,000 for this 
purpose. : 

To enable the Interstate Commerce Commis- 
sion to enforce compliance with sec. 20 and 
other sections of the Act to regulate com- 
merce as amended by the act approved June 
29, 1906, and as amended by the transporta- 
tion act, 1920, including the employment of 
necessary special accounting agents or ex- 
aminers, $25,000 (acts June 29, 1906, vol. 34, 
p. 593, sec. 20; July 19, 1919 vol. 41, p. 179, 
sec. 1; Feb. 28, 1920, vol. 41, p. —, secs. 
SD woe hae 0 40h 4058004 40 6ks 54040) 59pm s SIEO 25,000.00 


ME. wine eSS obs Condc ah ok sdoset CAberweaNeenes 165,204.20 


$95,000.00 


1,186,000.00 


300,000.00 
ea 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 
~ a 





EXPRESS COMPANY CLAIMS 


Editor The Traffic World: 

On November 24, 1919, the writer wrote you (see Traffic 
World, Nov. 29, 1919, p. 1240) in regard to several claims out- 
standing against the Adams Express Company. We advised 
you that it was our intention to stick to thesé claims until we 
succeeded in securing settlement from Mr. Stockton, general 
counsel, New York City. We also stated that if we met with 
any success, we would be glad to explain our method to anyone 
interested. 

We have just received settlement from the Adams Express 
Company in full for two of our claims and we have the promise 
that check will be mailed in connection with the third one 
shortly. In these cases settlement was received for the full 
amount. The writer would be glad to hear from anyone who 
is still having difficulty in getting any satisfaction out of Mr. 
Stockton. ; Detroit Lubricator Co., 

Detroit, Mich., March 9, 1920. W. B. Drake. 


COST OF COLLECTING SMALL CLAIMS 


Editor The Traffic World: 

I have read with intense interest the article written by 
George K. Ramsey, traffic manager, Frampton & Foster Lumber 
Company, Pittsburgh, Pa., in The Traffic World of March 6, en- 
tiled “The Central Claim Bureau.” 

To my mind, this scheme would work out very well, but 
I would like to advance one step further. Oftentimes a claim- 
ant has a claim for such small amount: it is impossible to sue 
the railroad unless a loss is sustained, as we all know that it 
isn’t worth while when you have a claim for, say, $15, $16 or 
$20 to collect through court action. I advance the following 
thought for criticism in the Open Forum by all concerned: 

Where a claimant has a claim amounting to, say, $15 or 
$20 and same is declined by the carrier, provision should be 
made in the act that, in the event a shipper should sue on a 
small claim and judgment is rendered in favor of claimant, court 
cost and any additional cost should be borne by the carrier, 
and vice versa. 

Arcady Farms Milling Co., 
W. E. Hines, Traffic Manager. 
Chicago, Ill., March 16, 1920. 


INTERPRETATION OF TARIFFS 


Editor The Traffic World: 

In your issue of March 13, page 502, under the head of 
‘Interpretation of Tariffs,’ by R. R.Lethem: It appears to me 
that this is a splendid example of the complicated manner of 
ascertaining a freight rate under our present cumbersome and 
complicated system of classifications, tariffs, rules, exceptions, 
ete, 

If one had many such rates to look up, he must be equipped 
vith a tremendous library of tariffs and a considerable corps 
of assistants. I believe this whole matter can and should be 
Simplified. I have already gone on record as an advocate of: 


1st—A uniform classification. 

2d—Uniform compilation of tariffs. 

3d—Cancellation of overlapping or duplicating tariffs. 

4th—A central office from which all classifications, tariffs, 
supplements, rules, regulations and exceptions are issued. 

—— freight rate based on mileage, a fixed rate per mile 
per class. 


I would not expect all of these good things at once, but 
I believe they can be eventually secured by a concerted effort 
o the part of interested parties. 

All of the publications referred to above should be issued 
by a committee, independent or under supervision of the Inter- 
state Commerce Commission. 

Naturally, if all issued from the one source, they would 
€ of uniform style, and the result would be a tremendous 
Saving for the carrier and the shipper. 

_The saving to the carrier would result in a reduction of 
their expenses and would correspondingly increase their profits. 

This saving would be accomplished by the wiping out of the 
great number of agent-publishers and the saving of a great 
‘mount of paper and of labor that is necessary under the pres- 
eat system. 

The total number of tariffs issued would be a compara- 


tively small percentage of the present number issued. 





The amount of money saved in postage would be a big item. 

The shipper would save a great amount of time (money) 
and a great deal of uncertainty as to whether or not he had 
the lowest rate. 

Such a system would also cut off a very large percentage 
of overcharge claims that are daily filed by the shipper, each 
one of which means that some agent or rate clerk did not know 
how to find the proper rate, due to the complicated system now 
in force. 

I am gonvinced a scheme of this kind can be worked out 
and that it would be a great thing for both the carrier and 
shipper, and I would like to see a campaign started by the 
shipper to bring about a system along these lines. 

When that is accomplished, which I am sure it will be 
some time, the next step is all freight rates on a strictly 
mileage basis, short mileage between common points to govern. 

All freight rates should be per mile per class. 

I suppose somebody will jump on me and tell me “to come 
out of it,” as it’s a dream. Maybe so, but it’s a good dream— 
at least it suits me, and sometimes dreams come true. I am 
living in hopes. 

Cincinnati, O., March 18, 1920. 


SOUTHERN RATE COMMITTEE 


Carriers in Southern Classification territory have about 
completed their rate organization. Lincoln Green, vice-president 
of the Southern, in charge of traffic, will be chairman of the 
executive committee of the new organization to be known as the 
Southern Freight Rate Association, which will take the place 
of the old Southern Freight Rate Association, the Southeastern 
Mississippi Valley Association, and the Associated Railways of 
Virginia and the Carolinas. Those associations may not be wholly 
abolished but, during federal control, they did not function to 
any extent and the question would be more one of revival than 
of re-establishment. 


The headquarters of the rate organization will be in Atlanta 
and the organization is expected to begin working April 1. The 
rate committee has been tentatively agreed on, as follows: G. K. 
Caldwell, chairman; N. B. Wright, C. McD. Davis, E. K. Bryan 
and C. S. Rains. The appointment of Mr. Davis is not certain, 
but either he or Roscoe Doss, another Atlantic Coast Line man, 
will be on the committee. 

Mr. Caldwell is at present assistant freight traffic manager 
of the Southern Railway at Washington, and will be succeeded 
in that position by Brooks G. Brown, now assistant general 
freight agent of the Southern Railway System Lines at Wash- 
ington. 

N. B. Wright is now assistant freight traffic manager of the 
Central of Georgia Railway at Savannah; C. McD. Davis is 
general freight agent of the Atlantic Coast Line at Wilmington, 
N. C.; E. K. Bryan is assistant general freight agent of the 
Illinois Central Railroad at Memphis; G. S. Rains is assistant 
freight traffic manager of the Seaboard Air Linesat Norfolk. 


The tariff bureaus at Louisville and Atlanta will be con- 
tinued. There is not such certainty of the bureau at New Or- 
leans, of which W. P. Emerson is the agent. 


Geo. W. Collins: 





TRUCKS SOLVE TRANSPORT PROBLEMS 


By augmenting truck service and coastwise shipping and 
abandoning the railroads, which in Rumania are very bad, a Red 
Cross transportation expert solved the knotty post-armistice 
problems which threatened to tie up tons of relief supplies. 

This man, Capt. Raymond H. Trott of Bath, Me., has been 
awarded the decoration of Chevalier of the Star of Rumania for 
his services. He went to the Balkans shortly after the armistice 
as assistant transportation manager for the American Red Cross. 
His first experience in wrestling with the difficulties of railway, 
steamship and motor transport in the Balkan mountains was 
from the base headquarters at Salonika, then the most congested 
transportation center in Europe. Trucks and increased coast- 
wise shipping solved the problem and let the sorely needed 
supplies through. 

At Bucharest Captain Trott found new difficulties confront- 
ing him, but the main obstacle was the same—inability of rail- 
roads to cope with post-war demands. By augmenting the 
motor transport system he was able to reach all the important 
centers of Red Cross relief activities. 
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Questions and Answers 


In this department will be answered questions of both legal and 
nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions woe Ay practical traffic 
lems. We do not desire to take the place of the traffic man but to 
p him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in thi ent any question, legal or 
traffic, that it may appear to us unwise te answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Bureau, Colorado Building, Washington, D. C. 





Reconsignment to Embargoed Point 


Louisiana.—Question: Some several months ago the Inter- 
state Commerce Commission rendered a decision in favor of the 
shipper covering the question of reconsigning shipments to 
points under embargo, placing the liability for delay to such 
shipments with the carrier. This decision, I believe, was pub- 
lished in the Traffic World and as we have a case of this kind 
to come up would you kindly cite me the issue containing the 
decision, or better still, if consistent, kindly quote the same. 

Answer: Prior to the decision of the Commission in the 
Reconsignment Case, 47 I. C. C. 590, no provision was carried 
in the reconsigning tariffs of the carriers that they would not 
reconsign shipments to an embargoed point, and the Commis- 
sion in several cases has held that in the absence of such a 
provision in the carrier’s tariffs, the carrier could not assess 
demurrage on a shipment held at a point because of an embargo 
against the point to which it had been reconsigned. See Higgins 
Lumber & Export Co. vs. N. O. G. N. Ry., 51 I. C. C. 214, and 
Nichols & Cox Lumber Co. vs. N. Y. C., 51 I. C. C. 174. 

However, in accordance with the Commission’s decision in 
the Reconsignment Case, the carriers have provided in their 
tariffs that they will not reconsign a shipment to an embargoed 
point, and in the case of Brabston vs. C. of G. Ry. Co., 51 I. C. 
C. 459, the Commission on page 461 said, “As we observed in 
the Reconsignment Case, 47 I. C. C. 590-634, carriers may pro- 
vide in their tariffs that they will not reconsign to an embargoed 
point, in which event the responsibility for detention at a re- 
consignment point of a shipment ordered reconsigned to an 
embargoed point rests upon the shipper, who, under the pub- 
lished tariffs, assumes the responsibility of such detention when 
the shipment leaves point of origin.” 


Damages—Carrier Against Which Suit Should Be Filed 


Arkansas.—Question: It is our understanding that on in- 
structions issued by the Director-General of Railroads that all 
claims should be filed against the initial line or the delivering 
line. We are advised that suits for failure of carrier to pay 
claim should be filed against the bill of lading line. It is our 
further information that should the delivering line be able to 
show that they were not the cause of damage, that suit against 
them would be decided in favor of the carriers. 

We have in mind an instance where the delivering line is a 
party to a freight agreement between several steamship lines 
and all rail lines, and, of course, we are not able to show just 
where the damage occurred, whether it was with the initial 
carriers, the steamship company, the intermediate carrier or 
the delivering line, and we would ask that you advise us whether 
or not suit can be filed against the delivering line. 

Answer: Paragraph A of Section 206 of the “Transporta- 
tion Act of 1920” provides that “Such actions, suits or pro- 
ceedings may, within the periods of limitations now prescribed 
by state or federal statutes, but not later than two years from 
the date of the passage of this act, be brought in any court 
which but for federal control would have had jurisdiction of 
the cause of action had it arisen against such carrier.” 

In accordance with Section 20 of the Act to Regulate Com- 
merce any common carrier, railroad or transportation company 
subject to the provisions of the act, receiving property for trans- 
portation from a point in one state or territory or the District 
of Columbia, to a point in another state, territory or District 
of Columbia, or from any point in the United States to a point 
in an adjacent foreign country, shall issue a receipt or bill of 
lading therefor, and shall be liable to the lawful holder thereof 
for any loss, damage or injury to such property caused by it, 
or by any common carrier, railroad or transportation company 
to which such property may be delivered or over whose line or 
lines such property may pass within the United States or within 
an adjacent foreign country when transported on a through bill 
of lading. 


In Section 1 of the Act to Regulate Commerce, it is pro- 
vided that the provisions of the act apply to any common car- 
rier or carriers engaged in the transportation of property wholly 
by railroad or partly by railroad and partily by water, when 
both are used under a common control, management or arrange- 
ment for a continuous carriage or shipment from one state or 
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territory of the United States or District of Columbia to any 
other state or territory of the United States or the District ¢ 
Columbia, or from one place in a territory to another place jp 
the same territory, or from any place in the United States to ay 
adjacent foreign country. 

Under the above provisions a suit may be filed against the 
initial carriers, if the carriers transporting the property were 
used under a common control, management or arrangement 
for a continuous carriage, and proof that the damage occurred 
on any particular line need not be made. 


If suit is filed against the destination carrier it is only ne. 
essary to prove that the shipment was delivered in good orde 
to the initial carrier, the presumption being, which must be 
rebutted by the carrier, that the goods when received by the 
destination carrier were in the same condition as when receive 
by the initial carrier. However, if the destination carrier cap 
prove that the damage occurred before the shipment was de. 
livered to it, no recovery can be had against that line. There. 
fore, if it can be determined that there is an arrangement fora 
continuous carriage or shipment it would be preferable to sue 
the initial carrier, as in that case it would only be necessary to 
prove that the shipment was delivered in good order to the 
initial carrier and that it was delivered in a damaged condition; 
the burden of proof would then be on the carriers to prove that 
the damage occurred from some cause for which they were not 
liable. 

Damages Where No Actual Loss Shown 


Missouri.—Question: A shipped a carload of potatoes over 
B’s line and B negligently delayed the shipment and the market 
value of said potatoes was less on the day they arrived than 
on the day they should have arrived. A did not sell the pota. 
toes on the day that B delivered the potatoes, but held them 
for a week or more, and when he did sell them he received a 
higher price than he would have received had he sold them on 
the day they should have arrived. Can A recover damages 
account of decline in market under these circumstances? 


Numerous decisions by the courts can be found wherein 
they state the bald proposition that the measure of damages 
in case of negligent delay is the difference between the value 
of the goods on the day they should have arrived as against 
the day they did arrive, but the courts did not have the situa- 
tion here presented in mind and if these facts were before them 
they might not have stated the proposition so unequivocally. 
The writer has examined the law books on this proposition and 
the closest thing I could find to it is the case of Muir vs. 
M. K. & T., 154 S. W. 857, and Railroad Company vs. Esiill, 
147 U. S. 591. However, these cases do not quite fit the cir 
cumstances and if you can add any light as to whether there 
should be any recovery or otherwise in a case of this kind 
whatever you do will be appreciated. 


Answer: Damage is the loss caused by one person to 
another, either to his person, property, or relative rights, through 
design, carelessness or default, and damages are the indemnity 
recoverable by the injured party from the party who has caused 
the injury. As a general rule, the object of the law in award: 
ing damages for breach of contract is to put the plaintiff in 
the same position, as far as money can do it, as he would have 
been had there been no injury or breach, that is, to compensate 
him for the injury actually sustained. M. & St. P. Ry. Co. vs. 
Arms, 91 U. S. 489. Where there has been a technical breach 
of contract and no actual loss sustained by the injured party, 
the latter can recover only nominal damages and his costs. 
But, as was said by Hutchinson on Carriers, 3d Edition, Volume 
3, setcion 1361, ‘Damages for a breach of a contract can never 
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exceed the benefit which would accrue to the party from its 
performance.” 


Demurrage on Order-Notify Shipment 


Louisiana.—Question: A carload of freight arrives in New 
Orleans consigned “Order of Sam Browne, care of Importers’ 
Bonded Warehouse, notify Sam Stone.” Same Stone failed to 
give disposition; demurrage accrued; the Importers’ Bonded 
Warehouse were not given an opportunity to take care of ship- 
ment. Under the circumstances is it your opinion that the ship- 
per is entitled to some remission of demurrage? Please let us 
have your interpretation of the clause “In care of.” We would 
add, the warehouse being a public bonded warehouse, the carrier 
had the option under the terms of its bill of lading to send 
the car to the warehouse, there to be held subject to the order 
of the carrier. 

Answer: Rule 4, section A, of the National Car Demurrage 
Rules, requires the carrier to give notice to the consignee within 
24 hours after arrival of the car, when placed on public de- 
livery track, and does not require the carrier to give notice to 
the consignor of the consignee’s refusal to accept the same. 
And, while the party to be notified in an order consignment is 
not the comsignee of the same until he presents sufficient proof 
and surrenders the bill of lading to the carrier, yet the Inter- 
state Commerce Commission ruled in the case of Roden Grocery 
Co. vs. A. G. S. R. R. Co., 21 I. C. C. 471, that where a car 
was shipped under an order-notify bill of lading, that the placing 
of the car on the team track and the giving of the notice to 
the party to be notified amounts to a discharge of the carrier’s 
obligation in the matter of delivery, at least, until the bill of 
lading was surrendered. That carrier had done everything it 
could do, and any further disposition of the car depended upon 
what the party to be notified might do. That delivery, accord- 
ing to the obligation assumed in the bill of lading, was accom- 
plished when the car was placed upon the carrier’s team track 
at destination and notice given to the party to be notified. 
Therefore, the contention that the car was not subject to de- 
murrage charges was without merit. See also Lee P. Harow, 
Trustee, vs. Wabash So. Ry. Co., 26 I. C. C. 511. 

Based on these decisions, it would seem that the carrier 
had discharged its obligations in the matter of giving notice 
in the shipment in question when it notified the party whom 
it was instructed in the bill of lading to notify and that the 
failure of this party to take possession of the shipment did 
not obligate the carrier to give notice either to the billed con- 
signee (shipper), or the named warehouse. The clause “in 
care of” should be given its ordinary interpretation, which is 
that the billed consignee’s address at destination is in care of 
the warehouse, since the law requires the bill to show some 
person at destination who has the right of disposition over the 
goods. 

Liability for Concealed Damages 

Minnesota.—Question: We have a case involving damages 
to a shipment of glass which the railroad company has refused 
to pay. 
and delivered to the consignee, and was not opened for about 
three weeks, when it was found to be in bad order, and was 
reported to the railroad agent. The freight claim agent takes 
the position that if damage had occurred while the goods were 
in their possession, it should certainly have been noted on de- 
livery of the shipment. Will you please advise us if the con- 
signee in this case has any recourse in the matter? 

Answer: In shipments involving concealed damages it is 
dificult for either the carrier or the consignee to know their 
condition on arrival at destination, and, therefore, frequently 
Impossible for the consignee to note their condition upon receipt 
of the same. On the other hand, where the shipment has been 
received by the consignee, hauled to his place of business, and 
held in its original packages for a period of three weeks or 
more, there is always the opportunity for injury after the ship- 
ment has been delivered to the consignee. The carrier is liable 
for only such injuries as occurred during the time when the 
shipment was in its possession, and as the burden of proving 
damages is upon the owner, it will be necessary, in making 
out a prima facie case against the carrier to prove that the 
shipment was in good order when received by the initial carrier 
and in bad order when delivered to the consignee. If the owner 
can only show that its damaged condition was not discovered 
until three weeks after its receipt from the carrier, then he 
Must also prove that the damage did not occur during the 
Period when it was in his possession. 


Damages Through Defective Cars 


Missouri.—Question: We made shipment of several cars 
of a certain commodity from A to B. On arrival at B con- 
signee refused to accept the cars and after they were held on 
Carrier’s team track awaiting disposition instructions for sev- 
eral weeks we had them reconsigned to another concern at B. 
On being unloaded it developed that the material in all three 
‘ars was considerably damaged by water, apparently due to 
defective condition of the cars, as the material was in first- 
Class dry condition when shipped. Are carriers liable for dam- 
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It seems that the shipment was taken from the depot. 
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POSITIONS WANTED OR OPEN 


GOCD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements ars, as follows: First insertion, $1.00 per 
line; minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, IIl. 


TRANSPORTATION SALESMAN—Railroad, steamship, freight, 
passenger. Large acquaintance Chieago territory, New York, Latin 
America. Has modern equipped office, center Chicago loop. Will 
represent one or more non-competing lines on commission basis. 
Member Association of Commerce, Traffic and Machinery Clubs. 
Campbell, 412 Marquette Building, 











POSITION WANTED-—In Detroit, as Commercial or General Agent 
for railroad. Seventeen years’ experience; nine as contracting and 
traveling freight agent. Export and import knowledge. At’ddress Box 
163, Traffic World, Chicago, II. : 


WANTED—Position as Traffic Manager by competent young man 
having eight years of practical traffic experience with rates, claims, 
classification, ete. Address O. T. H. 165, Traffic World, Chicago, Ill. 


POSITION WANTED—Young man, seven years’ railroad experi- 
ence, supplemented by course in traffic management, understand rates 
and claims, desirous of position in industrial or commercial traffic 
department. Address P. E. N., Traffic World, Chicago, Ill. 


WANTED—Position as Traffic Manager or assistant, fifteen years’ 
railroad experience, expert on rates, tariff compilation and operation; 
familiar with I. C. C. rulings and procedure. Age 34; married. Ad- 
dress O. U. M. 169, Traffic World, Chicago, III. 


TRAFFIC MANAGER—Ten years’ experience, desires position as 
traffic manager or assistant with commercial or industrial firm. Good 
references. Address K. 25, 505 Colorado Building, Washington, D. 


WANTED—Southern Short Line requires the services of lady 
accountant, one thoroughly familiar with I. C. C. requirements and 
capable of doing stenographic work. Excellent position for right 
party. Address A. M. B. 151, Traffic World, Chicago. 


POSITION WANTED—Competent Traffic Man desires to locate 
with an industry as Traffic Manager. Well qualified. Capable of 
saving many times his salary. Mention nature of your traffic. 
Address N. D. R. 159, care Traffic World, Chicago. 














Q 














WANTED—Wetzel tariff cabinet, oak finish. Address Lock Drawer 
730, Chicago, Ill. 


FOR SALE—Several cars first-class No. 1 6x 8—8 oak railroad 
For immediate shipment. L. E. Pearson, Edwardsburg, Mich. 





ties. 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning traffic 
matters, to co-operate with the Interstate Commerce Commission, 
state railroad commissions and transportation companies in pro- 
moting and securing better understanding by the public and the 
state and national er ema So of the needs of the traffic world; 
to secure proper legislation where deemed necessary, and the modi- 
fication of present laws where considered harmful to the free inter- 
change of commerce; with the view to advance fair dealing and to 
promote, conserve and protect the commercial and transportation 
interests. 

Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
2. Raa a i er a ere President 



























Manager Transportation Bureau, Boston Chamber of Com- 
merce. 
1 Te I bos Shean as ne ccunependoueakes ne bencs sims Vice-President 
Manager Traffic Bureau, Omaha Chamber of Commerce. 
Re, ies 00 6 aes 9 0a kedse ces ebdoaws eeina eens Treasurer 
Traffic Manager, Sefton Mfg. Corporation, 1301 W. 35th St., 
Chicago, Ill. 
ie PnadiiGcnnteaneedsadadiusesssamaaecounes Executive Secretary 
ee, ss oie is oe aida sie nee waige aera aeneaawes Assistant Secretary 






5 North La Salle St., Chicago. 






MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
industries Located at Sterling and Rock Falls, Ill. 
A. N. Bradford 
P. W. Dillon 
W. J. Burleigh 


President 
Vice-President 
Secretary-Treasurer 
Traffic Manager 

All correspondence relative to movement of traffic to or from 


Sterling and Rock Falls, Ill., should be addressed to the Traffi 
Manager, General Offices, Lawrence Building, Sterling, Il. : 





WE LEASE TANK CARS 


ANY SERVICE ANY TIME 


LIQUIDS DESPATCH LINE 


2500 S. Robey Street Chicago, Illinois 
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ages to the same extent as if the cars had been shipped direct 
to original consignee and accepted promptly? In other words, 
are carriers liable for damages that might have occurred dur- 
ing the time the cars are being held on the team track of the 
carrier awaiting disposition instructions, or are they liable as 
warehousman only? If so, what is the extent of their liability? 
Answer: The carrier is liable as warehouseman only, but 
as a warehouseman, a carrier is liable for damages caused by 
its fault or negligence or by storing the shipment in an unsafe 
and unsuitable place. As the duty is imposed upon the carrier 
to furnish safe and suitable cars, if it can be shown that the 
proximate cause of the damage to the shipment in question was 
the defective condition of the cars furnished by the carrier, the 
latter would be liable, even though the damage occurred at a 
time when the shipment was being held by the carrier as a 
warehouseman. a 


Damages to Potatoes in Ventilated Cars 


Illinois—Question: Kindly advise us through the columns 
of The Traffic World as to the liability of carriers handling 
carloads of potatoes with doors cleated open for ventilation. 
Cars were moving between points in Minnesota and Illinois. 

Answer: Rules governing the carrier in the matter of fur- 
nishing protective services are now published in the carriers’ 
tariffs which give the shipper the right to select an alternative 
service, one by which, for the lower rate, the shipper assumes 
all risk, and another, for a higher rate, places all responsibility 
upon the carrier. In the recent Perishable Freight Investigation 
case, 56 I. C. C. 483, the Commission authorized the carriers 
to publish the rule reading, “Property accepted for shipment 
under the terms and conditions of this tariff will be received 
and. transported subject to such directions, only, and to such 
election by the shipper respecting the character and incidents 
of the protective service as are provided for herein. The duty 
of the carrier is to furnish without negligence, reasonable pro- 
tective service of the kind and extent so directed or elected by 
the shipper, and carriers are not liable for any loss or damage 
that may accrue because of acts of the shipper, or because his 
directions were incomplete, inadequate or ill conceived.” 

If, therefore, the carrier failed to comply with the directions 
of the shipper, or if it did not exercise due care and discretion 
in cleating open the door on the ventilator car, it would be 
liable for damages resulting. 


Delivery to Wrong Person 


Missouri.—Question: On September 23, 1919, we gave di- 

verting instructions to the Missouri, Kansas & Texas Railroad 
Company of this city to reconsign car 238080 N.Y.C. to the 
Rock Island Lumber Company, Ponca City, Okla. This was a 
ear of yellow pine lumber originating at Athens, La., on the 
Louisiana & Northwest Railroad, September 13, 1919, consigned 
to the E. O. Smith Lumber Company, Atoka, Okla., for sale in 
transit. However,.on January 24, 1920, we received a letter 
from the E. O. Smith Lumber Company, shippers of this car, 
that this car of lumber was received by and unloaded by the 
Ponca Lumber Company, Ponca, Okla., contrary to our instruc- 
tions mentioned above. Kindly advise through “your Questions 
and Answers columns who is liable for this car of lumber. 
, Answer: Where a carrier delivers goods to the wrong per- 
s80n it is liable for conversion. In such instances the carrier is 
liable without regard to the question of due care or negligence, 
except where it recovers the goods and tenders them to the 
actual consignee within a reasonable time. 

On the facts above submitted, we would say that the de- 
livering carrier is liable for converting the car of lumber and 
responsible to the owner in the full value of the same. 


Damage to Furniture Not Packed According to Classification 


Illinois.—Question: We are respectfully referring you to 
the American Railway Express classification No. 26, page 31, 
item 46, under the heading of furniture, N. O. S—New, in 
which it is shown as follows: “Articles valued at more than 
$2.50 each must be boxed or crated, minimum charge first class 
under scale 10, first class rating; articles valued at, not ex- 
ceeding $2.50 each, boxed or crated, minimum charge for first 
class under scale 10, first class; articles at, not exceeding $2.50 
each, not boxed or crated, two times first class rating.” 

About a year ago we made several shipments of dining- 
room chairs in the usual method of packing same by freight, 
which is as follows: Set-up wrapped, tied in pairs seat to seat 
properly protected by padding and excelsior to prevent it from 
being damaged in transportation. You will notice the first item 
reads that articles valued at more than $2.50 must be boxed 
or crated. These articles were described on the express receipt 
as one bundle, value — then we showed the value of the total 
amount of the six chairs. 

Of course, the value greatly exceeded the value of $2.50 
each and in several cases we have had claims for damage, and 
the express company has used this paragraph as a release of 
the carrier’s liability and have requested that. we amend our 
claim to the basis of $2.50, covering the damage to the shipment. 
5 Under freight classification, under the heading of rugs, it 
is clearly shown that the item is placed there for the purpose 
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of giving the shipper benefit of the cheaper rate if he so desires 
to declare the value at less than $75 per 100 pounds. 

In this particular case it makes no mention whatsoever of 
any release of the carrier’s liability, and we feel that we have 
a perfect right to interpret the meaning of this paragraph that 
same was placed there for the purpose of preventing the express 
company from accepting any shipment valued at more than 
$2.50 that was not crated and if the shipment was valued at 
more than $2.50 and not crated and the express company, 
through error, accepts this particular shipment, we cannot see 
how the express company can use this as a limit of their 
liability in the event of loss and damage. 

Answer: It is well recognized, of course, that carriers may 
make reasonable difference in rates and ratings dependent upon 
the method of packing commodities or the containers in which 
they are shipped. The carriers may also, under authority of the 
Interstate Commerce Commission, make rates dependent upon 
the value declared by the shipper. But, as we construe the 
provision in the above question, its purpose is not to establish 
rates on furniture dependent upon the value declared by the 
shipper, and to limit the shipper to the declared value in case 
of loss or damage, but instead, to classify furniture for rate. 
making purposes based upon the manner in which it is packed; 
that is, the value stated has no bearing upon the carrier’s lia- 
bility in the event of damage. 

Therefore, since the carrier accepted a shipment of furni- 
ture uncrated which the shipper billed at a value in excess of 
$2.50 each, it is our opinion that the law would not permit the 
carrier to take advantage of his own wrong by limiting the 
shipper to a liability of $2.50 for each chair in case of loss or 
damage. 

Defeating Through Rate 

Pennsylvania.—Question: The towns of A and B are lo 
cated on the X R. R. and the Y R. R. The freight rate between 
these towns is considerably lower via the former than via the 
latter road, because of more direct route. Smith, at A, with 
private siding only on Y R. R., has a carload to ship to a con- 
signee at B who has sidings on both roads. Smith finds he can 
defeat the through published rate via Y R. R. by first consign- 
ing his car to Jones of his own town (A), but who also has 
sidings on both roads, and having Jones reship the car for him 
to the consignee at B via X R. R. Can Smith legally do this? 
Would not both he and Jones be laying themselves open to 
criticism? 

Answer: The above question indicates that there is but 
one published through rate from Smith’s private siding at A 
to the consignee at B, which is via road Y, and that the only 
manner in which Smith can obtain the benefit of the lower 
through rate via X is by billing his shipment to Jones with 
instructions to rebill to consignee at B via road X. 

In the case of Kanotex Refining Co. vs. A. T. & S. F. Ry. 
Co., 34 I. C. C. 276, reaffirmed in 46 I. C. C. 496, the Interstate 
Commerce Commisison said that any plan of first billing to in 
termediate points an interstate shipment in order to defeat the 
lawful through rate is unlawful We think this ruling has ap 
plication to the shipment above described. 


Capacity Weight on Gallon Basis 


Illinois.—Question: As you are aware, the tariff governing 
movement of soy bean oil prescribes that charges be assessed 
on “full shell capacity of car at actual weight per gallon.” But 
neither the tariff itself or the rules of it prescribe the weight 
per gallon to be applied on the various oils covered. The cal- 
riers applied a weight of 7.78 pounds per gallon. Nevertheless, 
it is our contention that 7.78 pounds per gallon on soy bean 
oil is not the correct actual weight, nor is it a reasonable esti- 
mated weight. The weight commonly accepted by the trade in 
general on this particular oil is 74% pounds per gallon, which 
weight, we have reason to believe, is reasonably correct. 

According to our records, the cars in question were both 
loaded to full shell capacity. This fact can probably be verified, 
both through the company’s records and those of the consignor 
at point of origin. In accordance with the T. F. T. B. weights 
at point of origin, on the basis of which this oil was purchased, 
car ISTX-152, with a maximum capacity of 8,050 gallons, con- 
tained only 59,960 pounds, and car ISTX-96, with a maximum 
capacity of 8,027 gallons, 59,860 pounds, or less than 7% pounds 
per gallon. The fact that these cars were loaded full, and 
still did not contain a greater weight is in itself quite sufficient 
evidence that 7.78 pounds per gallon is not reasonable nor cor 
rect. We will appreciate your views on this subject in the 
columns of The Traffic World. 

Answer: In the case of Standard Paint Co. vs. S. P. ©0. 
37 I. C. C. 405, complainant attacked the charges collected on 
liquid asphaltum in tank cars from Paraffin, Cal., to Chicago 
Heights, Ill., at the lawful rate and estimated weight of 86 
pounds per gallon applied to the marked capacity of the cars 
as unjust and unreasonable to the extent that they exceeded 
charges at the lawful rate and the actual weight of the shiP- 
ments. Cold asphaltum weighs 8.6 pounds per gallon;. but 
asphaltum must be heated to load into tank cars, and then 
weighs only 7.9 pounds per gallon. The Interstate Commerce 
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Commission held that the charges assailed were unreasonable 
to the extent that they exceeded those which would have ac- 
crued at the lawful weight based upon an estimated weight of 
7.9 pounds per gallon and the marked capacity of the cars. 
Reparation was awarded. 


C. L. Rate on L. C. L. Shipments 


Missouri.—Question: We loaded a car at St. Louis, Mo., 
on the Wabash Railroad destined to Glen Carbon, Ill., routing 
via East St. Louis, Ill., and the I. C. Railroad. On the bill of 
lading we showed the estimated weight to be 12,000 pounds. 
We intended that this shipment should be handled as a less- 
than-carload shipment, but we admit that we did not notify the 
railroad to this effect. The car went through as a carload, and 
the freight charges were assessed on a minimum of 34,000 
pounds. Now we contend that, inasmuch as our bill of lading 
showed the weight to be 12,000 pounds, we are entitled to the 
less-than-carload rate, and will thank you to favor us with your 
ruling, or some decision of the Interstate Commerce Commis- 
sion, that will enlighten us on this matter. 

Answer: Rule 13, section 2, of Official Classification, pro- 
vides “when carload and less-than-carload ratings are provided 
for the same articles, the term ‘less than carload’ covers ship- 
ments in quantities less than the minimum weight provided for 
carloads (subject to rule 11).” Rule 11 substantially provides 
that the L. C. L. charge shall not exceed the C. L. charge, and 
contains a note reading, “If a shipper orders a car for a less 
than carload consignment of freight that does not fill the car 
and instructs that no other freight be loaded therein while in 
transit, the shipment will be transported accordingly and will 
be charged at the carload rate and minimum carload weight.” 
Rule 8-B, section 1, provides that owners are required to load 
and unload all freight carried at carload ratings. 

Where a shipper orders a car for loading and loads the 
same himself the carrier might ordinarily assume, in the ab- 
sence of any specific instructions to the contrary, that the ship- 
per desires the car to move as a carload and at the carload 
rate. But where the shipper notes a weight on the bill of lading 
that is considerably less than the usual minimum carload weight 
it is our opinion that note to the aforesaid rule 11 is intended 


to put the carrier on his notice, and that he should inquire of ° 


the shipper whether the car is to move at the C. L. or L. C. L. 
rate on the actual weight loaded. 


Measure of Damages. Conversion of Coal 


Oklahoma.—Question: On May 31, 1919, McAlester Fuel 
Company, McAlester, Okla., shipped us car of coal MK&T 33243, 
invoiced to us at $5.35 per ton f. o. b. mine. This car was con- 
fiscated by the M. K. & T. Railway and was replaced by the 
McAlester Fuel:Company with R. I. car 81975 on July 19, which 
car was invoiced to us at $5.80 per ton, f. o. b. mine. 

We filed claim against the M. K. & T. Railway Company 
for the difference in price of this coal. On account of the Mc- 
Alester Fuel Company having filled their contract and their 
price being f. o. b. mine, their responsibility ceased after de- 
livery to carrier. We are in receipt of letter from freight claim 
agent of the M. K. & T. advising that their liability in this 
case is not more than the value of the coal confiscated and 
have declined payment of this claim. We would be pleased to 
have you advise if we have any recourse in this matter. — 

Answer: Carriers under federal control are justifying their 
contention that they are liable in conversion on the basis of 
the valuation of the converted property only at the place and 
time of shipment, by section 3, paragraph 2, of the uniform 
bill of lading, and the ruling of the U. S. Railroad Administra- 
tion in circular No. 3 of the Claim and Property Protective 
Section, and in a very recent case, Bowman-Krantz Lumber Co. 
vs. Bush, 176 N. W. (Neb.) 91, where the_ plaintiff sued the 
receiver of the Missouri Pacific Railway Company for the con- 
version of a car of coal, the court held that the provision in 
the uniform bill of lading stipulating that the amount of any 
loss or damage for which a carrier is liable shall be computed 
on the basis of the valuation of the property at the place and 
time of shipment, was not a limitation of the carrier’s liability 
for negligence under the Cummins amendment, and that such 
basis was the correct one to determine the amount for which 
a carrier is liable in conversion. But the Interstate Commerce 
Commission, in the case In the Matter of Bills of Lading, 52 
I. C. C. 710, ruled that such a provision was a limitation of the 
carrier’s liability, and that the rule should be that the measure 
of damages is the market value of the goods at destination, plus 
interest on such value from the date when the goods should 
have been delivered, less the unpaid transportation charges, and 
this doctrine was sustained in the case of C. M. & St. P. Ry. 
Co. vs. McCaull-Dinsmore Co., 260 Fed. 835. Both of these cases 
are now before the U. S. Supreme Court on appeal. 

On the other hand, it must not be overlooked that under 
the Lever law the authority was given the Fuel Administration 
and the Director-General of Railroads to make such diversions 
of coal which the railroads under their directions may require 
to provide for the requirements of the country during the war, 
and that the government established a price at which coal 
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should be sold, and if a shipper or consignee paid more than 
such government price, it is doubtful if he could recover any 
more than the difference between the government price and 
the price at destination when the shipment should have arrived, 


Time to File Claim Against Express Companies 


Missouri.—Question: We have some outstanding claims 
against the express companies which, unfortunately, were not 
filed within the four months’ period. In one case several hun- 
dred dollars are involved, covering a shipment of castings which 
checked five short at destination, notation appearing on the 
express delivery ticket to that effect. 

After considerable correspondence, in an endeavor to locate 
the missing castings, claim was filed about six months after 
delivery of the part lot, and our elaim has been declined by the 
Adams Express Company, after more than a year, and certain 
eastern attorneys to whom we have sent the account for collec- 
tion state it is useless to sue. 

Our contention is that the loss was due to delay while be- 
ing loaded or unloaded, due to carelessness or negligence on 
the part of express company employes, and, inasmuch as less 
than two years and one day have elapsed, suit to recover is 
entirely in order. 

Answer: Unless you can show conclusively that the loss 
you incurred was due to delay or damage while being loaded or 
unloaded through the fault or negligence of the carrier, and 
such allegation must be expressly stated in your complaint, no 
court would entertain your claim against the express company 
on a shipment partially lost and not filed until six months after 
delivery of the remainder of the shipment. The Interstate Com- 
merce Commission has authorized the carriers to provide in 
the uniform express receipt that, as a condition precedent to 
recovery, claims must be filed within four months after a rea- 
sonable time for delivery has elapsed, and this provision has 
been universally sustained by the courts. 


Notice of Reconsignment 


Indiana.—Question: During November we shipped over a 
Lake Erie & Western Railway point one car of pipe to an Okla- 
homa point. Shipment was made in good faith and accepted 
by the carrier, but was refused by connecting lines at East St. 
Louis, account of embargo. Freight claim agent initial line, De- 
cember 19, asked for disposition, same was given December 20, 
instructing reconsignment to a storage yard owned by the ship- 
per. Between December 19 and 20 car was accepted by con- 
necting line, being constantly offered by the initial line to the 
connecting line at East St. Louis, and further efforts to locate 
the car were vain until car reached this Oklahoma point. At 
this point reconsignment was secured and car returned to the 
pipe yard, causing a charge of $1 per hundred from and to East 
St. Louis after the freight claim agent of the Lake Erie & 
Western had asked for disposition. Kindly advise if, in your 
opinion, we have a basis for claim for this account of $1 per 
hundredweight and can you cite a decision covering this point? 

Answer: It is doubtful whether the connecting carrier could 
have lawfully refused to accept a through shipment from its 
participating carrier on account of an embargo issued over the 
connecting line, if such was not made known to the shipper at 
the time when the shipment was delivered by him to the initial 
carrier, and it is our opinion that if you had not given orders 
to reconsign the shipment, and demurrage charges had accrued 
at East St. Louis, that you could not have been held responsible 
for same, while, if the shipment was unreasonably delayed in 
transportation through an embargo issued by the connecting line 
the latter would have been held liable for damage sustained. 
In addition, we are of the opinion that you are entitled to a 
refund of the $1 per hundred pounds, charge made from East 
St. Louis to the original destination point and return to East 
St. Louis for diversion, since the carrier neglected to forward 
the car in accordance with your request for diversion and dis- 
regardeed its own published tariff rules governing reconsign- 
ment in forwarding the car to its original destination and re 
turning the same to East St. Louis. See the case of Central 
Foundry Co. vs. Southern Railway Co., 42 I. C. C. 333, as being 
a somewhat similar case in point. 


Damaged Shipment of Magazines 


New York.—Question: Please advise through the columns 
of The Traffic World the basis for claim against a carrier COov- 
ered by the following case: A shipment of magazines con- 
signed to a wholesaler by a publisher via freight on February 
24, to be placed on sale March 4, arrives at such a date as to 
render them valueless. In addition to claiming for the value 
at the time and place of shipment, can the consignee claim his 
commission or the actual loss sustained by him (expenses) due 
to the late arrival? ‘ 

Answer: Assuming that the delay in delivery of the shipP- 
ment of magazines resulted from the fault or negligence of the 
carrier, and that the carrier is liable for damages sustained, it 
is our opinion that the amount should be computed on the basis 
of the value of the magazines to the wholesaler at destination 
point at the time they should have arrived; that is, what was 
the value of the shipment of magazines to the wholesaler if they 
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had arrived in good order and in proper time? However, you 
will note from our answer to “Oklahoma” above that the author- 
ities are not a unit on the question whether the damages should 
be computed at destination point or place and time of shipment. 
If the latter method is the correct one, then the consignee would 
not be entitled to claim his commission and expenses at des- 
tination as elements of damage. 


Shipper’s Load and Count Stipulation 


Missouri.—Question: Kindly refer to the issue of The Traf- 
fic World of February 28, page 410, under caption of “Shipper’s 
Load and Count Stipulation,” in which a query was sent you 
regarding carriers’ liability on shortage in carload shipments. 

It is noted that you are referring to General Order No. 57-A, 
rule 8, paragraph A, as authority for declining claim where the 
carrier’s seal record is clear. I have noted in other issues state- 
ments from you on this same subject that are very misleading, 
and this letter is written with view to correcting the impression 
that General Order No. 57-A covers any traffic than out- 
lined therein. If you will read that order you will find that it 
pertains only to the disposition of claims for loss and damage 
of grain, and not other commodities. As a matter of informa- 
tion will state that I wrote to J. H. Howard, superintendent 
Claims and Property Protection Section, Railroad Administra- 
tion, of Washington, D. C., on this very same subject, and was 
informed that there were no orders issued by the Railroad Ad- 
ministration covering the shortage of freight in a general way, 
and each claim should be handled on its merits. 

Under the circumstances it is my view, and I believe you 
will agree with me, that under the Cummins amendment the 
carriers must show a delivery of a like amount of freight re- 
ceived, regardless of their seal record. I would therefore be 
pleased for you to investigate the above and see further views 
in a future issue. 

Answer: The above question appears to assume that we con- 
strue rule 8 (a) in General Order No. 57-A as justifying the car- 
riers in refusing to entertain any claim for loss where no defect in 
equipment or seal record is discovered, and that such attitude 
by the carriers is the correct one in law. A careful reading of 
our answer to “Ohio,” published on page 410 of the February 
28, 1920, issue of The Traffic World, will clearly show that we 
do not concur in either of these two propositions. In that an- 
swer we began with the statement, “The carriers under federal 
control by reason of rule 8 (a) in General Order No. 57-A, by 
the United States Railroad Administration, take the position 
that they will not voluntarily admit and adjust a claim for loss 
or damage which shows no defect in the equipment or seal 
record,” etc. We followed this with the statement: “But, as 
we have often stated in these columns, we do not consider this 
position by the carriers as a proper one, or that could be sus- 
tained in any proceedings in the courts.” No matter if General 
Order No. 57-A expressly refers to the matter of “disposition” 
of claims for loss and damage of grain, and no matter if the 
Claim and Property Protective Section have expressly advised 
you that no general order was issued by the Railroad Admin- 
istration covering the shortage of freight in a general way, yet 
the fact remains that a large number of carriers are refusing 
to adjust claims for loss of any commodity when the car ar- 
rives at destination under clear seal records. It is to such cases 
that our answers have been particularly directed. 


THE ALASKAN RAILROAD 


The Trafic World Washington Bureau 


That the government railroad in Alaska will be “a losing 
proposition” and the territory will remain in a comparatively 
undeveloped condition unless steps are taken to settle the 
country and develop traffic for the road, is the opinion ex- 
pressed in Senate Document No. 252, which contains the reply 
of Alexander T. Vogelsang, acting secretary of the Department 
of the Interior, to the Senate resolution asking what steps, if 
any, were being taken by the government to develop and settle 
the country adjacent to the railroad, to develop traffic for the 
road, and whether any organization had been formed to settle 
the country and develop traffic. 

Mr. Vogelsang said in his reply that the Department had no 
money to expend for publication of literature for the advice and 
information of settlers or other means of stimulating the devel- 
opment of the country. 

The following letter from former Secretary Franklin K. Lane 
to Senator Jones of Washington in regard to the Alaskan rail- 
road also was submitted to the Senate by Mr. Vogelsang: 

“You know how deeply interested I have been during my 
term of office as Secretary of the Interior in the development 
of Alaska, and you are familiar with the recommendations which 
I have made from time to time with that end in view. 

“Mr. J. L. McPherson, of the Alaskan Engineering Commis- 
sion, has recently submitted to me a report covering the develop- 
ment of traffic for the Government Alaskan railroad, in which he 
strikingly sets forth the need of necessary aid and encourage- 
ment in the creation of local industries and a growing population 
that will furnish traffic for the railroad. His report contains the 
following summarized recommendations: 
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Natural resources opened to development. 
“a en affairs in Alaska administered by a board with office in 
aska. 

Sale of live stock to settlers. 

The Federal farm loan act extended to Alaska and modified to 
meet Alaskan conditions. To provide for loans to settlers for the 
purchasing of farm equipment and for improvements, and for loans to 
associations of farmers for the erection of creameries, dehydrating 
plants, storage and other facilities. 

_ Construction of roads and trails connecting tributary mining dis- 
tricts and settlements with the railroad. 

Reindeer industry open to development by white population in 
regions tributary to the railroad. 

Publication of illustrated literature briefly describing the country 
traversed by the railroad, its topography and climatic conditions, re- 
sources, and opportunities for settlement. 


“The Government railroad in Alaska will be a success only 
to the extent in which local industries are created in the region 
tributary to the railroad and the country peopled. If this rail- 
road were privately owned, all possible aid and encouragement 
would be extended to such ends in the building up of traffic. 
Constructed and owned by the government in order to rationally 
develop Alaska, there is infinitely greater reason for such con- 
structive work. 

“The Alaskan Engineering Commission should be now em- 
powered to do those things that will aid in the creation of local 
industries and the peopling of the country tributary to the rail- 
road. Such measures of aid should also be extended where nec- 
essary to other sections of the territory. Only by such means 
can Alaska progress and traffic be created for the railroad. 

“On the eve of my retirement I wish to express the hope 
that Congress will at an early date enact legislation providing 
for the measures above recommended that will permit Alaska, 
through the rational utilization of its rich natural resources, to 
become far richer in an increasing and prosperous citizenry.” 


GREEN EXPLAINS NEW LAW 


The Trafic World Washington Bureau 


Declaring that a campaign of misrepresentation of the trans- 
portation act was being carried on and that unless the charges 
made were answered they would have their effect, Representa- 
tive William R. Green, of Iowa, made a speech in the House, 
March 20, in which he said special privileges were not granted 
to the railroads under the terms of the act. 

“It is continually asserted that the bill contains a guaranty 
of return to the railroads,” he said. “As a matter of fact, its 
provisions really constitute a limitation upon the profit that 
may be obtained and no guaranty whatever. The only guaranty 
in the bill is a guaranty of the same return allowed under gov- 
— control for the first six months under private owner- 
s ». 

“The bill now gives them a fair dividend on their actual 
valuation, which has not been determined yet,” interposed Con- 
gressman Baer of North Dakota. ° 

“Not a fair dividend,” replied Mr. Green, “but a fair return 
on their actual value, which is a very different thing. There 
may be, and in many cases will be, no dividends to the stock- 
holders. The bill, in fact, fixes the rate as low as possible under 
the Constitution, and not partially or wholly confiscates the 
property. 

“I can well understand how the farmer or the layman, who 
is not familiar with constitutional law and the distinctions made 
under it, should at first blush not understand why the govern- 
ment, which makes no provision for a ‘fair return’ on other 
property, should so provide in the case of railroad property; 
but a moment’s reflection will enable anyone to realize that 
there is a wide difference in this respect between property over 
which the government exercises no control, and as to which it 
does not limit the profit; and property which has been taken 
over or placed under the control of the government so that the 
profit thereon is limited. It is the settled law under our con- 
stitution that where the government fixes or regulates the return 
which may be received from private property a ‘fair return’ 
must be provided. That a rule so well established that it is 
now in a legal sense elementary should be overlooked by one 
who has not come in contact with it is not at all surprising, but 
I am amazed that any complaint should be made with reference 
to it by persons who have had some reputation as attorneys or 
even one who has succeeded in passing the ordinary bar exami- 
nation. If this provision was not contained in the bill its effect 
would be just the same. If the provision were different, it would 
make the bill unconstitutional in this respect. Yet there are 
men who say that this provision authorizes a gift of immense 
sums to the railroads.” 

Mr. Green said the provisions of the bill would do no more 
than to enable them to get the funds to render proper service. 


CHANGES IN DOCKET 


Compensation docket No. 14; March 15, cancelled; compen- 
sation docket No. 14, March 16, cancelled; compensation docket 
No. 1, March 18, cancelled; No. 11077, March 15, postponed; No. 
11146, March 16, postponed; No. 11173 and parts of 4th sect. aps. 
2060 and 2072, March 18, postponed; No. 11096, March 22, post- 
poned; No. 11109, March 22, postponed. 
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Wanted! Men to Fill These 
$5,000-a-Year Positions 


A Great New Field as Yet 
Unthought of By Most Men 


ing to qualify for positions paying from $2,500 to $10,000 

a year and more in this new profession. These positions 

are open in a field as yet little thought of by most men. 
Without knowing fully the facts, it seems incredible to the average 
man that thousands of splendid jobs are actually going begging for 
lack of men fitted to fill them. 


Business throughout the world is booming. Factories, great and 
small, everywhere are straining machine and man to supply the 
products for world-wide trade. America with the greatest merchant 
marine and railroad system has become the 
largest shipper on earth. Shipping yards 
and waarves are scenes of feverish activity 
with millions of pounds of freight being 
handled every hour. 


Why Thousands of _ Transportation 
Dollars are Lost in ‘% today the sec- 


This New Four Bil- 04, '"sest_ and 


lion Dollar Industry industry in the 

country. Freight 
charges amount to the stupendous fig- 
ure cf a million dollars an hour—over four 
billioa dollars a year! Yet it is estimated 
that eight out of every ten shippers are 
losing money. Thousands of dollars are 
lost daily. This is occasioned by the fact that few men actually 
know the most economical methods of shipping merchandise. 

On second thought, this is not so surprising. The Traffic Pro- 
fession is just in its swaddling clothes—only about ten years old. 
It was created when the Government passed an amendment to the 
Interstate Commerce Law making the Railroad freight Tariffs the 
Freight Rate Laws of the country. This made it necessary for 
about 1,000 railroads—60,000 large business concerns, nearly 450,000 
smaller shippers—thousands of Chambers of Commerce and Com- 
mercial Clubs, State Railway Commissions, and the Interstate Com- 
merce Commission to employ men with a technical knowledge of 
Interstate Commerce Railway Traffic and Traffic Management Work. 


A Need for Trained These important changes have cre- 
Men that Has N ated a need for trained traffic men 
en trat izas ever that has never been satisfied. Men 
been Satisfied are needed everywhere in this great 
work. Right now 100,000 trained 
trafic men are urgently needed, and the demand increases daily. 
Every large concern must maintain a traffic department—employ- 
ing scores of men. 
Millions of dollars are wasted through inefficiency in forwarding 
ireight. Tens of thousands of concerns, without realizing it, are 
losing fortunes because they do not know how properly to interpret 
the aga number of classifications and special rate combinations 
in eitect. . 

For instance: A railroad quoted a Wilmington, Delaware, con- 
tern a 28 cents delivery rate, but the published rate under Govern- 
ment Regulation was 33c, resulting in a $7,000 loss. A Chicago 
concern billed a contract shipment, using the trade name rather 
than the traffic name—a loss of $3,040 in thirty minutes! 

Thousands of similar examples could be cited—hundreds occur 
almost daily. 


What the trained Traffic Man can do is 

a S uch ‘— shown by these few examples: A Boston 

artes are Fata concern employed a competent traffic 

in This Work man, who saved $9,751 in two weeks on 

66 carloads. Another traffic expert com- 

telled an Eastern Railroad to refund $122,000 to the Meeker Coal 

mpany. A New York Traffic Man saved his company $24,000 
on freight shipments to one plant in one year. 

_ After knowing about these few of thousands of similar instances, 

it doesn’t seem surprising that firms are willing and glad to pay 


Bas opportunities lie before the men who are will- 





large salaries for skilled traffic men. A Detroit Traffic Manager 
receives $19,500 a year. A Cleveland man gets $24,000. Thousands 
of good traffic jobs pay from $2,500 to $5,000 and $10,000 a year. 
Expert Traffic men receive big pay because they can save their 
firms many times the amount of these salaries each year. 


A Solution of this _Until a short time ago, there was no 
Great Problem simple way for the average man to mas- 

ter the details of traffic management. 
Knowing the great need of trained traffic experts, the American 
Commerce Association, a national organiza- 
tion of Traffic Men, offered to train men to 
qualify them to handle the complicated prob- 
lems of shipping. Since that time, thousands 
of ambitious men have availed themselves of 
this training and are making successes in the 
traffic field throughout the country. Yet the 
need for trained men today is greater than 
ever before and the Association has recently 
enlarged its organization to train more men. 


An Amazingly This training is 
Easy Way to given during spare 
Trai “ff time, at . home. 

ram ror @ Though every phase 





Ess SS 


The trained expert in this new fessi I : . : 
a most important’ part in his firm's business Big Job of this great subject 


is treated in the most 
thorough manner, the work is remarkably easy to master. The 
cost through the Association is but a few cents a day. Once a 
member of this great association, you receive the help of its Ad- 
visory Traffic Council, made up of traffic men of national reputa- 
tion. This council consists of such men as: 

Albert Gantt, Traffic Manager, Corn Products Refining Company ; 
William Scott Gowie, American Freight Board Committee ; Samuel 
G. Lutz, Vice-President, Chicago & Alton Railroad ; George Chester 
Conn, Traffic Manager, Buick Motor Company; Fred H. Behring, 
General Freight Agent, Southern Railway System, Washington; 
Ralph H. Drake, Division Freight Agent, American Can Company, 
as well as nearly 200 others of equal prominence. 


An Interesting To give the whole story of this wonderful 
Book Fr f training in traffic work, the Association has 
pee ror prepared a remarkable book, “Opportunities 
the Asking and Requirements for Traffic Work.” This 
book explains this marvelous system of 
training in detail and tells how anyone can quickly qualify for the 
important job of Traffic Manager. It cites many stories of success 
by members of the Association. It shows how this profession, yet 
new, offers boundless opportunities for the ambitious trained man. 
After reading it, you will readily understand why $5,000 salaries 
for traffic experts are common and why countless jobs pay $2,500 
to $10,000 a year and more. Write today for this wonderful book, 
giving your age, occupation, and state whether or not you have had 
previous traffic experience. Address: American Commerce Asso- 
ciation, Dept. 23-B, 4043 Drexel Blvd., Chicago, II. 


American Commerce Association, Dept. 23-B 
4043 Drexel Boulevard, Chicago, Ill. 


Please send your new free book on “Opportunities and Requirements for 
Traffic Work’ without obligation to me. I have had previous traffic experience 








THE TRAFFIC WORLD 








Vol. XXV, No. 13 





- 
Docket of the C ISSI 
e 
Note.—items in the Docket marked with an asterisk (*) are new, * 11315, Sub. No. 1—Same vs. New York Central et al. 
having been added since the last issue of The Traffic World. Cancel- * 11315, Sub. No. 2—Same vs. Same. ‘ 


lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


March 31—Milwaukee, Wis.—Examiner Marshall: 
11125—Algoma Panel Co. et al. vs. Ahnapee & Western et al. 
11171—H. W. Johns-Manville Co. vs. Louisiana Southern et al. 

March 31—Washington, D. C.—Examiner Pattison: 

* 1. and S. 1168—Press cloth rates. 


March 31—Washington, D. C.—Examiner J. Edgar Smith: 
t and S. 1167—Norfolk-Portsmouth switching. 


April 2—Argument at Washington, D. C.: 
6606—Application of Southern Pacific Co., under the provisions of 
Section 5 of the Act to Regulate Commerce as amended by the 
Panama Canal Act in connection with the ownership of the 
Atlantic S. S. Lines. 


April 3—Argument at Washington, D. C.: 
11214—Application of the United States Steel Products Co. et al. 
under the provisions of section 5 of the Act to regulate commerce 
as amended, in connection with the ownership and operation of 
certain lines of steamers through the Panama Canal. 


April 5—Chicago, Ill.—Examiner Marshall: 

11127—Poehlmann Bros. Co. et al. vs. Indiana Harbor Belt et al. 

11127, Sub. No. 1—Peter Reinberg et al. vs. Same. 

11127, Sub. No. 2—Village of Morton Grove, Ill., et al. vs. Same. 

11127, Sub. No. 3—C. A. Taggart et al. vs. Indiana Harbor Belt et al. 
(Consolidated with No. 11127, Poehlman Bros. Co. et al. vs. Indiana 
Harbor Belt et al.) 

9806—E. T. Stokes et al. vs. Delaware, Lackawanna & Western et al. 
(Reopened.) 

9806, Sub. No. 1—Same vs. Pennsylvania et al. (Reopened. 

11224—Chicago Coal Merchants’ Assn. vs. A. T. & S. F. et al. 

11224, Sub. No. 1—Same vs. Same. 
(Consolidated with No. 11127, Poehlman Bros. Co. et al. vs. Indiana 
aeoer -— R. R. et al. and related cases for hearing and dis- 
position. 


April 7—Argument at Washington, D. C.: 
=~ ae Dougherty & Co. vs. The Michigan Central and Director 
eneral. 
10869—Brownell Improvement Co. vs. Atchison, Topeka & Santa Fe 


et al. 
10790—Northern Potato Traffic Assn. vs. Great Northern et al. 


April 8—Argument at Washington, D. C.: 
10743—Allegheny Steel Co. vs. Pennsylvania and Director General. 
10596—North Iowa Traffic Assn. vs. Ann Arbor et al. 
oe Plate Giass Co. vs. Pennsylvania and Director 
neral. 


April 9—Argument at Washington, D. C.: 
10740—Buckeye Steel Castings Co. vs. Hecking Valley et al. 
10486—Chicago, Lake Shore & South Bend Ry. Co. vs. Indiana 
Harbor Belt R. R. Co. and Director General. 
10487—Same vs. Same. 
10739—-Central Iron and Steel @o. vs. Pennsylvania et al. 


April 10—Argument at Washington, D. C.: 
10729—4New York & Pennsylvania Co. vs. New York Central et al. 
10457—-Boston Chamber of Commerce et al. vs. Grand Trunk Ry. 
Co. of Canada et al. 
10937—J. Warshafsky & Son vs. R. R. Assn. of St. 
Louis, Director General et al. 


April 14—Argument at Washington, D. C.: 

10912—Acme Cement Plaster Co. vs. Pere Marquette et al. 

9345—Strasburg Steam Flouring Mills vs. Southern Ry. et al. 

Portions of the following Fourth Section applications: 

60—Carolina & Northwestern Ry. 

703—Atlantic Coast Line R. R. 

1047—Durham & Southern Ry. 

1074—Norfolk & Southern R. R. 

1534—Tallulah Falls Ry. 

1536—Pickens R. R. 

1540—Lancaster & Chester Ry. 

1543—Hartwell Ry. 

1544—Danville & Western Ry. 

1545—Blue Ridge Ry. 

1548—Southern Ry. 

1563—Baltimore & Ohio R. R. 

1572—Baltimore & Ohio R. R. 

1573—Seaboard Air Line Ry. 

1625—Agent C. C. McCain. 

2060—Agent J. F. Tucker. 

2639—Atlantic & Western R. R. 

3813—Union & Glenn Springs R. R. 

3927—Raleigh & Charleston R. R. 

3973—Lawndale Ry. 

4023—Chesterfield & Lancaster R. R. ’ 

a Pe or Tube Co. vs. Pittsburgh, Cincinnati, Chicago & St. 
Louis et al. 

10174, Sub. No. 1—Same vs. Pennsylvania et al. 

10174, Sub. No. 2—Carnegie Steel Co. vs. Pennsylvania (Western 
Lines) et al. : 

10174, Sub. se 3—American Sheet and Tin Plate Co. vs. Pennsyl- 
vania et al. 

10174, Sub. No. 4—American Steel and Wire Co. vs. Pennsylvania 
(Western Lines) et al. 


April 15—Argument at Washington, D. C.: 
10651—Board of Trade of Nashville, Ga., vs. Georgia & Florida et al. 
10672—-Security Mills and Feed Co. vs. Southern Ry. et al. 
10657—R. E&. Duvall & Co., Inc., vs. Pennsylvania et al. 
April 15—Kansas City, Mo.—Examiner Gartner: 
* 11306—Peet Bros. Mfg. Co. vs. Ft. Smith & Western et al. 
* 11278—The Midland Refining Co. vs. Mo. Pac. and Director General. 
April 16—Argument at Washington, D. C.: 
—— & Co., Ltd., vs. Oregon-Washington R. R. and Nav. 
Co. et al. 
ar F* een Heights Fruit Exchange et al. xs. Southern Paeific 
et al. 
April 16—Kansas City, Mo.—Examiner Gartner: 
* 11311—Atlas Gereal Co. vs. C. & N. W. et al. 


Terminal 


* oy maa Lumber Co. vs. New York, New Haven & Hartford 
et al. 





* 11315, Sub. No. 3—Same vs. New York New Haven & Hartford ct al, 


April 16—Louisville, Ky.—Examiner J. Edgar Smith: 
* 11266—Standard Oil Co. (Kentucky) vs. Alabama & Vicksburg et al, 


April 17—Argument at Washington, D. C.: 
10448—Inland Empire Shippers’ League vs. Oregon-Washington R. R, 
and Nav. Co. et al. 
10458—The Commission of Public Docks of the City of Portland, Ore, 
et al. vs. Spokane, Portland & Seattle et al. 
10698—Public Service Commission of Oregon vs. Oregon-Washington 
R. R. and Nav. Co. et al. 
April 17—Cleveland, O.—Examiner Keene: 
* 11237—W. H. Dougherty & Son Refining Co. vs. Baltimore & Ohio 
et al. Such portions of fourth section applications 2060, filed by 
J. F. Tucker, agent, relating thereto. 
April 19—Owensboro, Ky.—Examiner J. Edgar Smith: 
* 11197—Owensboro Wheel Co., Inc., vs. Southern Ry. et al. 
April 19—Davenport, Ia.—Examiner Butler: 
* 11289—United Light and Railways Co. et al. vs. 
Island & Pacific et al. 
April 19—Salt Lake City, Utah—Examiner Gaddess: 
* 11162—T. J. Keogh vs. Colorado & Southern et al. 
* 11024—Gunnison Valley Sugar Co. vs. D. & R. G. R. R. et al. 
April 19—Toledo, Ohio—Examiner Keene: 
* 11309—Chatterton & Son vs. Pere Marquette and Director General. 
April 19—Oklahoma City, Okla.—Examiner Gartner: 
* 11225—Lawton Refining Co. vs. C. R. I. & P. and Director General, 
April 19—Charlotte, N. C.—Examiner Satterfield: 
* 11142—Cannon Mfg. Co. vs. Sou. Ry. et al. 
* 11272—Wiscasset Mills Co. vs. Yadkin Ry. et al. 


Chicago, Rock 


COMPTROLLER ANNOUNCES ORGANIZATION 


George H. Parker, comptroller of the Railroad Administra- 
tion, has announced the following organization in his depart- 
ment: General administration: D. E. Brown, senior assistant 
comptroller; W. V. Wilson, assistant comptroller; L. J. Tracy, 
assistant to comptroller. Financial accounts section: J. W. 
Newel, assistant comptroller, in charge of matters relating to 
financial accounts, settlements with corporations, inventories, 
overcharge claims, files and correspondence. Auditing section: 
J. W. Roberts, auditor, in charge of bookkeeping, administra- 
tion accounts, cost accounting in connection with equipment 
contracts. Collection accounts section: John Stewart, assistant 
to comptroller, in charge of collections and accounts relating 
thereto, including clearance and suspense accounts. Field ex- 
amination section: W. H. Peter, assistant to comptroller, in 
charge of field examinations. Maintenance accounts section: 
Wm. Wyer, assistant to comptroller, in charge of matters re- 
lating to maintenance, particularly in reference to upkeep sec- 
tion of standard contract. 


COMMISSION ORDERS 

The Commission has issued the following orders permitting 
intervention: The Freight Traffic Committee, the Chicago Asso 
ciation of Commerce, in No. 10826, Intermediate Rate Association 
vs. Aberdeen & Rockfish et al. The Beaumont Chamber of Com- 
merce in No. 11320, Orange Rice Mill Company vs. Louisiana 
Western et al. 

On advice that the complaint has been satisfied, the Commis- 
sion has dismissed No. 1023, Buffalo Union Furnace Company et 
al. vs. Lake Shore & Michigan Southern et al. An order of 
reparation was entered in the case a number ef years ago and 
it was held open until settlement had been made. 

The Commission has dismissed the following complaints, 
either on motion of complaint or because cases have been set 
tled: No. 10703, R. R. Howell & Co. vs. Great Northern et al.; 
No. 10768, Empire Refineries, Inc., vs. A. T. & S. F. et al.; No. 
10817, Lowry Lumber Co. vs. New York, New Haven & Hartford 
et al.; No. 10914, Lowry Lumber Co. vs. Missouri, Oklahoma & 
Gulf Railway Co. et al.; No. 9270, Astoria Box Co. et al. vs. Spo- 
kane, Portland & Seattle Railway Co. et al.; No. 10849, Rock City 
Spoke Co. vs. L. & N. et al.; No. 109138, Lowry Lumber Co. V5. 
Canadian Railways et al. 


SEASONAL COAL RATES 


(Continued from page 548) 
contended that no power had been delegated to the 


Commission to approve or initiate such seasonal rates, 
and the action of the Commission in this connection 
would most likely be enjoined until the matter had been 
decided by the United States Supreme Court. The re 
sult would be that two or three winters might elaps¢ 
before this urgently needed practice could be put into 
effect. Definite legislation, such as that proposed, will 
remedy the situation at once.” 
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CONTINENIA 


Don’t Overlook This 
WE don’t say to look us over, 


but if decided saving on 
your freight shipments is any 
object, we do say don’t over- 
look us because the 


TRANS-CONTINENTAL 
Freicut Co. 


is fully equipped to render you real 
service and assure you real savings 
just as we have so many other ship- 
pers for more than twenty years. 


“Proof!’’ Well, here is one straw to 
show why. During the last three 
years our business has increased five- 
fold. 


A package or a car load, anything and 
everything for export,and Machinery, 
Automobiles, Household Goods, Pi- 
anos and Toys for domestic points. 
Better look over your requirements 
and look us over right now—you will 
find us ready to give you just the 
service you have hoped for. 


TRANS-CONTINENTAL FREIGHT Co. 


Export and Domestic Freight Forwarders 


Household Goods, Automobiles, Machinery, 
Pianos and General Merchandise 


General Offices: Chicago, 203 Dearborn Street 
Eastern Offices: New York, Woolworth Bldg. 


Boston, Old South Bldg. Cleveland, Hippodrome Bldg. 
Buffalo, Ellicott Square Los Angeles, Van Nuys Bldg. 
Philadelphia, Drexel — San Francisco, Monadnock Bldg. 
Cincinnati, Union Trust Bldg. Seattle, Alaska Bldg. 


Write the Nearest Office 
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War Department 
Quartermaster Corps 


Offers for Sale by Informal Bids 
5000 Trailer Chassis 


ITEM V-422 °* 


2764 Chassis, Kitchen Trailer. For description: see 
above. Manufactured by Dort Motor Co. Location: 
Jeffersonville, Ind. Minimum bid, one. 


ITEM V-423 


799 Chassis, Kitchen Trailer. For description: see 
above. Manufactured by Dort Motor Company. Loca- 
tion: Schenectady, N. Y. Minimum bid, one. 


ITEM V-424 


13 Chassis, Kitchen Trailer. For description: see above. 
Short mud guards. Manufactured by Dort Motor Co. 
Location: Schenectady, N. Y. Minimum bid, one. 


1% ton chassis, complete wilh mud guards and wheel 
blocks; 2-wheel with two legs or supports, one adjust- 
able in front and one non-adjustable in rear, to be used 
in supporting chassis in horizontal position when not 
being towed; iength of chassis over all 13 ft. 1 in; 
length of body space 9 ft. 3 in.; width of chassis for 
body space 4 ft. 3 in.; frame manifold on standard 
heat rolled 5 in. channel, weighing 6% Ibs. per foot, 
with flange 1% in. on top and boliom; axles forged of 
heat treated steel, having a carbon content of from 
.30 to .40 bearings of either Bock, Wright, Timkin or 
Standard roller bearings of the following sizes: 

Outer Cone 4361 

Outer Cup 4320 

Inner Cone 4550 

Inner Cup 4520 
Springs, semi-elliptical; Budd Type Disc Wheels, 36 in. 
x 5 in.; lires, solid, pressed on; each chassis painted 
with two coats of olive drab paint. 


ITEM V-425 

3 Chassis, Kitchen Trailer. For description: see above. 
Short mud guards and hub caps. Manufactured by 
Dort Motor Co. Location: Schenectady, N. Y. Min- 
imum bid, one. * 


ITEM V-427 


1421 Chassis, Kitchen Trailer. For description: see 
above. Manufactured by Dort Motor Co. Location: 
Columbus, Ohio. Minimum bid, one. 


ITEM V-428 


1 Chassis, Kitchen Trailer. For description: see above. 
Manufactured by Oakland Car Company. Location: 
Pontiac, Mich. Minimum bid, one. 


2000 Ford Delivery Bodies 


ITEM V-420 


1,500 Bodies, Ford Delivery. Special wood delivery 
bodies for Fords; load space, width 44 in., length 60 
in., depth 14 in. net; floor boards 6 in. wide; frame 
work of interlocking sills; side panels set in groove 
entire length of panel; cross bar bolted to sled runner 
sills; joints in floor covered by 1% in. x \% in. strips 
bolted through floor; top edge of panel bound with 
1 in. x 1 in. x 1% in. angle bolted through panel; panel 
secured to platform by wagon box straps. bolted 
through panel with 1% in. x % in. band iron on out- 
side of panel; three hinges on tail-gate. Manufactured 
by O. J. Baudette. Location: Columbus, Ohio. Min- 
imum bid, one. 


ITEM V-421 


500 Bodies, Ford Delivery. Description as in Item 
V-420, and also the following: Trimmings: Cushions 
and Lazyback of No. 1861 composite cloth; cushions 
stuffed with wood wool, with two layers of cotton bat 
ting on top, tufted. Lazyback stuffed with wood wool. 
Top of No. i361 Meritas composite cloth, equipped with 
back curtains; apron attached to dash filler board with 
wagon patches; fenders of 20 gauge steel bolted to 
Ford running board attached securely under body and 
bolied to floor. Painted with three coats olive drab 
paint. Manufactured by O. J. Baudette. Location: Co- 
lumbus, Ohio. Minimum bid, one. 


For Conditions of Sale See Last Page of This Advertisement 
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Offers for Sale by Informal Bids 
302 Motorcycles—Solo—Cleveland 


ITEM V-410 


124 Motorcycles, Solo-Cleveland. Solo-Cleveland, Model 19; single cylin- 
der; 2-cycle, 2-speed, clutch, magneto ignition; 26 in. x 3 in. non-skid 
tires: luggage carrier; channel section rear stand; handlebar lug pro- 
vided for spade type headlight bracket; flat type front and rear mud 
guards; Solar headlight, 4 in. face: Prestolite tank; Neverout kerosene 
oil lamp with bracket for front forks: mechanical horn. _Two spark 
plugs, Metric. Tire pump; one inner tube 26 in. x 3 in. (endless). Tool 
roll containing one No. 25 and one No. 27 wrench; one pair 6 in. pliers; 
one 8 in. screwdriver; one chain repair half link 44 in. x 5% in.; four chain 
repair links 14 in. x 5% in. pitch; tire repair kit; also sufficient spare 
parts for one year’s upkeep, such as nuts, screws, washers, bolts, ete. 
Painted Olive Drab. Crated for overseas shipment. Location: New 
York City. Minimum bid, one. 


ITEM V-411 


104 Motorcycles, Solo-Cleveland. (Description: 
Same as in Item V-410.) Location: Jefferson- 
ville, Ind. Minimum bid, one. 


ITEM V-412 


74 Motorcycles, Solo-Cleveland. For details of 
construction see Item V-410. Location: Camp 
Jessup, Ga. Minimum bid, one. 


Truck Chassis—Tubes and Casings—Miscellaneous Parts 


ITEM V-401 : 
1,035 Ft. Radiator Hose, % in. x3 in. 
Federal Rubber Company. Location: 
mum bid, 200 ft. 


ITEM V-402 

2,500 Sq. Ft. Rubber Sheet Gasket, ;; in. thick; for auto- 
mobile engines. Manufactured by Federal Rubber Company. 
Location: Chicago, Ill. Minimum bid, 100 sq. ft. 


ITEM V-403 

1,000 Engine Support Bolts, 5, in. x j} in.; 18 threads to 
inch; hexagon head; cotter pin hole in end. Manufactured 
by Signal Motor Truck Company. Location: Detroit, Mich. 
Minimum bid, entire lot. 


ITEM V-404 

66 Front Spring Bolts. Front spring sprocket and shackle 
bolt, % in. x 6 in.:; 14 threads to inch. Manufactured by 
Signal Motor Truck Company. Location: Detroit, Mich. 
Minimum bid, entire lot. 


ITEM V-405 
10,090 Lbs. Screws. Miscellaneous lot of screws. 

Fil. Head Screw, #5 in. x 3 in. 

Fil. Head Screw, ys in. x % in. 

Cap Screws, % in. x 1% in. 

Cap Screws, % in. x 1% in. 
Location: Columbus, Ohio. Minimum bid, entire lot. 
ITEM V-406 
13,020 Lbs. Cap Screws, 14 in. x 3 in. Location: Columbus, 
Ohio. Minimum bid, 1,000 Ibs. 


ITEM V-407 
3,600 Lbs. Cap Screws, *%4 in. x 4 in. Location: Columbus, 
Ohio. Minimum bid, entire lot. 


ITEM V-408 
30,030 Felt Wicks. 1% in. x 8 in. felt wicks for trucks. Loca- 
tion: Columbus, Ohio. Minimum bid, entire lot. 


ITEM V-409 

2.456 Tubes, Oiling. For truck rear spring, front sprocket. 
Size of tubes 3% in. x 4% in. Location: Columbus, Ohio. 
Minimum bid, entire lot. 


ITEM V-413 

1,571 Red Inner Tubes, 36 in. x 6 in. Manufactured by Em- 
pire Tire & Rubber Company. Location: New York City. 
‘inimum bid, two. 


ITEM V-414 

500 Casings. 880 m.m. x 120 m.m.: American size, approxi- 

mately, 344% in. x 4.7 in. N. S._ clincher, fabric. _Manufac- 
ured by B. F. Goodrich Co. Location: Columbus, Ohio. 
inimum bid, two. 


Manufactured by 
Chicago, Ill. Mini- 


ITEM V-415 


496 Casings. (Description: Same as in Item V-414.) Manu- 
factured by Goodyear Tire & Rubber Co. Location: Colum- 
bus, Ohio. Minimum bid, two. 


ITEM V-416 

264 Casings. 37 in. x 5 in., straight side non-skid cord. 
Manufactured by B. F. Goodrich Co. Location: New York 
City. Minimum bid, two. 


ITEM V-417 


280 Casings. (Description: Same as in Item V-416.) Loca- 
tion: New York City. Manufactured by B. F. Goodrich Co. 
Minimum bid, two. 


ITEM V-418 


147 Casings. 37 in. x 5 in., straight side quick detachable. 
Safety tread. Manufactured by B. F. Goodrich Co. Loca- 
tion: Toledo, Ohio. Minimum bid, two. 


ITEM V-419 


353 Solid Tires. 38 in. x 5 in., solid pressed on tires. Manu- 
factured by B. F. Goodrich Co. Location: New York City. 
Minimum bid, two. 


ITEM V-429 


30 Casings. 37 in. x 5 in. Quick detachable non-skid cord. 
Manufactured by Fisk Rubber Company. Location: New 
York City. Minimum bid, two. 


ITEM V-426 


4 G. M. C. Truck Chassis. % ton chassis; Model 16, 132 
in. wheel base, 35 in. x 5 in. wood wheels; 4-cylinder Conti- 
nental motors. Manufactured by G. M. Company. Location: 
Jeffersonville, Ind. Minimum bid, one. 


NOTE: All material offered for sale in this Advertisement 


is new. Tubes and casings were purchased during the past 
emergency. 


For permits to inspect, apply as follows: For Items V-401, 
V-402, V-403, V-404, V-428, V-418 apply at 1819 W. 39th St., 
Chicago, Ill. V-405, V-406. V-407, V-408, V-409, V-414, V-415, 
V-420, V-421, V-427, at Columbus, Ohio. V-410, V-413, V-416, 
V-417, V-419, V-429, at 461 8th Ave., New York City. V-411, 
V-422, V-426, at Jeffersonville, Ind. V-412, at Atlanta, Ga. 
V-423, V-424, V-425 at Schenectady, N. Y. 





— |. 


Bids Close 3.00 p. m., Eastern Time, April 16, 1920 
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HOW TO SUBMIT YOUR BIDS— 


Here Are the Conditions of Sale on 


Motor and Vehicle List No. 4 


The Surplus Property Division, Office of the Quarter- 
master General of the Army, offers for Sale the Mate- 
rials, details of which are given on the preceding 
pages. Informal Bids will be accepted at any of the 
Offices named below until 3:00 p. m., Eastern time, April 
16th, 1920. 


Goods are sold ‘“‘as is’ f. 0. b. point of storage. Inspec- 
tion is invited and may be made at points of storage 
indicated for each item. Permits to inspect must be 
obtained from the Zone Supply Office, as indicated at 
end of list. The locations of all Zone Supply Offices 
are given below. 


Sach Item offered is identified by the Item Number 
given. Bids must specify the Item Number of each 
Item upon which Bids are made. Bids must be based 
upon the bidding unit shown for each Item. No special 
form of bid is necessary. Bids may be made by letter 
or telegram. No deposit will be required when aggre- 
gate of bid or bids of any one bidder is $1,000 or less. 
When bid or aggregate bids is for more than $1,000 
a 10% deposit thereof must be submitted with the bid. 
Such bidders as may desire to do a continuous busi- 
ness with the Surplus Property Division, may deposit 
a term guarantee in the sum of not less than $25,000 
with the Surplus Property Division at Washington, 
D. C., or with a Zone Office; each term guarantee is to 
be so worded as to bind the bidder to full compliance 


' with the conditions of any sale with regard to which 


he may submit proposals, during the lifetime of the 
guarantee. A term guarantee will not relieve the bid- 
der from the forwarding of his certified check for 10% 
of the amount of any purchase within 10 days from the 
notification of award. 


Address your bids to “Zone Officer” at the nearest of 
the following offices: (1) Army Supply Base, Boston, 
Mass.; (2) 461 8th Ave., New York City; (3) Schenec- 
tady, N. Y.; (4) 21st St. & Oregon Ave., Phila., Pa.; 


(5) Coca Cola Bldg., Baltimore, Md.; (6) Transporta- 


tion Bldg., Atlanta, Ga.; (7) Army Bldg., 15th & Dodge 
Sts., Omaha, Neb.; (8) Fort Mason, San Francisco, 
Cal.; (9) 17th & F Sts., N. W., Washington, D. C.; (10) 
Newport News, Va.; (11) Jeffersonville, Ind.; (12) 1819 
W. 39th St., Chicago, Ill.; (13) 2nd & Arsenal Sts., St. 
Louis, Mo.; (14) Army Supply Base, Poland & Dauphin 
Sts., New Orleans, La.; (15) San Antonio, Texas; (16) 
New Cumberland, Pa.; (17) Columbus, Ohio; (18) or 
at the Surplus Property Division, Munitions Bldg., 
Washington, D. C. Further information may be ob- 
tained from any of the above offices. 


Bids will be received at the nearest of the Zone Supply 
Offices up to 3:00 p. m., Eastern time, April 16th, 1920. 


The Government reserves the right to reject any or all 
bids or any part thereof. 


IMPORTANT NOTICE 


THE QUARTERMASTER CORPS is also offering for 
sale in the Trade Publications covering the respective 
classes of materials wire, iron and steel, foodstuffs, 
chemicals, road builders’ and contractors’ machinery, 
general machinery, clothing and equipage, hardware, 


Bids Close 3.00 p. m., Eastern Time, April 16, 1920 


harness, textiles, raw materials, medical and hospital 
supplies. 


Bulletins giving full and complele information abou. 


any of these sales may be obtained upon request io 
any one of the Zone Supply Offices listed above. 
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one, 


Here, lying within your grasp, is opportunity such as never existed 
in the world before. Thousands of men who are willing to qualify for 
positions paying from $2,500 to $10,000 a year and more are urgently 
needed, These positions are open ina field as yet little thought of by 
most men. Without knowing fully the facts, it seems incredible that 
= — of those splendid jobs are actually going begging for men to 

em. 

Transportation today is the second largest and most important busi- 
ness in the country! It is the life-blood of the nation’s industry. 
More than four billions of dollars annually spent in freight charges, 
yet it has been estimated that eight out of every ten shippers are 
losing money in shipping. This is. because a few men actually know 
the most economical methods of forwarding freight. Millions of dollars 
are wasted because of a lack of technical knowledge of Regulated 
Transportation and Shipping. A hundred thousand more competent, 
well trained traffic men are needed to stop those tremendous losses. 


Right Now Opportunities are Unlimited 


Reconstruction work in Europe and the great 
expansion of Foreign Trade are speeding Amer- 
ica's Railroads and Merchant Marine to haul the 
goods for world-wide trade. We have the cars, 
the shops and the crews to make them. One 


REA 








WHAT THESE 
MEN HAVE DONE 
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“Here Is Your Opportunity 


Traffic Manager’ 


A Great New 
<=... Field As Yet 
~..  _Unthought of 

-. By Most Men 


A New Four Billion-Dollar Industry in Great 
Need of Trained Experts at Salaries of 
$2,500 to $10,000 and More a Year— 


know all the Laws, Rules and Regulations of shipping can stop the 
loss of the millions of dollars wasted in hauling freight. Trained men 
are what the railroads and shippers demand. They must know about 
Rates, Classifications, Routing, Claims, Demurrage, Ocean Traffic, In- 
terstate Commerce Rulings, etc. A hundred such men are needed 
where one is available. There never was a more opportune time to 
enter this fascinating profession. Get in now! You should qualify to 
increase your income 50, 75, 100 per cent. Earnings limited only by 
your ability and opportunity to save wasted money. Some traffic ex- 
perts earn enormous salaries—such as a Detroit man, who gets $19,500 
a year, and a Cleveland man, who directs Tank Car shipments and re- 
ceives $24,000 a year. What others have done you can do. But, you 
must know—you must be trained. 


Train in Spare Time—At Home 


Through the American Commerce Association—a national organiza- 
tion of traffic men—you can easily master the 
details of traffic management. Studying at home, 
in your spare time, you can fit yourself to han- 
dle the problems of present day_transportation. 
You can do it without losing a day’s time from 
your present work and at a cost of only a few 
cents a day. Once a member of this great asso- 


thing is lacking, and that is a sufficient supply 
of Trained Traffic Exverts to guide this great 
flow of traffic into the quickest, least costly 
routes. The railroads, the shippers and ship 
owners are calling for traffic men. 

Boards of Trade, Chambers of Commerce, 
State Railway and Public Utility Commissions 
need Traffic Secretaries and Experts. Half a 
million smaller shippers must employ consulting 
Traffic Managers who will direct the work of 
five to a dozen or more concerns. Tens of 
thousands of Assistant Traffic Managers are 
needed in large Railroad, Industrial and Asso- 
ciation. Traffic Departments. If you are ready 
to give trained service in traffic work, you 
will not have to look for a job. The job will 
—_ for you. You can almost name your own 

ary: 


Why Traffic Men are Paid Big Salaries 


The Traffic Man who knows all the ins-and- 
outs of shipping can save his firm thousands of 
dollars in shipping charges. That’s why he is 
paid big money for his services. As an instance 
of possibilities, the scope and importance of his 
work, consider these few examples: 

A certain concern in South Chicago was ship- 
Ping about 200 cars of coke daily to its East- 
ern smelters. A traffic expert succeeded in get- 
ting the rates adjusted so that about $5 was 
Saved on each car—a saving of over $300,000 
on the year’s business. 

In St. Louis, through misrouting of freight, 


€rrors in reconsigning cars and by under charges, a railroad lost over 


$27,000. 


Through the efforts of a traffic expert, a recent adjustment of rates 
was made that resulted in a refund of $120,000 to the Meeker Coal Co. 
A Traffic Man recently saved his concern $24,000 on shipments to 
Another saved $9,751 in shipping 66 
Another saved $36,000 by applying a deferen- 


heir new plant in Chattanooga. 
carloads in two weeks. 
tial rate on 1,500 cars from Pittsburgh to Canada. 


on it any wonder that shippers are willing to pay competent, well 
tained Traffic Managers $2,500 to $10,000 and even up to $25,000 a 
year? He can save many times these amounts for his firm. He-is a 
He holds high position, is independent and 


vital part of his business. 
respected, 


You Must Be Trained 


contethods of shipping, under State and Federal regulation, have be- 
a So complicated that the day when a man could start ‘‘at the 
tom” and succeed in transportation work is gone. 


Salary Advanced $600.00 in One Year—Three ad- 

vances since starting with your Association.— 

re QS a Maryland Casualty Co., Balti- 
e, . 


$50.00 Per Month Increase as a result of the 
training and assistance I have had from the Asso- 
ciation—‘“‘am cleaning up.’’-—C. F. Ellis, Doug- 
las, Wyoming. 


Three Increases in Salary for ‘‘knowing how’’ in- 
stead of ‘‘thinking so.’-—Norman T. Gibson, 713 
Garard St., Covington, Ky. 


Salary Increased $50.00 a Month—The A. C. A. 
has been the great help.—W. F. Oakley, Manager 


Pure Oil Co., Idaho Falls, Idaho. 


Salary Increased $25.00 Per Week—Few years ago 
a rate clerk; now assistant traffic manager.— 
A. H. Eichmeier, 7530 Kreiger Ave., Chicago, Ill. 


From Shipping Clerk to Traffic Manager—Just re- 
ceived my appointment as traffic manager with 
my concern and realize it is due all to my study 
in the Association.—Emil A. Klemm, Traffic Man- 
ager Standard Brewing Company, Chicago, IIl. 


From $1,700 to $3,000 a Year—Ten years on tele- 
graph wire, with no future. Owe all of success 
to Association and its training.—C. H. Wana- 
maker, Lodi, N. J. 


Advances to Position With Largest Grain Ex- 
porter—Without help and instruction from Asso- 
ciation I never would have been able to handle 
this work.—M. Agard, 901 Board of Trade Blidg., 
Tacoma, Wash. 





fore you. 


experience. 


Only men who 


ciation you receive the help of its Advisory 
Traffic Council, made ‘up of traffic men of 
national reputation. This council consists of 
such men as: 

Albert Gantt, Traffic Manager, Corn Products 
Refining Company; William Scott Gowie, Amer- 
ican Freight Board Committee; Samuel G. Lutz, 
Vice-President, Chicago & Alton Railroad; 
George Chester Conn, Traffic Manager, Buick 
Motor Company; Fred H. Behring, General 
Freight Agent, Southern Railway System, Wash- 
ington; Ralph H. Drake, Division Freight 
Agent, American Can Company, as well as near- 
ly 200 others of equal prominence. 


Write for Free Book 


“Opportunities and Requirements for Traffic 
Work” is a remarkable book that explains this 
exceptional training in detail. It shows you how 
in a short time you can fit yourself to enter this 
great new field of opportunity. You will find 
what splendid possibilities it affords. It is a won- 
derful revelation in, itself. Brimful of facts of 
absorbing interest to those who determine to 
leave behind the crowd of smaller men and rise 
on up to real success. Write now! Don’t pro- 
crastinate! Procrastination is the thief of time, 
of ambition and everything else worthwhile. Only 
decision and action win! Those who practice de- 
cision and action are the men who live in good 
homes, drive automobiles, wear fine clothes and 
get the best out of life. The opportunity to earn 
from $2,500 to $10,000 a year and more lies be- 


The first step toward that goal is to send for further in- 
formation about this wonderful new calling. In writing, state your age, 
present occupation and whether or not you have had previous traffic 
Address: 
4043 Drexel Boulevard, Chicago, IIl. 


AMERICAN COMMERCE ASSOCIATION, 
Dept. 24, 4043 Drexel Blvd., Chicago, III. 


Please send me, without obligation, your new book, ‘“‘A New Profession,” and 
tell me how I can qualify for Traffic Management. 


The American Commerce Association, Dept. 24, 


I have had 
experience [J 


no experience 0 
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Car Equipment of All Kinds 


Standard Specialty Industrial 


GENERAL 


— HY 


Time and time again great cor- 
porations have placed before our 
engineers difficult problems in car 
construction. These questions 
arose as industry advanced and de- 
manded more rapid quantity trans- 
portation of various commodities. 

That they were solved satisfac- 
torily is evidenced by the tens of 
thousands of “GA” cars used by 
American railroads and manufac- 
turers everywhere. 

We build steel or composite cars 
to any specifications. Above is an 


aes net BY 
* GEN, AER. Tt. 


gr cHICAGSs 


all-steel industrial car for carrying 
steel ingots. The deck is covered 
with eight-inch steel rails on which 
the white-hot ingots are stacked. 
This is only one of many such spe- 
cialized types of car construction 
produced by our three plants. 


The accumulated experience and 
scientific knowledge of General 
American engineers is at the serv- 
ice of car users everywhere through 
our free consultation department. 
Write and tell us your require- 
ments. 


General Offices: Harris Trust’ Bldg., Chicago, U.S. A. 


Plants at: East Chicago, Ind.; Sand Springs, Okla.; Warren, Ohio 
Sales Offices: 17 Battery Place, N.Y.; 24 California St., San Francisco 
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